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15  Beacon  Street,  Boston,  June  30,  1911. 
To  the  City  Council  of  the  City  op  Boston: 

In  compliance  with  Statutes  of  1894,  chapter  548,  section 
24,  the  report  of  the  Boston  Transit  Commission  for  the  year 
ending  June  30,  1911,  is  respectfully  submitted. 

Cambridge  Connection. 
Good  progress  has  been  made  during  the  year  in  the  con- 
struction of  the  tunnel  under  Beacon  Hill  for  the  Cambridge 
Connection.  Section  1,  Patrick  McGovern,  contractor,  was 
substantially  completed  April  11,  1911,  and  the  Chief  Engineer 
reports  that  the  construction  contract  for  Section  2,  Coleman 
Brothers,  contractors,  will  probably  be  completed  about 
September  1,  1911. 

Real  Estate  Takings. 
The  requisite  easements  have  been  taken  under  property 
on  Beacon  Hill,  and  awards  have  been  made  of  the  land  damages. 
In  most  of  these  cases,  the  tunnel  is  at  a  considerable  distance 
below  the  surface.  Satisfactory  progress  has  been  made  in 
effecting  settlements. 

Elevators  at  Park  Street  Station. 
The  depth  of  the  Park  street  station  below  the  surface 
renders  desirable  the  use  of  some  form  of  elevator  at  two  of  the 
exits.  The  character  and  the  amount  of  the  trafl&c  to  be 
handled  requires  that  some  form  of  the  endless,  continually 
moving,  inclined  elevator  should  be  used.  There  are  two  types 
of  such  elevators,  one  known  as  the  Reno  inclined  elevator  and 
the  other  the  Otis  escalator,  the  former  being  that  which  is 
installed  in  the  State  station  of  the  Washington  street  tunnel. 
Bids  were  obtained  from  both  companies,  and  after  considera- 
tion of  all  the  facts,  and  a  study  of  the  advantages  and 
disadvantages  of  the  two  types,  the  Commission  decided 
to  install  the  Reno  inclined  elevator  at  the  northerly  exit  and 
the  Otis  escalator  at  the  southerly  exit,  on  the  east  side  of 
Tremont  street. 
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Washington  Street  Tunnel. 
Settlements  for  real  estate  or  rights  or  interests  therein  taken 
by  the  Commission  have  been  made  with  the  following  estates : 

July  23,  1910,  Thompson  estate,  106  Union  street. 
August  5,  1910,  Pitkin  estate,  102  Union  street. 
November  17,  1910,  Richards  estate,  108-110  Union  street. 
June  15,  1911,  Anna  P.  Rogers,  245-249  Washington  street. 

In  the  Sixteenth  Annual  Report  of  the  Commission,  pages  12 
and  13,  the  terms  were  given  of  an  agreement  which  had  been 
entered  into  with  the  Business  Real  Estate  Trust  for  the 
purchase  of  the  Salisbury  estate,  on  the  corner  of  Washington 
and  Summer  streets.  The  Trust  did  not  avail  itself  of  the 
option  given  by  this  agreement  and  subsequently*  under  date 
of  July  29,  1910,  a  new  agreement  (See  Appendix  A),  was  made 
similar  in  terms  and  approved  by  the  Boston  Elevated  Railway 
Company,  as  a  result  of  which  the  Trustees  paid  to  the  city 
$290,000  on  July  29,  1910,  and  on  June  1,  1911,  $270,000,  less 
$9,000  allowance  for  interest  on  the  previous  payment.  On  the 
last  named  date  the  property  was  transferred  to  the  Trust. 

In  consequence  of  a  taking  from  the  Old  South  Association 
the  Commission  on  April  9th,  1907,  made  an  award  of  $100,000 
as  damages,  which  sum  was  tendered  to  the  Association  under 
Chapter  317  of  the  Acts  of  1904  and  was  accepted  by  the 
Association  as  payment  pro  tanto.  The  Association  being 
dissatisfied  with  the  award  filed  a  petition  in  the  Superior 
Court  to  recover  its  damages.  The  case  was  tried  in  April, 
1911,  and  the  jury  returned  a  verdict  fixing  the  damages  at 
$100,000,  whereupon  the  Court  ordered  a  verdict  for  the 
defendant,  said  sum  having  already  been  paid  the  Association 
as  the  award  of  the  Commission.  The  case  may  be  carried  to 
the  Supreme  Judicial  Court  by  the  Association. 

Tremont  Street  Subway. 
Various  minor  changes  intended  to  facilitate  the  operation  of 
cars  have  been  made  in  the  Tremont  street  subway  by  the 
Boston  Elevated  Railway  Company  with  the  assent  of  the 
Commission.  The  operating  length  of  the  platforms  at  Park 
street  has  been  increased  so  as  to  accommodate  eight  cars  at 
one  time,  but  as  a  result  the  southerly  end  of  the  south-bound 
platform  is  much  crowded.  In  the  report  to  the  Legislature, 
on  chapter  58,  Resolves  of  1910,  (West  End  Loop,  so-called), 
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made  by  this  Commission,  sitting  jointly  with  the  Board  of 
Railroad  Commissioners,  the  following  statement  was  made 
with  reference  to  this  matter. 

"In  this  connection  the  Joint  Board,  in  view  of  the  present  congestion 
in  the  Park  street  station  at  rush  hours,  deems  it  proper  to  state  that 
existing  accommodations  can  readily  be  increased  to  such  extent  as  may 
be  desired  by  extending  the  platforms  towards  the  south.  This  station 
was  originally  planned  to  occupy  in  width  as  much  space  under  the  Com- 
mon as  was  permitted  by  law,  and  its  length  was  determined  by  an  estimate 
of  the  area  required  for  probable  business  and  by  a  desire  to  avoid  injury 
to  a  hne  of  old  elms  then  supposed  to  be  in  good  condition,  but  shortly 
thereafter  discovered  to  have  been  so  rotted  by  age  that  safety  required 
their  removal.  An  enlargement  of  the  station,  if  desired,  can  now  be 
executed  advantageously  in  connection  with  the  building  of  the  new 
station  for  the  Cambridge  line.  Such  enlargement  will  require  special 
legislative  authorization,  and  the  assent  of  the  West  End  Street  Railway 
Company  as  lessee  and  of  the  Boston  Elevated  Railway  Company  as 
assignee  of  the  lease  will  also  be  necessary.  It  should  be  borne  in  mind 
that  the  present  congestion  will  in  any  event  be  materially  relieved  when 
the  new  subway  line  to  Cambridge  is  opened,  and  later  when  the  proposed 
Riverbank  subway  to  the  west  is  constructed,  as  each  of  these  subways 
will  have  independent  platforms,  entrances  and  exits." 

Riverbank  Subway. 

November  3,  1910,  the  Commission  voted  that  stations  on 
the  Riverbank  subway  should  be  located  at  Massachusetts 
avenue,  Dartmouth  street  and  Charles  street.  From  this 
decision  the  Boston  Elevated  Railway  Company  appealed  to 
the  Board  of  Railroad  Commissioners  whose  opinion  was 
rendered  thereon  January  21,  1911,  affirming  the  decision  of 
the  Commission. 

The  Boston  Elevated  Railway  Company  having  acjcepted 
chapter  579  of  the  Acts  of  1910,  permitting  the  Commission  to 
reopen  the  question  a^  to  the  location  of  the  westerly  terminal 
of  the  Riverbank  subway,  hearings  were  given,  as  required 
by  the  Act,  on  July  27  and  September  2,  1910.  On  October  4 
the  Commission  voted  that  it  was  inexpedient  to  alter  the  loca- 
tion previously  fixed  for  the  westerly  terminal.  The  work  of 
construction  upon  the  Riverbank  subway,  however,  according 
to  the  statute,  could  not  be  begun  until  the  lease  for  the  same 
had  been  executed  by  the  Boston  Elevated  Railway  Company. 
A  draft  of  this  lease  had  been  sent  to  the  company  on  April  22, 
1910,  In  the  meantime  a  movement  had  been  begun  in  favor 
of  the  abandonment  of  the  location  of  the  Riverbank  subway 
authorized  by  chapter  573  of  the  Acts  of  1907,  and  the  substi- 
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tution  therefor  of  a  route  under  or  near  Boylston  street.  This 
matter,  by  chapter  43  of  the  Resolves  of  1911,  passed  April  6, 
1911  (Appendix  B),  was  referred  to  the  Commission,  sitting 
jointly  with  the  Board  of  Railroad  Commissioners,  and  in  the 
report  of  this  Joint  Board,  submitted  to  the  Legislature 
May  1,  1911,  such  substitution  was  recommended.  This 
report,  with  a  dissenting  opinion,  will  be  found  in  Appendix  C. 

Elevated  Structure  in  Charlestown. 

Chapter  52  of  the  Resolves  of  1911  (see  Appendix  D)  re- 
quired the  Commission  to  submit  with  the  present  report  an 
estimate  of  the  cost  of  removing  the  elevated  structure  between 
the  North  station  and  Sullivan  square  and  the  substitution 
therefor  of  a  subway. 

The  Resolve  did  not  appropriate  any  funds  to  be  expended 
for  this  purpose,  and  the  Commission  had  no  funds  available, 
and  could  not,  therefore,  incur  any  expense. 

The  Commission,  however,  requested  its  Chief  Engineer  to 
prepare  an  estimate,  and  his  report  is  as  follows: 

Boston  Transit  Commission, 
15  Beacon  Street,  Boston,  June  30,  1911. 

To  the  Boston  Transit  Commission: 

Gentlemen: — It  is  estimated  that  the  approximate  cost  of  a  two- 
track  tunnel  and  subway  from  the  North  Station,  Boston,  to  SuUivan 
square,  Charlestown,  to  replace  the  present  elevated  structure  would  be 
as  follows: 

Causeway  street  station,  20,000  square  feet  at  $15  .  .  $300,000  00 
Changes    between    Haymarket    square    and    Causeway 

street  station,  500  feet  at  $340 170,000  00 

2,000  feet  of  tunnel  from  Causeway  street  to  Front  street, 

Charlestown,  at  $350 700,000  00 

Two    stations    near    Washington    street    and    Thompson 

square,  Charlestown,  40,000  square  feet  at  $15        .        .  600,000  00 

1,000  feet  of  tunnel  between  Front  street  and  Austin  street, 

Charlestown,  at  $324 324,000  00 

4,300  feet  of  subway  between  Austin  street  and  SuUivan 

square,  Charlestown,  at  $420 1,806,000  00 

Station  and  changes  at  Sullivan  square         ....  840,000  00 

$4,740,000  00 


The  route  is  from  the  present  Washington  street  tunnel  incline  north 
of  Haymarket  square,  northerly  under  the  Charles  river  just  east  of  the 
North  Station  and  west  of  Warren  bridge  to  the  junction  of  Front  and 
Jenner  streets,  Charlestown;  thence  a  tunnel  approximately  under  Jenner 
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and  Harvard  streets  to  Thompson  square;  and  from  there  a  subway 
following  Main  street  to  Sullivan  square.  Land  damages  are  not  included 
in  the  estimate.  The  salvage  on  the  present  elevated  structure  would 
probably  be  a  few  thousand  dollars  more  than  the  cost  of  removing  it, 
but  anything  thus  realized  would  be  a  very  small  percentage  of  the  total 
cost  of  the  change.  With  this  arrangement  it  is  assumed  that  all  trains 
over  the  Atlantic  avenue  elevated  line  would  run  around  to  the  North 
Station,  aU  passengers  for  the  north  transferring  to  the  new  subway  at 
this  point.  At  Sullivan  square,  in  order  to  avoid  the  use  of  stairways 
for  passengers  transferring  between  the  subway  trains  and  surface  cars, 
it  would  be  necessary  to  depress  the  present  surface  car  approach  tracks 
to  the  station. 

Yours  truly, 

EDMUND   S.   DAVIS, 

Chief  Engineer. 

Legislation. 

In  addition  to  the  regular  work  of  the  Commission  a  large 
amount  of  time  has  been  devoted  to  matters  which  have  been 
referred  by  the  Legislature  to  Joint  Boards  in  which  the  Com- 
mission has  been  included,  and  of  which  brief  mention  may 
here  be  made. 

The  members  of  the  Commission  have  sat  as  members  of  the 
Joint  Board  on  Metropolitan  Improvements,  appointed  by 
chapter  113  of  the  Resolves  of  1909.  This  Joint  Board  sub- 
mitted a  preliminary  report  January  1,  1910,  and  its  final 
report  December  31,  1910. 

The  Legislature  of  1910  referred  to  a  double  joint  board, 
consisting  of  the  Board  of  Railroad  Commissioners  and  this 
Commission,  the  following  resolves,  viz. : 

Chapter  58,  relating  to  the  West  End  Loop,  so-called; 

chapter  94,  relating  to  a  tunnel  or  subway  to  the  South  Station; 

chapter  97,  relating  to  a  tunnel  or  subway  to  Dorchester; 

and  chapter  139,  relating  to  various  matters  concerning  the 
Boston  Elevated  Railway  Company,  the  West  End 
Street  Railway  Company,  the  subway  leases,  etc. 

The  reports  on  these  subjects  will  be  found  in  Appendixes  E, 
F,  G,  H. 

The  Legislature  of  the  current  year  by  Resolve,  chapter  38, 
(Appendix  I)  referred  to  the  same  double  joint  board  the  matter 
of  a  teaming  tunnel  to  East  Boston.  This  report  will  be  found 
in  Appendix  J, 

By  an  order  of  the  House  of  Representatives  the  Joint 
Board  considered  the  question  of  traffic  in  Chelsea  and  vicinity, 
and  its  report  thereon  will  be  found  in  Appendix  K. 
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Chapter  108  of  the  Resolves  of  the  current  year  refers  to  this 
Joint  Board,  for  report  to  the  Legislature  of  1912,  the  consider- 
ation of  the  enlargement  of  the  Park  street  station  of  the 
Tremont  street  subway,  the  removal  of  the  present  subway 
structures  in  Scollay  square  and  Court  street  and  the  sub- 
stitution of  others  therefor,  and  two  bills  with  reference  to 
passenger  and  freight  transportation,  both  by  railroads  and 
street  railways  in  Boston,  Quincy,  Milton  and  Hyde  Park. 
This  Resolve  will  be  found  in  Appendix  L. 

East  Boston  Tunnel. 
Atlantic  Avenue  Elevators. 

Prior  to  the  completion  of  the  East  Boston  tunnel  a  question 
arose  as  to  whether  the  elevators  and  machinery  therefor,  in 
the  Atlantic  avenue  station,  were  to  be  considered  a  part  of 
the  construction,  to  be  furnished  by  the  city,  or  a  part  of  the 
equipment,  to  be  provided  by  the  Boston  Elevated  Railway 
Company.  As  the  question  could  not  be  judicially  determined 
before  the  elevators  would  be  needed,  it  was  agreed  that  the 
city  of  Boston  should  install  them,  without  prejudice  to  its 
claim  that  they  formed  a  part  of  the  equipment  and  that  they 
should  be  furnished  by  the  company.  Subsequently  suit  was 
brought  by  the  city  of  Boston  to  recover  this  cost  and  on  June 
14th,  1911,  a  verdict  of  $51,612.52  was  rendered  in  favor  of  the 
city.  The  case  may  be  taken  to  the  Supreme  Judicial  Court 
by  the  company. 

Toll  Receipts. 

The  following  is  a  statement  of  the  receipts  from  tolls  and 
the  cost  of  collection  of  the  same  for  the  year  ending  June  30, 
1911: 

July  1,  1910,  to  July  31,  1910: 

Receipts $11,174  52 

Cost 1,487  13 

$9,687  39 

August  1,  1910,  to  October  31,  1910: 

Receipts $34,986  30 

Cost 4,778  94 

30,207  36 

November  1,  1910,  to  January  31,  1911: 

Receipts $36,083  69 

Cost 5,079  36 

31,004  33 

Carried  forward $70,899  08 
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Brought  fonvard $70,899  08 

February  1,  1911,  to  April  30,  1911: 

Receipts $34,429  04 

Cost 4,888  91 

•  29,540  13 

May  1,  1911,  to  June  30,  1911: 

Receipts $24,630  47 

Cost 3,310  61 

21,319  86 

.      Total ■.        .        .    $121,759  07 


Term  of  the  Commission. 

By  chapter  623  of  the  acts  of  the  Legislature  of  the  year  1911 
the  term  of  the  Commission  and  of  its  members,  which  other- 
wise would  have  expired  at  the  date  of  this  report,  was  extended 
for  three  years.     (See  Appendix  M.) 

The  Chief  Engineer. 

February  16,  1911,  Edmund  S.  Davis,  who  had  been  Acting 
Chief  Engineer  of  the  Commission  since  the  retirement  of 
Howard  A.  Carson,  was  appointed  Chief  Engineer,  the  appoint- 
ment to  take  effect  as  of  February  1. 

Sinking  Funds. 

The  following  is  the  condition  of  the  debt  and  of  the  sinking 
funds  for  the  various  divisions  of  the  work  of  the  Commission 
at  the  date  of  this  report,  as  stated  by  the  City  Treasurer : 

Subway  (Including  Alterations). 
{Debt,  $4,416,000,  outside  debt  limit.) 

Amount  of  fund,  July  1,  1910 $1,233,809  40 

Interest  on  bank  deposits,  July  1,  1910,  to  date  $1,373  49 
Interest  on  investments,  July  1,  I9IO,  to  date  .  43,115  00 
Revenue,  etc.,  July  1,  1910,  to  date  .  .  .  51,945  00 
Appreciation  of  investments,  July  1,  1910,  to 

date 3,948  80 

100,382  29 


Interest   on  investments   purchased,    July    1, 

1910,  to  date $147  72 

Premium  on  investments  purchased,  July  1, 

1910,  to  date 46  80 


$1,334,191  69 


194  52 


$1,333,997  17 
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Charlestown  Bridge,  No.  1. 
(Debt,  $750,000,  inside  debt  limit.) 

Amount  of  fund,  July  1,  1910 $174,774  26 

Interest  on  bank  deposits,  July  1, 1910,  to  date  $982  51 

Interest  on  investments,  July  1,  1910,  to  date    .  5,155  00 

Requirement  for  debt    ......  7,904  00 

14,041  51 

$188,815  77 
Charlestown  Bridge,  No.  2. 
(Debt,  $805,000,  outside  debt  limit.) 

Amount  of  fund,  July  1,  1910 $207,064  96 

Interest  on  bank  deposits,  July  1, 1910,  to  date  $1,195  94 

Interest  on  investments,  July  1, 1910,  to  date    .  5,611  00 

Requirement  for  debt 6,109  00 

Revenue,  etc.,  July  1,  1910,  to  date  .        .        .  1,702  06 

14,618  00 


$221,682  96 


East  Boston  Tunnel. 
{Debt,  $3,193,000,  outside  debt  limit.) 

Amount  of  fund,  July  1,  1910 $305,394  68 

Interest  on  bank  deposits,  July  1, 1910,  to  date  $1,215  44 

Interest  on  investments,  July  1,  1910,  to  date    .        10,260  00 
Revenue,  etc.,  July  1,  1910,  to  date  .        .        .        66,630  67 

— ^ 78,106  11 


$383,500  79 

Boston  Tunnel  and  Subway. 

(Washington  Street  Tunnel.) 

(Debt,  $8,490,700,  outside  debt  limit.     Sinking  Fund,  $8,256,700. 

Serial,  $234,000.) 

Amount  of  fund,  July  1,  1910 $374,710  19 

Interest  on  bank  deposits,  July  1, 1910,  to  date  $2,125  19 

Interest  on  investments,  July  1, 1910,  to  date    .        12,657  00 
Revenue,  etc.,  July  1,  1910,  to  date  .        .        .      117,158  50 

131,940  69 


Interest   on   investments   purchased,    July    1, 

1910,  to  date $34  00 

Premium  on  investments  purchased,  July   1, 

1910,  to  date 328  50 


$506,650  88 


362  50 


$506,288  38 


Rapid  Transit  —  Cambridge  Connection. 
(Debt,  $850,000,  outside  debt  limit.) 

Amount  of  fund,  July  1,  1910 $10,909  55 

Interest  on  bank  deposits,  July  1, 1910,  to  date  $303  57 

Premium  on  loans  negotiated,  July  1,  1910,  to 

date 1,345  00 

1,648  57 

$12,558  12 


Seventeenth  Annual  Report. 


11 


RivERBANK  Subway. 
(Debt,  $505,000,  outside  debt  limit.) 

Amount  of  fund,  July  1,  1910 - 

Interest  on  bank  deposits,  July  1, 1910,  to  date  $33  81 

Premium  on  loans  negotiated,  July  1,  1910,  to 

date 1,345  00 


L,378  81 


Amounts  Paid  for  Rental  of  the  Subway. 

The  following  sums  have  been  paid  during  the  year  by  the 
Boston  Elevated  Railway  Company  for  the  use  of  the  subway: 


Sept.  30,  1910: 

Net  cost  of  subway   . 
One  quarter's  rental  . 
Alterations:  net  cost 
One  quarter's  rental  . 

Dec.  31,  1910: 

■  Net  cost  of  subway  ,, 
One  quarter's  rental 
Alterations:  net  cost 
One  quarter's  rental 

March  31,  1911: 

Net  cost  of  subway   , 
One  quarter's  rental 
Alterations:  net  cost 
One  quarter's  rental 

June  30,  1911: 

Net  cost  of  subway  , 
One  quarter's  rental 
Alterations:  net  cost 
One  quarter's  rental  , 


W,100,915  79 
242,673  93 

4,100,915  79 
242,673  93 

4,100,915  79 
242,673  93 

4,100,915  79 
242,673  93 


$49,979  91 
2,957  59 

49,979  91 
2,957  59 

49,979  91 
2,957  59 

49,979  91 

2,957  59 

$211,750  00 


Amounts   Paid   for   Rental   of   the  Washington  Street 

Tunnel. 

The  following  is  a  statement  of  the  bills  rendered  for  rental 
of  the  Washington  street  tunnel  and  the  amounts  paid  thereon : 


Sept.  30,  1910: 
Net  cost  of  tunnel 
Rental  for  one  quarter 

Dec.  31,  1910: 

Net  cost  of  tunnel 
Rental  for  one  quarter 

March  31,  1911: 
Net  cost  of  tunnel 
Rental  for  one  quarter 

June  30,  1911: 
Net  cost  of  tunnel 
Rental  for  one  quarter 


Bills  Rendered. 
$7,533,236  84 


7,540,530  51 
7,541,380  47 
7,556,883  91 


$84,748  92 
84,830  97 
84,840  53 
85,014  95 


Paid. 

$80,000  00 
1,169  03 

80,000  00 
4,830  97 


82,000  00 


Carried  forward $339,435  37    $248,000  00 

*  Payment  for  this  quarter  had  not  been  made  at  the  date  of  this  report  ($83,000). 


12 


Boston  Transit  Commission. 


Brought  forward ,   .    $248,000  00 

(During  the  year  there  was  paid  on  account  of  quarter  ending 

June  30,  1910) 85,000  00 

$333,000  00 
STATEMENT   OF  EXPENSES. 

The  following  is  a  classified  statement  of  the  expenses  of  the 
Commission  for  the  year  ending  June  30,  1911: 

EAST  BOSTON  TUNNEL. 

General  Expenses : 

Office  —  Stationery  and  printing    . 

Supplies 


Engineering  Department. 


Rooms  —  Office  supplies      .     _  . 

Stationery  and  printing 
Legal  and  expert  advice 
Skilled  service         .... 


Credit: 

Adjustment  of  stock  charges,  transferred  to 
Washington  street  tunnel  account 


$31  56 
2  21 

$4  75 

15  78 

200  00 

208  01 

$428  54 


100  00 


Section  B. 

Construction  . 

$667  11 

Field  supplies 

146  16 

Labor 

4,786  47 

Office  supplies 

13  15 

Skilled  service 

283  59 

Teaming 

Section  F, 

68  97 

Coleman  Brothers  (Co] 

itract  No.  192) 

$1,000  00 

Construction  . 

15  00 

Field  supplies 

114  43 

Labor 

206  21 

Skilled  service 

18  80 

Teaming 

12  16 

Section  C. 
Credit: 
Field    supplies,    transferred    to    Section    1, 
Cambridge  Connection,  on  account  of  sale 
of  compressor  plant 


$33  77 


328  54 


5,865  45 


1,366  60 
$7,594  36 


$10,000  00        10,000  00 


Net  decrease 


1,405  64 


BOSTON  TUNNEL  AND   SUBWAY. 


General  Expenses: 

Office  —  Printing       .        .        . 
Stationery — supplies 

Carried  forward 


$268  30 
12  49 

$280  79 
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Brought  forward      .        ._      .        .        .    _    .  $280  79 

Transferred      from     Cambridge     Connection 

general  expenses 1,032  85 

$1,313  64 

Engineering  Department. 
Rooms  — Stationery  — supplies  .        .        .        .  $12  78  12  78 

$1,326  42 

Miscellaneous. 

Labor *    .        .        .        .  $8  00 

Skilled  service 321  89 

Stock 492  87 

$822  76 
Credit: 

Transferred  to  construction  account,  Cam- 
bridge Connection,  for  material  delivered 
from  stock  at  yard 1,297  80  475  04 

Balance $851  38 

Section  One. 
Legal  and  expert  advice $300  00  300  00 

Section  Two. 
Boylston  street  station: 

Miscellaneous $153  75 

Construction 1  44 

Damages 5,000  00 

Labor 57  27 

5,212  46 

Section  Three. 

Construction $0  76 

Damages .  270  57 

Labor       . 24  95 

Stationery — ^  supplies 2  00 

298  28 

Section  Four. 

Damages $9,610  27 

Field  supplies 3  07 

Insurance 64  00 

Labor 17  95 

Paving 26  45 

Property  Damages:  Takings       ....  5,100  00 

Stationery  —  supplies 63 

Telephone-telegraph 33 

Winter  street  station: 

Miscellaneous 26  13 

Credit:  _  _  $14348  83       $6,662  12 

Property  Damages:  Takings,  cash  received 

for  sale  of  Salisbury  estate  ....      551,232  34     536,383  51 

Decrease $529,721  39 

Carried  forward  (decrease) $529,721  39 
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Boston  Teansit  Commission. 


Brought  forward  {decrease)    . 

$529,721  39 

Section  Five. 

Construction $266  95 

Field  supplies         ....               41  27 

Labor 622  97 

Legal  and  expert  advice       .        .             100  00 

Lighting 2  98 

Old  South  Meeting  House  station: 

Miscellaneous     ....          1,103  00 

Property  Damages:  Takings       .          4,950  00      ■ 

Skilled  service         ....             15&*76 

Stationery-supplies        ...                 1  60 

Teaming 41  65 

Tools 42  92 

$7,332  10 

Section  Six. 

Field  supplies         .        .        .        .               $0  93 

Labor 17  25 

- 

19  18 

Section  Nine. 

- 

Construction           ....               $7  54 

Damages 

500  00 

Field  supplies 

20 

Labor       .... 

342  69 

Legal  and  expert  advice 

125  00 

Property  Damages :  Takings       .        31,000  00 

Union  street  station : 

-       32,174  35 

Section  Eleven. 

Paving      . $68  00              68  00 

^ 

39,593  63 

Net  decrease 

$490,127  76 

CAMBRIDGE   CONNECTION. 

Office  Expenses: 

Furniture 

$13  98 

Lighting 

69  80 

Printing 

1,686  58 

Rental 

3,000  00 

Stationery-supplies    . 

461  14 

Telephone-telegraph 

107  70 

Stenographers 

2,848  05 

Messenger 

918  00 

Clerks      .        ... 

•  952  40 

Salaries  of  Commissioners  and  Secretary 

28,500  00 

$38,557  65 

Transferred  to    Riverbank    sub- 

way       $ 

Carried  forward      ...      $ 

18,029  7^ 

) 

18,0^ 

J9  7i 

)     $38,557  65 
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15 


Brought  forward 
Transferred    to    Boston    Tunnel 
and  Subway        .... 


L8,029  75     $38,557  65 

1,032  85 
19,062  60 


$19,495  05 


Engineering  Department. 


Advertising     . 
Borings : 

Materials     . 
Chief  Engineer 
Field  supplies 
Furniture 
Instruments    . 
Insurance 

Labor       .  .        . 

Legal  and  expert  advice 
Lighting  .... 
Messengers 

Printing  .... 
Rental      .... 
Skilled  service 
Stationery-supplies 
Stenographers 
Teaming 

Telephone-telegraph 
Testing    .... 
Tools        .... 


Credit  —  Stock 


-     $6  05 

1  75 
2,708  33 

8  50 
4  00 

122  67 

40  00 

1,410  60 

620  00 

325  70 

1,440  44 

1,073  35 

3,000  00 

24,322  45 

1,097  02 

3,087  70 

31  50 

241  74 

2  12 

9  75 

B39,563  67 
66  02 


Section  One. 


(From  a  point  about  ISO  feet  northwesterly  from  the  corner 
of  Grove  and  Phillips  streets  to  a  point  on  Boston  Common 
about  ^20  feet  southeasterly  from  Beacon  street.) 


39,487  65 


Patrick  McGovern  (Contract  Nc 

).  382) 

$272,902  79 

L.  F.  Shoemaker  &  Co.  (Contract  No.  385) 

92  13 

Alterations 

235  53 

Construction . 

27,109  76 

Field  supplies 

232  92 

Fuel          .... 

62  96 

Furniture 

8  15 

Inspection 

9  70 

Instruments 

26  53 

Labor       .... 

l;740  39 

Legal  and  expert  advice 

285  00 

Lighting  .... 

145  41 

Paving     .... 

8  00 

Printing  .... 

5  25 

Property  Damages :  Takings 

4,050  00 

Rental      .... 

660  00 

Skilled  service 

4,182  23 

Stationery-supplies 

229  47 

Teaming 

1,038  10 

Telephone-telegraph 

54  99 

Testing    .... 

27  82 

Tools        .... 

6  35 

313,113  48 

.     Carried  forward 

$372,096  18 
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Boston  Transit  Commission. 


Brought  forward 


$372,096  18 


Section  Two. 


{From  the  end  of  Section  One  under  Boston  Common  and  the 
Park  street  station  of  the  Tremont  street  subway  to  Tremont 
street  opposite  Winter  street.) 

Bethlehem  Steel  Company  (Contract  No.  389) 

Bethlehem  Steel  Company  (Contract  No.  390) 

Bethlehem  Steel  Company  (Contract  No.  396)  • 

Carnegie  Steel  Company  (Contract  No.  392) 

Coleman  Brothers  (Contract  No.  393) 

Advertising 

Alterations 

Borings    . 

Construction 

Fuel 

Furniture 

Inspection 

Instruments 

Labor 

Lighting  . 

Printing  . 

Skilled  service 

Stationery-supplies 

Supphes  (field) 

Teaming 

Telephone-telegraph 

Testing    . 

Tools 

Water  pipes    . 


112,281  43 
937  36 

3,985  72 

10,044  41 

236,846  49 

92  61 

393  08 

225  23 

43,424  03 
185  73 

10  50 

190  59 

73  49 

8,547  97 
444  89 

206  40 

10,219  81 
245  17 

539  00 

6,268  40 
65  67 

72  97 

369  79 

700  01 

336,370  75 

mVERBANK  SUBWAY. 

Ofiice  Expenses: 

Proportion  of  general  expenses,  transferred 

from  Cambridge  Connection       .        .        .      $18,029  75 

Printing  . 94  70 

Stationery-supplies 19  92 


Engineering  Expenses : 

J.O,  itt    Ol 

Proportion  of  salary  of  Chief  Engineer,  trans 

- 

ferred  from  Cambridge 

Connection    . 

$2,708  34 

Advertising 

23  70 

Counting  trafiic 

227  19 

Furniture 

150  00 

Instruments    .        .        . 

6  30 

Labor 

85  75 

Legal  and  expert  advice 

339  04 

Messengers      .        .        . 

128  48 

Printing  .... 

38  81 

Skilled  service 

1,901  56 

Stationery-supplies 

50  00 

Stenographers 

611  40 

Field  supphes 

30  52 

6,301  09 

Section  One. 

Field  supplies 

$2  35 

2  35 

Carried  forward 

$732,914  74 
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Brought  forward $732,914  74 

SUBWAY  — PARK  STREET  TO   SOUTH  STATION. 

(Chapter  94  —  Resolves  of  the  Year  1910.) 

Clerks $4  68 

Skilled  service 434  63 

Stenographers         .......  38 

SuppUes 92  78 


532  47 


SUBWAYS  —  DORCHESTER  AND   SOUTH  BOSTON. 
(Chapter  97  —  Resolves  op  the  Year  1910.) 


Clerks      .... 
Labor       .... 
Messengers 
Skilled  service 
Stenographers 
Supplies   .... 

INTEREST. 

$4  68 

64  45 

5  58 

1,264  46 

50  27 

275  99 

Cambridge  Connection 
Riverbank  Subway 

$20,173  64 
9,068  50 

1,665  43 


Credit: 

Boston  Tunnel  &  Subway 


29,242  14 
5,329  92 


23,912  22 

Total $759,024  86 

Less  net  decrease  on  East  Boston  Tunnel     .        $2,405  64 
Less  net  decrease  on  Boston  Tunnel  and  Sub- 
way   490,127  76 

492,533  40 


Net  increase 


Subway  —  Subway 
Commission    . 


,491  46 


and 


Part  of    Genera 

Expenses  . 
Engineering         and 

Miscellaneous 
Section  One 
Two 
Three 
Three 

one-half 
Four 
Five 
Six 
Seven 
Eight 
Eight      and 
one-half 

Carried  forward 


SUMMARY. 

From  beginning 

of  worli  to 
June  30,  1910. 

$14,131  16 

117,510  78 

407,475  48 

•  239,407  12 

363,605  50 

300,639  36 

9,355  70 
469,620  33 
388,955  49 
327,541  86 
231,504  27 
95,902  06 

76,639  47 

^,042,288  58 


June  30,  1910, 

to 
June  30,  1911. 


Total. 

$14,131  16 

117,510  78 

407,475  48 
239,407  12 
363,605  50 
3q0,639  36 

9,355  70 
469,620  33 
388,955  49 
327,541  86 
231,504  27 
95,902  06 

76,639  47 

,042,288  58 


18 


Boston  Transit  Commission. 


Brought  forward 
Section  Nine 
Ten 

Eleven   . 
Interest 


From  beginning 

of  work  to 
June  30,  1910. 

3,042,288  58 
299,452  07 
254,497  88 
270,310  57 
258,575  60 


June  30,  1910, 

to 
June  30,  1911. 


Total. 

5,042,288  58 
299,452  07 
254,497  88 
270,310  57 
258,575  60 


$4,125,124  70 

$4,125,124  70 

Transfer   to    Altera 

- 

tions,     see     11th    re 

- 

port 

4  95 

4  95 

Total 

$4,125,119  75 

$4,125,119  75 

Alterations  —  Part    o 

f 

General  Expenses 

$28,945  53 

$28,945  53 

Section  Three     . 

2,568  26 

2,568  26 

Four 

163  42 

163  42 

Five 

30,233  01 

30,233  01 

Seven 

178,516  16 

178,516  16 

Nine 

3  00 

3  00 

Ten 

534  04 

534  04 

Interest 

1,905  56 

1,905  56 

Transfer    from     Sub 

- 

way,  see  11th  report 

4  95 

4  95 

Total 

$242,873  93 

$242,873  93 

Charlestown  Bridge: 

Total 

$1,570,197  98 
1 

$1,570,197  98 

East     Boston      Tunne 

—  Part  of  Genera 

. 

Expenses 

$161,061  08 

$33  77 

$161,094  85 

Engineering  Ex- 

penses 

190,947  68 

328 

54 

191,276  22 

Section  A 

98,869  09 

98,869  09 

B 

1,374,990  59 

-  5,865  45 

1,380,856  04 

C 

494,352  21 

*10,000  00 

484,352  21 

D 

244,822  98 

244,822  98 

E 

188,201  14 

188,201  14 

F 

242,366  93 

1,366 

60 

243,733  53 

Interest 

248,156  88 

248,156  88 

Total 

$3,243,768  58 

*$2,405  64 

$3,241,362  94 

Boston      Tunnel      anc 

I 

Suljway  —  Part    o 

I 

General  Expenses 

$225,087  99 

$1,313  64 

$226,401  63 

Engineering   Ex- 

penses 

418,193  55 

*462 

26 

417,731  29 

Section  One 

736,674  04 

300 

00 

736,974  04 

Two 

637,697  55 

5,212 

46 

642,910  01 

Three 

460,859  92 

298 

28 

461,158  20 

Four 

2,304,630  83 

*536,383 

51 

1,768,247  32 

Five 

1,034,271  73 

7,332 

10 

1,041,603  83 

Carried  forward      .         $5,817,415  61  *$522,389  29        $5,295,026  32 
*  Decrease. 
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From  beginning    June  30,  1910, 


of  work  to 

to 

Total. 

June  30,  1910. 

June  30,  1911. 

Brought  forward 

$5,817,415  61 

*$522,389  29 

$5,295,026  32 

Section  Six 

335,038  08 

19  18 

335,057 

26 

Seven 

139,466  40 

139,466 

40 

Eight 

616,253  51 

616,253 

51 

Nine 

627,746  37 

32,174  35 

659,920 

72 

Ten 

142,880  35 

142,880 

35 

Eleven 

345,425  91 

68  00 

345,493 

91 

Twelve 

45,417  52 

45,417 

52 

Interest 

650,515  97 

*5,329    92 
'=$495,457  68 

645,186 

05 

Total 

$8,720,159  72 

$8,224,702  04 

*  Decrease. 

Investigation  of  Conges 

- 

tion  of  Traffic,  etc. 

Office  Expenses  . 

$94  46 

$94  46 

Engineering  Expenses 

2,921  46 
$3,015  92 

2,921 

46 

Total 

$3,015  92 

Cambridge    Connectioi 

1 

—  Office  Expenses 

$24,561  30 

$19,495  05 

$44,056  35 

Engineering  Expenses 

3               34,620  30 

39,487  65 

74,107 

95 

Section  One 

153,833  16 

313,113  48 

466,946 

64 

.    Section  Two 

70  31 

336,370  75 

336,441 

06 

Interest 

12,075  00 

20,173  64 

$728,640  57 

32,248 
$953,800 

64 

Total 

$225,160  07 

3i 

Riverbank     Subway  — 

Office  Expenses  . 

$4,286  75 

$18,144  37 

$22,431 

12 

Engineering  Expenses 

7,570  73 

6,301  09 

13,871 

82 

Section  One 

2  35 

2 

35 

Interest 

461  51 

9,068  50 
$33,516  31 

9,530 

$45,835 

01 

Total 

$12,318  99 

30 

Subway  —  Park    streel 

to  South  Station: 

Total 

$532  47 

$532  47 

Subways  —  Dorches- 

ter  and  South  Boston 

Total 

$18,142,614  94 

$1,665  43 

$1,665 
$18,409,106 

43 

Grand  total     . 

$266,491  46 

40 

The  report  of  the  Chief  Engineer  is  appended. 


GEORGE  G.  CROCKER, 
GEORGE   F.   SWAIN,        f  Boston 
HORACE   G.   ALLEN,        \  Transit 
JOSIAH   QUINCY,  (  Commission. 

JAMES   B.   NOYES, 
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EEPORT  OF  THE  CHIEF  ENaiNEER. 


Boston,  June  30,  1911. 

Geokge  G.  Crocker,  George  F.  Swain,  Horace  G. 
Allen,  Josiah  Quincy,  James  B.  Notes,  Boston 
Transit    Commissioners. 

Gentlemen, —  I  herewith  submit  a  report  for  the  year  end- 
ing on  this  date,  referring  principally  to  the  construction  of  tlie 
tunnel  under  Beacon  Hill  and  the  station  for  the  Cambridge 
connection  near  Park  street  under  the  Boston  Common. 

TUNNEL  UNDER  BEACON  HILL  FOR  CAMBRIDGE 
CONNECTION. 

Adopting  a  method  used  in  some  former  reports,  the  more 
important  statistical  data  as  to  the  year's  work  are  given  in 
Tables  1  to  3 ,  inclusive .    They  are  followed  by  brief  descriptions . 


-CONSTRUCTION. 


The  line  begins  about  130  feet  northwest 
of  the  intersection  of  Phillips  and 
Grove  streets  and  in  the  rear  portion 
of  lots  numbered  13  and  15  Grove 
street,  and  extends  in  a  southeasterly 
direction  under  private  lands.  It 
crosses  diagonally  under  Phillips, 
Grove,  Anderson, ,  Revere,  Myrtle, 
Pinckiiey,  Mt.  Vernon,  Joy  and 
I  point  about  100 


G.  Dana  Emerson. 


XV.,  J,  AA,  CC, 
DD,  EE,  and 


July  1,  1911. 
(Certificate  ( 
11,  1911.) 


_.__!  of  about  280  linear  feet  ; 
westerly  end,  has  an  exterior  mdth  of 
about  32  feet  and  a  height  of  about 
30  feel.  The  structure  is  made  of 
concrete  reinforced  with  steel  rod8 
where  required.  Undfr  .i  portion  of 
the  street  and  buildiri--  d.  ,,r  i'hilhps 
and  Grove  streets  -^tcrl  l-ln  am-^  wrvi' 
used  in  the  roof,  .-iiii  ],.i-.i-  w.  ri_> 
used  in  a  port.ion  nl  ili^-  •■■wivr  wM 
of  the  short  piece  of  diHiblL-biUT<.iled 
construction  near  tlie  wfsterly  end 
of  the  tunnel.  There  are  refuge 
niches  about  15  feet  apart  in  each 

rhe  westerly  end  of  the  section  is  under  XVI.,  : 
Boston  Common  about  2S0  feet  east-  XVII., 
erly  from  the  junction  nf  Braron  and       6,  7,  S 

Joy  str''.'r=  vm.)  th^  -'-Un.^  ,-„m-  r-y,.^  I 

the  olii  'I  ■■  r  ,..■  i    -■,..  ■    ~  ,1      .'.    .,t 
Parksti-  I  I.- 

mont  :iii'i  \\  III!,  r  -T'  .  !  -  r  ■  I'lijili 
is  about  (514  reel. 
rhe  section  includes  a  three-platform 
station,  located  under  a  portion  of 
the  existing  Park  street  subway  sta- 
tion and  Boston  Common  with  en- 
trances and  exits  at  Tremont  street 
and  also  through  the  present  subway 


Wilbur  W.  Davif 


Coleman  Brothers, 


August  31,  1910. 


XVII.,  O,  P,  R. 


September  1,  1911. 


double  arch, 
a  flat  roof. 


No.  2.— PROGRESS  OF  CONSTRUCTION. 


s^.. 

D.,«„. 

BeKinninK. 

omplciion. 

■nsn-^K' 

^sKi?" 

lo  and  Inchidin« 
from  BeBinriD 

;sw5i 

Employe 

M«",0'dimnly 
dby  (he  Cou- 

Dt.r«ii-rio» 

■    '^^' 

Excavation. 

Concrete. 

-"""-■ 

— ■ 

dSiTvS? 

Concrnte  in 

is*ai° 

CuSc'ymS 

b«y. 

Night, 

Soction     1,    tunnel 
under  Beacon  Hill. 

Sept. 

29,  1909. 

Oct.    11,  1909. 
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Hard,  sandy,  blue  and  yellow  clay,  mi.ted  with 

stones  anil  a  inv  boulders,  and  occasional  pockets  and  veins  of 
MiirnI  [l  I  lid  I.I  :iiue  harder  as  the  easterly  side  of  the  hill 
w.i-  I  _'M  rliargesof  dynamite  were  used  to  facilitate 

(\i  ,  --liield  was  beyond  private  buildings  and 


The  material  encountered 
clay  with  small  stones 
narrow  seams  of  sand,  some  of  them  water  bearing,  but  in  such 
small  quantities  as  to  offer  no  serious  difficulties.     No  rock  has 


1,718  cubic  yards  t 
40,809  cubic  yards  t 
2,152  cubic  yards  to  Stuart  ,<tn 

418  cubic  yards  to  Sixtli  .-iri  ■ 
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4,866  cubic  yards  to  Anili(.'r>t  s 

810  cubic  yards  to  misccUaut 

52,371  cubic  yards. 

Nearly  all  of  the  surplus  excavat 
to  fill  low  land  in  the  Bark  I  i 
road  and  Agassiz  road       I  ' 
by  teams  and  by  the  I'.n  ■ 
pany's  trains  between  VJ..:m  ,t 
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Section  1,  Tunnel  Under  Beacon  Hill. 

About  300  feet  of  the  westerly  end  of  the  section  was  built  in 
open  cut.  All  the  remaining  portion  was  constructed  by  means 
of  a  roof-shield. 

The  contract  for  Section  1  originally  extended  to  station 
21+00,  i.  e.,  to  a  point  about  200  feet  within  the  Common. 
Upon  making  the  detailed  design  for  Section  2,  it  was  found  that 
about,  120  feet  of  the  easterly  end  of  Section  1  should  be  widened 
into  a  bell-mouth  to  provide  for  cross-overs  between  tracks  west 
of  the  station,  and  as  this  could  not  be  built  with  the  shield,  the 
portion  for  bell-mouth  was  taken  from  Section  1  and  included 
in  Section  2. 

The  average  progress  from  the  time  the  shield  was  started 
until  September  24,  1910,  when  night  work  was  discontinued, 
was  7.33  feet  per  day.  After  that  date,  the  work  being  carried 
on  by  day  only,  the  average  daily  progress  was  4.4  feet. 

Upon  completion  of  the  shield  work  the  portion  of  the  shield 
inside  the  clearance  line  was  cut  out  and  the  remainder  was  then 
concreted  into  the  tunnel  arch.  Plate  2  is  a  view  inside  the 
tunnel  looking  southeasterly  from  near  Station  5-1-45  and  Plate 
3  is  another  view  looking  southeasterly  from  near  Station 
12+00. 

The  construction  of  Sections  1  and  2  were  begun  independ- 
ently of  each  other,  the  location  and  direction  of  each  being 
determined  by  a  figured  traverse.  When  the  headings  of  Sec- 
tion 1  reached  Section  2  it  was  found  that  the  difference  between 
alignment  was  0.035  of  a  foot  and  the  difference  in  grade  0.02 
of  a  foot. 

Section  2,  Including  Tunnel  Bell-mouth  and  the  Passen- 
ger Station  near  Park  and  Tremont  Streets. 

The  following  paragraph  is  abridged  from  a  statement  which 
appeared  in  the  preceding  annual  report  and  is  repeated  to  aid 
in  making  the  present  report  self-contained. 

The  three  platforms  • —  see  Plate  4  — •  extend  from  Tremont 
street,  westerly,  about  350  feet.  Their  easterly  ends  will  be 
under  the  present  Park  Street  Station.  The  central  platform 
will  be  used  only  for  passengers  taking  the  cars.  The  two  side 
platforms  will  be  used  only  for  passengers  leaving  the  cars. 
There  will  be  six  stairways  connecting  the  present  Park  Street 
Subway  Station  with  the  new  Tunnel  station  below.     Two  of 
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these  stairwa3^s,  one  from  each  of  the  present  platforms  of  the 
Park  Street  Subway  Station,  will  lead  down  to  the  central 
platform  of  the  Tunnel  station.  There  will  be  stairways  leading 
up  from  each  of  the  side  platforms  to  each  of  the  present  subway 
platforms.  There  will  be  stairs  from  Tremont  street  leading 
down  to  a  ticket  office  lobby,  and  from  the  lobby  down  to  the 
platforms  of  the  Tunnel  station.  There  will  also  be  inclined 
elevators  for  exit  leading  from  the  two  side  platforms  up  to 
the  sidewalk  on  the  easterly  side  of  Tremont  street,  one  coming 
to  the  surface  opposite  Park  street  and  the  other  in  front  of 
the  building  now  occupied  for  the  United  States  Custom 
House. 

Owing  to  the  depth  below  the  surface  of  the  Common,  and 
to  prevent  injury  to  trees,  it  was  decided  to  build  the  westerly 
half  of  the  section  by  tunneling.  Shaft  number  one,  18  feet  by 
41  feet,  was  sunk  near  the  westerly  end  of  the  section,  near 
Beacon  street,  from  which  headings  were  worked.  The  method 
of  tunneling  will  be  hereinafter  described.  The  shaft  was  65  feet 
deep,  that  being  the  depth  of  the  invert  of  the  tunnel  below  the 
surface  of  the  ground,  and  also  the  deepest  part  of  the  section. 
The  site  of  the  shaft  was  selected  on  account  of  its  being  near  the 
Beacon  Street  Mall,  the  only  part  of  the  Common  over  which 
teaming  for  the  work  was  allowed  by  the  contract.  It  was 
also  thought  well,  for  the  sake  of  the  store  occupants,  to  defer 
work  on  Tremont  street  until  spring  so  as  to  minimize  the 
interference  during  cold  weather  with  the  areas  under  the  side- 
walks which  connect  with  the  store  basements.  An  agreement 
therefore  was  made  with  the  contractor  not  to  begin  work  on 
Tremont  street  before  April  1, 1910.  In  consideration  of  which 
he  was  allowed  to  sink  shaft  number  two,  18  feet  by  12  feet,  near 
the  middle  of  the  section,  on  the  Common,  which  enabled  him 
to  work  double  the  number  of  headings  for  tunneling;  the 
station  and  approach  tunnels  being  driven  between  shafts  by 
means  of  a  series  of  drifts. 

The  material  excavated  from  shaft  number  two  has  been 
hoisted  in  buckets  to  the  surface  and  conveyed  by  an  overhead 
belt  on  a  trestle  to  hoppers  near  shaft  number  one. 

For  a  distance  of  about  56  feet  westerly  frqpi  the  Tremont 
Street  Subway,  Park  Street  Station,  the  open  cut  method  of 
excavation  was  necessary  for  the  reason  that  the  roof  of  the 
chamber  for  a  connection  with  the  proposed  Riverbank  Subway 
comes  within  a  few  feet  of  the  surface  of  the  ground. 
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All  of  the  earth  from  this  open  cut,  and  most  of  that  from 
under  the  old  Tremont  Street  Subway,  or  about  one-sixth  of 
the  entire  excavation  of  this  section,  has  been  carried  away  at 
night  through  the  old  subway,  in  trains  of  the  Boston  Elevated 
Railway  Company. 

The  following,  with  reference  to  Plate  5,  describes  the 
method  of  removing  the  earth  and  the  successive  stages  in 
placing  the  concrete  forming  the  double  arch  portion  of  the 
tunnel : 

At  the  westerly  face  of  the  open  cut  before  mentioned,  drifts  or 
headings  were  started  at  either  side  line  of  the  tunnel  and  were 
run  parallel  to  the  center  line  —  see  Phase  1.  After  an  upper 
heading — see  Plate  6 — had  been  advanced  15  or  20  feet  a 
lower  heading  was  commenced  and  carried  after  the  said  upper 
one  —  see  Phase  2.  Plates  7,  8  and  9  although  taken  in  the 
drifts  for  the  single  arch  portion  of  the  tunnel  illustrate  the 
method.  The  leg  "L"  was  placed  carefully  to  hne,  at  a  given 
distance  from  the  digging  Hne,  and  the  sheeting  "S  "  against  the 
earth  was  kept  in  place  by  firmly  wedging  in  the  blocks  "B." 
When  the  concrete  back  wall  ''W"  was  ready  to  be  placed 
the  blocks  were  knocked  away,  loosening  the  sheeting  which 
was  then  moved  into  the  position  shown  in  Phase  3  to  make 
the  forms  for  the  back  wall  in  the  proper  place  without  rebrac- 
ing.  After  the  concrete  back  wall  had  become  sufficiently 
strong  the  caps  ''C"  were  supported  on  its  top,  the  legs  were 
removed,  and  the  drift  was  braced  directly  against  the  face 
of  the  back  wall  —  see  Phase  4, 

At  the  same  time  that  side-wall  drifts  were  being  advanced, 
drifts  "D,"  one  at  the  crown  of  either  arch  of  the  double 
barrel  section,  were  being  advanced  from  the  open  cut;  also 
the  drift  "E"  was  being  excavated  on  the  center  line  of  the 
tunnel,  followed  by  a  lower  drift,  ''F,"  shown  on  Phase  5. 

While  these  drifts  were  being  advanced  westerly  from  the 
open  cut,  corresponding  drifts  running  easterly  were  being 
advanced  to  meet  them  from  shaft  number  two. 

Phase  5  also  shows  the  concrete  side  walls  and  the  concrete 
footings  in  place  for  the  center  columns. 

A  narrow  drift  in  which  to  place  the  steel  center  columns 
and  girders  was  made  over  the  center  drift  shown  in  Phase  6. 

From  the  crown  drifts  cross-cuts  "G, "  about  5  feet  wide, 
were  dug  in  both  directions,  at  right  angles  to  the  center  hne 
of  the  tunnel,  until  they  met  the  tops  of  the  side  and  center 
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drift  respectively.  The  tops  of  these  drifts  conformed  to  the 
outside  of  the  arch  roof  of  the  completed  tunnel —  see  Phase  6. 

Phase  7  shows  the  forms  for  the  concrete  arch  and  arch  in 
place. 

Lastly  the  earth  core  was  removed  and  the  invert  was  built, 
making  the  finished  section. 

The  single  arch,  or  bell-mouth,  portion  of  the  tunnel  was 
constructed  in  substantially  the  same  manner,  there  being 
only  the  side  drifts  and  the  center  crown  drift  with  connecting 
cross-cuts.  Plates  7,  8,  9  and  10  are  views  taken  in  this 
part  of  the  tunnel. 

To  prevent  settlement  and  possible  breakage  during  the 
work  of  tunneling  below  it  was  necessary  to  support  a  30-inch 
water  pipe  for  a  length  of  80  feet  across  the  line  of  the  tunnel 
at  about  Station  22+00.  The  pipe  was  uncovered  and  sus- 
pended from  four  18-inch  I-beams  each  60  feet  long.  The 
I-beams  bridged  two  pairs  of  wooden  uprights  each  50  feet  long, 
each  pair  standing  in  a  shaft  and  the  shafts  being  30  feet  apart. 
Seventy-two  feet  of  the  said  pipe  was  raised  3  inches  at  the 
center  and  nothing  at  the  ends,  to  allow  for  the  construction  of 
the  roof  of  the  ventilation  chamber  directly  below.  The  raising 
was  done  while  the  pipe  was  carrying  water. 

Under  the  Park  Street  Station  of  the  old  subway  the  construc- 
tion required  the  removal  of  the  entire  invert  and  platform  and 
the  temporary  support  of  the  roof  and  columns  of  the  old 
structure  above  the  new.  All  of  this  work  has  been  done  except 
a  small  portion  of  the  easterly  side  of  the  old  subway.  It  has 
been  accomplished  so  far  without  discommoding  the  passengers 
and  without  delaying  the  many  cars  which  pass  through  the 
subway. 

Some  of  the  concrete  cut  from  the  old  structure  is  to  be  used 
as  ballast  under  the  tracks  in  the  deep  invert  of  the  new  tunnel. 

Under  Tremont  street  the  excavation  was  45  feet  below  the 
surface,  and  very  close  to  the  foundations  of  some  of  the  build- 
ings. At  the  northeast  and  the  southeast  corner  of  Tremont  and 
Winter  streets  the  foundations  were  carried  down  to  an  addi- 
tional depth  of  31  feet.     There  was  no  settlement  of  buildings. 

Provision  is  made  for  ventilation  of  the  tunnel  by  means  of 
fans  in  a  chamber  built  above  and  between  the  two  arches  of 
the  double  barrel  section  at  the  extreme  westerly  end  of  the 
station.  The  air  will  be  discharged  through  an  opening 
directly  above,  on  the  surface  of  the  Common. 

The  entire  outside  of  this  section  so  far  as  completed  is 
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waterproofed,  to  prevent  draining  the  Common  and  to  keep  the 
interior  of  the  structure  dry.  Four  layers  of  tar  paper,  each 
layer  mopped  with  hot  pitch,  were  used  t)n  the  bottom  of  the 
invert  and  on  the  back  of  the  walls.  Owing  to  the  chfficulty  of 
applying  this  to  the  roof  of  the  tunnel  section  a  specially  pre- 
pared cloth  and  asphalt  were  used. 

The  section  is  practically  completed  westerly  from  the 
westerly  side  of  Tremont  street  except  the  platforms,  stairways 
and  interior  finish  of  the  station. 

There  has  been  one  fatal  accident,  to  a  workman  who  fell 
about  40  feet  in  a  shaft.  There  has  been  no  accident  to  persons 
or  property  due  to  faulty  or  careless  methods  of  construction. 

EAST   BOSTON   TUNNEL. 

Additional  Support  of  Air  Duct. — Extending  the  precau- 
tionary measures  of  former  years,  a  section  of  the  air  duct, 
250  feet  in  length,  just  east  of  the  Atlantic  Avenue  Station, 
has  been  given  additional  support  by  the  use  of  copper  wires, 
drawn  tightly  beneath  the  duct,  at  intervals  of  20  inches  and 
anchored  to  the  arch  by  copper  bolts.  A  20-foot  section 
beneath  the  fan  chambers  at  Lewis  street  has  also  been  treated 
in  this  manner. 

Water-tightness. —  The  data  as  to  the  East  Boston  Tunnel  in 
the  table  below  of  the  relative  water-tightness  of  American 
subaqueous  tunnels  for  electric  cars  were  obtained  by  measure- 
ments made  in  1909;  that  as  to  others  is  from  information 
given  recently  to  the  Institution  of  Civil  Engineers,  London, 
by  Mr.  W.  J.  Wilgus,  lately  vice-president  in  charge  of 
engineering  of  the  New  York  Central  Railroad  lines. 


Order  of 
Water- 
tightness. 

Location. 

River  or  Harbor. 

Leakage  in  Gallons, 

per  Twenty-four 

Hours.    Per  Cubic 

Foot  Interior 

Volume. 

1 

New  York 

Detroit 

Boston 

New  York 

Sarnia 

New  York 

New  York   .... 

North  River  Pennsylvania  Railway. .  .  . 

0  0005 

2 

0  0027 

3 

Harbor  (East  Boston  Tunnel) 

East  River  Pennsylvania  Railroad    .  .  . 
St.  Clair  River 

0  0030 

4.  .  . 

f 0.0035 

J      to ' 

5 

10.0070 
0  0080 

6 

0  0102 

7 

North  River  Hudson-Manhattan 

0  0125 
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All  of  the  tunnels  in  the  foregoing  table  except  the  East 
Boston  have  shells  of  cast  iron  or  of  steel  plate  calked  to  lessen 
leakage.  In  the  case  of  the  Detroit  Tunnel  a  calked  steel 
plate  skin  is  employed  with  inner  and  outer  walls  of  concrete 
respectively  twenty  and  thirty-six  inches  or  more  in  thickness. 
The  construction  cost  of  such  tunnels  has  been  greater  than 
that  of  the  East  Boston  Tunnel. 

Grouting  of  shrinkage  cracks  and  of  relatively  porous  places 
where  small  leaks  occur  in  the  arch  and  upper  side  walls  has 
been  continued  throughout  the  length  of  the  tunnel,  from 
Atlantic  avenue  to  near  Webster  street  in  East  Boston,  and 
many  of  them  have  been  stopped.  A  special  German  iron- 
ore  cement,  which  so  far  as  known  is  not  affected  by  salt 
water,  has  been  used  for  this  purpose  and  16  cubic  yards  of 
the  grout  have  been  forced  into  porous  places. 

While  hunting  for  seepage  along  the  side  walls,  various  sec- 
tions of  terra-cotta  lining  which  were  either  loose  or  interfered 
with  the  work  of  drilling  have  been  removed. 

Engineering  Force. 

I  am  indebted  to  Consulting  Engineer  Howard  A.  Carson 
for  valuable  suggestions  and  to  the  assistant  engineers  and 
others  in  the  department  for  their  efficient  service.  The 
names  of  those  who  have  been  employed  for  more  than  one 
month  are  given  in  Appendix  N. 

Respectfully  submitted, 

Edmund  S.  Davis, 

Chief  Engineer. 
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AGREEMENT  FOR   SALE  OF  SALISBURY  ESTATE. 

AGREEMENT  made  this  twenty-ninth  day  of  July,  1910,  by  and 
between  the  City  of  Boston,  acting  by  the  Boston  Transit  Commission, 
its  members  not  being  bound  in  their  personal  capacity,  of  the  first  part, 
and  Moses  Williams,  Samuel  Carr  and  Amory  Eliot  as  trustees  of  the 
Business  Real  Estate  Trust  under  an  agreement  and  declaration  of  trust 
recorded  with  Suffolk  Deeds,  book  2794,  page  273,  of  the  second  part. 

The  said  city  hereby  agrees  to  sell  and  the  said  trustees  to  purchase  a 
certain  parcel  of  land  with  the  buildings  thereon  situate  on  the  north 
corner  of  Washington  and  Summer  streets  in  said  Boston,  as  taken  by 
the  said  Boston  Transit  Commission,  September  12,  1907,  and  described 
in  a  certain  instrument  dated  September  12,  1907,  and  recorded  with 
Suffolk  Deeds,  book  3234,  page  562,  excepting  however  and  reserving 
to  said  city  such  portions  of  the  said  premises  as  are  now  being  used  by 
the  Boston  Elevated  Railway  Company  as  lessee  of  the  said  city  for  rail- 
way purposes  and  such  easements  therein  as  such  use  entails;  and  also 
reserving  to  said  city  the  right  to  use  hereafter  such  portions  of  the  premises 
below  the  level  of  the  present  basement  floor,  being  the  first  floor  below 
the  ground  floor,  as  the  said  city  may  at  any  time  need  for  subway  or 
tunnel  purposes  and  purposes  incidental  thereto,  or  growing  out  thereof, 
provided  however  that  the  said  trustees,  their  successors  and  assigns,  shall 
have  suitable  privileges  and  rights  for  foundations  or  support  of  the 
present  or  any  future  building  or  buildings  on  the  tunnel  or  subway 
structures  or  otherwise. 

The  said  premises  are  to  be  conveyed  by  a  good  and  sufficient  deed 
conveying  a  good  and  clear  title  thereto  free  from  all  encumbrances  except- 
ing the  reservations  above  mentioned  and  any  taxes  that  may  be  assessed 
thereon  for  the  year  1911  to  1912,  and  excepting  also  the  present  lease 
to  George  N.  Talbot,  dated  June  1,  1910,  expiring  on  December  31st, 
1913,  but  the  city  acting  by  the  Boston  Transit  Commission  and  said 
Commission  hereby  agree  on  the  first  day  of  June,  1911,  or  as  soon  there- 
after as  may  be,  but  prior  to  the  execution  and  delivery  of  said  deed,  to 
cause  notice  to  be  served  on  the  lessee  under  said  lease  terminating  the 
same  on  or  before  the  first  day  of  January,  1912,  the  said  trustees  on  their 
part  agreeing  to  pay  or  cause  to  be  paid  to  the  city  rent  at  the  rate  of 
nineteen  thousand  dollars  per  annum  for  such  time  as  may  elapse  between 
the  service  of  notice  terminating  such  lease  and  delivery  of  the  deed  con- 
veying title  as  aforesaid. 

It  is  understood  and  agreed  that  if,  owing  to  ownership  by  the  city, 
taxes  for  the  year  1911  to  1912  are  not  laid  on  the  premises,  then  at  the 
time  when  taxes  become  payable  for  such  year  a  sum  equal  to  the  amount 
of  the  taxes  which  would  have  been  payable  on  said  premises  had  the 
ownership  thereof  been  in  an  individual  is  to  be  paid  to  the  city  in  part 
by  said  Talbot  in  accordance  with  his  agreement  under  said  lease,  and 
the  balance  by  said  trustees. 

Full  possession  of  the  said  premises  subject  to  said  lease  shall  be  delivered 
at  the  time  of  the  delivery  of  the  deed,  said  premises  to  be  then  in  the 
same  condition  in  which  they  a,re  now,  reasonable  use  and  wear  of  the 
buildings  thereon  and  damage  by  fire  or  other  unavoidable  casualty 
excepted. 

The  said  buildings  shall  until  the  full  performance  of  this  agreement 
be  kept  insured  in  the  sum  of  twenty  thousand  dollars  by  the  city  and  in 
case  of  any  loss  all  sums  recovered  or  recoverable  on   account  of  said 
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insurance  shall  be  paid  over  or  assigned  on  delivery  of  the  deed  to  the  said 
trustees  unless  the  premises  shall  previously  have  been  restored  to  their 
former  condition  by  the  city. 

Rents  and  premiums  on  insurance  policies  shall  be  apportioned  as 
of  the  day  of  the  delivery  of  said  deed. 

The  city,  subject  to  the  approval  of  the  Boston  Elevated  Railway 
Company,  further  agrees  to  convey  to  said  trustees,  their  successors  or 
assigns  certain  rights  of  passage  to  and  from  the  adjoining  premises  and 
certain  show  window  privileges  outlined  in  a  letter  dated  November  11, 
1909,  addressed  by  the  Commission  to  the  trustees  substantially  as 
assented  to  by  said  company  in  its  letter  to  the  Commission  dated  No- 
vember 22,  1909,  and  subject  to  the  limitations  therein  set  forth,  to  take 
effect  when  said  trustees  or  their  successors  or  assigns  proceed  to  erect  a 
building  on  the  premises  above  described  and  upon  the  adjoining  premises. 
It  is  understood  and  agreed  that  this  instrument  is  null  and  void  unless 
said  company  approves  of  such  conveyance  of  rights  and  privileges  by  a 
writing  to  be  attached  hereto  prior  to  the  payment  of  said  sum  of  two 
hundred  and  ninety  thousand  dollars. 

For  such  deed  with  conveyance  of  rights  and  privileges  as  above  the 
said  trustees  agree  to  pay  the  sum  of  five  hundred  and  sixty  thousand 
dollars  in  cash  of  which  the  sum  of  two  hundred  and  ninety  thousand 
dollars  is  paid  upon  the  delivery  of  this  agreement  and  the  balance  of  two 
hundred  and  seventy  thousand  dollars,  less  an  allowance  of  nine  thousand 
dollars  on  account  of  such  prepayment,  is  to  be  paid  upon  the  delivery 
of  such  deed  and  conveyance. 

The  deed  with  conveyance  of  rights  as  above  is  to  be  delivered  and 
said  two  hundred  and  seventy  thousand  dollars  less  nine  thousand  dol- 
lars, or  two  hundred  and  sixty-one  thousand  dollars  is  to  be  paid  at  the 
Suffolk  Registry  of  Deeds  at  twelve  o'clock  noon  on  the  thirtieth  day  of 
June,  1911,  unless  the  parties  hereto  agree  on  some  place,  hour  and  day 
between  the  first  day  of  June,  1911,  and  the  thirtieth  day  of  said  June. 

In  Witness  Whereof  the  said  parties  have  executed  this  instrument 
in  triplicate  on  the  day  and  year  first  above  written. 

(Signed) 

George  G.  Crocker,  1 

George  F.  Swain,        |   City  of  Boston  acting  by 
[city  seal.]  Horace  G.  Allen,        }■  the  Boston  Transit   Com- 

JosiAH  QuiNCY,  I  mission. 

James  B.  No  yes,  J 

Moses  Williams,  (ls.)  )  as  Trustees  of  the  Business 
Samuel  Carr,  (ls.)  >  Real  Estate  Trust,  but  not 
Amory  Eliot,        (ls.)  )  individually. 

Approved  as  to  form. 

(Sgd.)     Thomas  M.  Babson, 

Corporation  Counsel. 

Boston,  Mass.,  July  28,  1910. 

The  Boston  Elevated  Railway  Company  for  valuable  consideration  it 
hereto  moving  hereby  approves  of  the  agreement  to  convey  and  the  con- 
veyance of  certain  rights  and  privileges  by  the  City  of  Boston,  acting  by 
the  Boston  Transit  Commission,  to  Moses  Williams,  Samuel  Carr  and 
Amory  Eliot,  trustees,  as  set  forth  in  an  agreement  dated  July  29,  1910, 
for  the  sale  and  purchase  of  the  property  at  the  corner  of  Washington 
and  Summer  streets,  a  copy  of  wluch  is  hereto  annexed. 

(Signed)  Boston  Elevated  Railway  Company, 

by  William  A.  Bancroft, 

President. 
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[Chapter  43. J 

RESOLVE  TO  PROVIDE  FOR  AN  INVESTIGATION  AND  A  REPORT  RELATIVE 
TO  THE  PROPOSED  EAST  AND  WEST  TUNNEL  AND  SUBWAY  IN  THE 
CITY   OF   BOSTON. 

Resolved,  That  the  board  of  raih'oad  commissioners  and  the  Boston 
transit  commission,  sitting  together  as  a  joint  board,  be  instructed  to 
consider  and  report  within  one  month  from  the  passage  of  this  resolve 
whether,  between  the  termini  for  the  east  and  west  tunnel  and  subway, 
as  defined  in  section  one  of  chapter  five  hundred  and  seventy-three  of 
the  acts  of  the  year  nineteen  hundred  and  seven,  a  route  in  part  under 
or  near  Boylston  street  would  be  preferable  to  the  route  defined  in  said 
act  and,  if  so,  to  give  a  general  description  of  said  route  with  an  approxi- 
mate estimate  of  the  cost  of  construction  of  a  tunnel  and  subway  thereon ; 
and  also  to  report  whether  such  construction  at  the  present  time  would 
in  its  opinion  interfere  with  the  future  proper  development  of  the  trans- 
portation system  within  the  metropolitan  district;  and  whether  a  change 
of  route  at  the  present  time  would  result  in  such  delay  in  the  completion 
of  said  tunnel  and  subway  as  would  be  inconsistent  with  the  public  wel- 
fare. The  expenses  incurred  in  making  the  foregoing  investigation,  in- 
cluding surveys  and  plans,  shall  be  deemed  a  part  of  the  cost  of  the  tunnel 
and  subway,  the  construction  of  which  was  provided  for  by  said  chapter 
five  hundred  and  seventy-three  of  the  acts  of  the  year  nineteen  hundred 
and  seven.     [Approved  April  6,  1911. 
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The  Commonwealth  op  Massachusetts. 

To  the  Senate  and  House  of  Representatives: 

Chapter  43  of  the  Resolves  of  the  year  1911,  approved  April  6th,  reads 
as  follows: 

Resolve  to  Provide  foe  an  Investigation  and  a  Report  Relative 
TO  the  Proposed  East  and  West  Tunnel  and  Subway  in  the 
City  of  Boston. 

Resolved,  That  the  board  of  railroad  commissioners  and  the  Boston 
transit  commission,  sitting  together  as  a  joint  board,  be  instructed  to 
consider  and  report  within  one  month  from  the  passage  of  this  resolve 
whether,  between  the  termini  for  the  east  and  west  tunnel  and  subway, 
as  defined  in  section  one  of  chapter  five  hundred  and  seventy-three  of  the 
acts  of  the  year  nineteen  hundred  and  seven,  a  route  in  part  under  or 
near  Boylston  street  would  be  preferable  to  the  route  defined  in  said  act 
and,  if  so,  to  give  a  general  description  of  said  route  with  an  approximate 
estimate  of  the  cost  of  construction  of  a  tunnel  and  subway  thereon;  and 
also  to  report  whether  such  construction  at  the  present  time  would  in  its 
opinion  interfere  with  the  future  proper  development  of  the  transportation 
system  within  the  metropolitan  district ;  and  whether  a  change  of  route  at  the 
present  time  would  result  in  such  delay  in  the  completion  of  said  tunnel 
and  subway  as  would  be  inconsistent  with  the  public  welfare.  The  expenses 
incurred  in  making  the  foregoing  investigation,  including  surveys  and 
plans,  shall  be  deemed  a  part  of  the  cost  of  the  tunnel  and  subway,  the 
construction  of  which  was  provided  for  by  said  chapter  five  hundred  and 
seventy-three  of  the  acts  of  the  year  nineteen  hundred  and  seven. 

In  accordance  with  the  terms  of  this  resolve  the  Board  of  Railroad  Com- 
missioners and  the  Boston  Transit  Commission,  sitting  together  as  a  joint 
board,  having  duly  organized  and  carefully  considered  the  subject  matter 
of  the  reference,  now  make  report  thereon  within  the  time  limit  prescribed. 

The  Joint  Board  in  the  first  place  answers  as  follows  the  categorical 
questions  to  which  it  is  instructed  to  reply: 

First,  we  find  that  a  route  "in  part  under  or  near  Boylston  street  would 
be  preferable  to  the  route  defined"  in  chapter  five  hundred  and  seventy- 
three  of  the  acts  of  the  year  nineteen  hundred  and  seven,  namely,  the 
Riverbank  subway  route,  as  a  line  for  an  east  and  west  subway  in  the  city 
of  Boston  between  the  termini  fixed  by  or  under  said  act. 

Second,  a  "general  description"  of  such  preferable  route  would  be  from 
an  open  cut  in  the  reserved  space  in  the  center  of  Commonwealth  avenue 
at  its  junction  with  Beacon  street  by  subway  under  Commonwealth  avenue, 
the  Fenway,  Newbury  street,  crossing  under  Massachusetts  avenue, 
thence  passing  under  private  land  and  land  of  the  city  of  Boston  to  a 
point  under  Boylston  street,  near  Hereford  street,  thence  under  Boylston 
street  to  the  corner  of  Tremont  street,  and  thence  under  the  Tremont  street 
subway  tracks,  or  adjacent  to  such  tracks  on  the  same  level,  to  a  terminus 
at  or  near  the  present  Park  street  station. 

An  approximate  estimate  of  the  cost  of  constructing  a  two-track  subway 
on  such  route,  with  stations  at  Massachusetts  avenue,  at  Copley  square, 
and  at  or  near  the  corner  of  Boylston  and  Tremont  streets,  together  with 
enlargement  of  the  present  Boylston  street  and  Park  street  stations,  as 
made  up  by  the  Chief  Engineer  of  the  Boston  transit  commission,  amounts 
to  the  sum  of  $4,700,000;  if  instead  of  building  below  the  present  Tremont 
street  subway  between  Boylston  and  Park  streets  the  new  subway  is  located 
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near  the  surface  of  the  Common,  west  of  the  present  subway,  it  is  estimated 
that  the  above  cost  would  be  reduced  to  about  $4,300,000.  These  figures 
compare  with  an  estimated  cost  of  constructing  the  Riverbank  subway, 
as  made  up  by  the  same  engineer,  of  $3,700,000.  The  basis  upon  which 
such  estimates  are  prepared  is  explained  below. 

Third,  we  find  that  the  construction  of  a  subway  at  the  present  time 
on  such  route  would  not  "interfere  with  the  future  proper  development 
of  the  transportation  system  within  the  metropolitan  district,"  but  would 
on  the  contrary  be  entirely  consistent  with  such  development. 

Fourth,  we  find  that  such  change  of  route  at  the  present  time  from 
the  route  determined  by  or  under  chapter  573  of  the  acts  of  the  year 
nineteen  hundred  and  seven,  namely,  the  Riverbank  subway  route,  would 
not  "result  in  such  delay  in  the  completion  of  said  tunnel  and  subway 
as  would  be  inconsistent  with  the  public  welfare." 

The  reasons  which  have  led  the  joint  board  to  reach  the  above  conclu- 
sions will  now  be  briefly  presented,  with  certain  explanatory  statements. 
It  must  be  borne  in  mind  that  the  reference  does  not  open  up  broadly 
the  question  what  would  be  the  best  route  for  an  east  and  west  subway 
between  the  termini  referred  to,  which  might  require  consideration  of  the 
shortest  and  most  direct  line  between  them,  namely,  a  route  under  Common- 
wealth avenue,  the  Public  Garden  and  Boston  Common.  The  inquiry 
is  limited  to  a  decision  between  the  route  now  fixed  by  law  and  an  alterna- 
tive route  located  at  least  in  part  "under  or  near  Boylston  street."  The 
joint  board  recognizes  that  each  of  these  routes  has  some  advantages  and 
some  disadvantages,  and  that  any  decision  between  them  must  be  based 
upon  an  effort  to  give  due  weight  to  various  opposing  considerations. 
In  making  such  comparison  the  demands  of  rapid  transit,  present  and 
prospective  street  congestion,  probable  development  of  the  city  both 
commercial  and  residential,  in  the  respective  areas  served  and  the  territory 
contiguous  thereto,  construction  costs  and  maintenance  charges,  and  the 
effect  on  taxable  property  in  the  city  of  Boston  are  some  of  the  important 
factors  which  have  been  considered,  although  not  the  only  ones. 

The  construction  of  the  Riverbank  subway  is  already  authorized  by 
legislative  act,  and  the  joint  board  assumes  that  any  repeal  of  this  act 
will  be  made  dependent  upon  action  which  will  assure  the  construction 
of  an  east  and  west  subway  on  another  line.  The  exact  route  of  the 
Riverbank  subway  has  been  determined,  together  with  the  number  of 
stations  thereon.  This  route  is  located  in  the  Embankment,  so-called, 
with  the  Charles  River  Basin  on  one  side  and  a  section  now  devoted  to 
high-class  residential  uses  on  the  other.  This  route  is  well  adapted  to 
secure  rapid  transit,  its  total  length  from  the  junction  of  Beacon  street 
and  Commonwealth  avenue  to  Park  street  being  about  9,800  feet,  of  which 
about  1,200  feet  lies  west  of  the  subway  entrance,  in  comparison  with  a 
length  of  10,350  feet  for  the  route  above  defined  by  Boylston  and  Tremont 
streets;  but  it  affords  relatively  imperfect  connections  with  any  territory 
that  is  now  or  is  soon  likely  to  be  devoted  to  commercial,  industrial  or 
public  uses.  The  construction  and  use  of  such  a  subway  will  not  in  our 
opinion  tend  materially  to  increase  tax  values  in  the  city  of  Boston. 

The  principal  arguments  in  favor  of  such  a  route  are  first,  its  directness, 
and,  second,  the  fact  that  it  affords  service  to  the  area  near  the  corner  of 
Charles  and  Chestnut  streets  by  means  of  a  station  at  that  point.  These 
arguments  are  outweighed  in  our  opinion  by  other  considerations  which 
favor  a  subway  via  Boylston  street. 

The  whole  territory  along  Boylston  street,  from  Tremont  street  to 
Massachusetts  avenue  is  rapidly  developing  for  commercial  uses,  offering 
as  it  does  a  natural  extension  of  the  retail  trade  area  of  the  city.  The  large 
tract  of  land  on  the  south  side  of  Boylston  street,  between  Exeter  street 
and  the  Boston  &  Albany  railroad  bridge,  at  present  devoted  to  railroad 
purposes,  presents  an  attractive  and  feasible  field  for  future  commercial 
expansion.  In  addition  to  Copley  square  itself,  which  is  one  of  Boston's 
important  civic  centers,  the  whole  area  in  this  immediate  territory  is 
rapidly  being  devoted  in  part  to  religious,  educational,  social  and  amuse- 
ment requirements.     This  square  is  now  a   centering  point  for  many 
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surface  lines  of  railway,  and  the  rapid  development  of  the  Huntington 
avenue  section  to  Massachusetts  avenue  and  beyond  is  creating  another 
largely  used  area.  The  people  of  the  metropohtan  district  find  increasing 
occasion  to  reach  this  section  from  all  directions,  and  any  comprehensive 
plan  of  rapid  transit  communication  which  undertakes  to  lay  out  a  co-ordi- 
nated system  adequate  to  meet  future  needs  should  include  a  subway 
under  or  near  Boylston  street  with  a  station  at  Copley  square  and  pro- 
vision for  a  future  subway  connection  with  Huntington  avenue  as  an 
important,  if  not  an  essential,  element. 

The  route  of  the  proposed  Boylston  street  subway  herein  indicated 
will,  in  the  opinion  of  the  joint  board,  afford  a  ready  means  of  rapid  transit 
for  this  entire  area,  and  at  the  same  time  serve  the  whole  traveling  public 
of  the  metropohtan  district  in  a  more  satisfactory  manner  than  the  River- 
bank  route  now  fixed  by  law.  There  can  be  no  question  that  the  Massa- 
chusetts avenue  and  Copley  square  stations  upon  this  route  will  be  used 
much  more  largely  than  the  stations  on  the  Riverbank  route  located  at 
Massachusetts  avenue  and  at  Dartmouth  street,  and  will  be  of  much 
larger  public  convenience. 

_  We  believe  that  developments  which  have  taken  place  in  the  situation 
since  the  legislature  of  nineteen  hundred  and  seven  fixed  the  Riverbank 
route  for  an  east  and  west  subway  have  weakened  the  force  of  the  arguments 
in  favor  of  that  hne  and  have  strengthened  the  arguments  in  favor  of  a 
Boylston  street  route  as  an  alternative.  One  of  these  new  elements  is 
the  substantial  improvement  of  Boylston  street,  particularly  from  Dart- 
mouth street  to  Massachusetts  avenue  and  beyond,  for  various  commercial 
purposes;  another  element  is  the  increasing  pubhc  use  of  Huntington 
avenue  and  contiguous  territory  from  Copley  square  to  the  Boston  Opera 
House,  greatly  increasing  the  importance  and  the  convenience  to  the  public 
of  a  subway  station  at  Copley  square. 

Another  new  element  wluch  considerably  weakens  the  force  of  the 
original  argument  in  favor  of  the  Riverbank  route,  namely,  its  directness 
for  rapid  transit  purposes  between  the  termini  named  in  the  act,  is  found 
in  the  fact  that  it  has  been  decided  within  the  last  year  that  this  subway 
should  have  three  stations  between  its  termini, —  one  at  Massachusetts 
avenue,  a  second  at  Dartmouth  street,  and  a  third  at  the  corner  of  Charles 
and  Chestnut  streets.  This  determination  that  the  pubhc  interest  requires 
that  an  east  and  west  subway  should  not  be  built  purely  for  rapid  transit 
purposes  between  a  central  station  in  Boston  and  outlying  or  suburban 
districts  strengthens  the  argument  in  favor  of  so  revising  the  route  of  such 
a  subway  as  to  make  the  local  stations  of  much  greater  public  convenience 
and  utility  than  they  could  possibly  be  on  the  Riverbank  route. 

A  further  consideration  that  makes  for  public  convenience  is  the  fact 
that  a  Boylston  street  subway  reaches  at  the  corner  of  Tremont  and  Boyl- 
ston streets  an  important  area  largely  developed  for  commercial,  hotel 
and  amusement  purposes;  by  the  proposed  Boylston  street  route  this  area 
can  be  readily  reached  not  only  from  the  district  between  Dartmouth 
street  and  Massachusetts  avenue  but  by  travelers  entering  the  rapid 
transit  system  from  the  west. 

While  general  conditions  are  sufficient  in  our  opinion  to  make  this 
route  the  preferable  one,  they  are  supported  by  certain  statistics  that 
tend  to  confirm  the  views  above  stated.  The  joint  board  has  had  counts 
made,  for  the  purposes  of  this  report,  of  the  number  of  passengers  getting 
on  and  off  the  cars  running  between  Park  street  and  the  junction  of  Beacon 
street  and  Commonwealth  avenue  at  all  stops  on  this  route.  These 
counts  indicate  that  of  the  total  passengers  passing  the  latter  point  out- 
ward bound,  less  than  60  per  cent,  get  on  at  Park  street  and  more  than  40 
per  cent,  get  on  at  intermediate  points.  Of  the  total  number  of  passengers 
passing  the  same  point  inbound,  apparently  about  the  same  proportion, 
or  60  per  cent.,  go  to  Park  street  and  40  per  cent,  get  out  at  points  south  or 
west  of  Park  street.  Therefore,  about  40  per  cent,  of  the  travel  between 
Boston  and  points  to  the  west  would  be  better  accommodated  by  the 
Boylston  street  route  than  by  the  Riverbank  route,  while  the, 60  per  cent, 
of  through  traffic  would  be  accommodated  substantially  as  well. 
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Sueh  an  estimate,  however,  is  necessarily  only  approximate.  Exact 
numerical  statements  in  this  matter  are  not  possible,  because  although 
we  may  ascertain  the  total  number  of  persons  boarding  and  leaving  the 
cars  at  each  stop,  it  is  impossible  to  find  out  the  point  from  which  each 
individual  starts  or  to  which  he  is  going.  The  appended  diagram  shows 
graphically  the  result  of  these  counts. 

If  the  Riverbank  route  is  retained  it  would  seem  that  a  sufficient  num- 
ber of  cars  would  still  have  to  be  run  over  the  present  surface  lines  to 
accommodate  the  40  per  cent,  (approximately)  of  the  passengers  desiring 
to  go  to  or  from  points  on  Boylston  street,  i.  e.,  only  about  60  per  cent,  of 
the  present  surface  cars  would  be  run  in  such  subway.  If  the  Boylston 
street  route  is  substituted  there  seems  no  doubt  that  a  considerably  greater 
number  of  surface  cars  could  be  taken  from  the  street;  owing  to  the  fact 
that  the  proposed  subway  stations  at  Massachusetts  avenue  and  at  Copley 
square  would  better  meet  the  convenience  of  a  considerable  number  of 
passengers  now  using  surface  cars,  a  larger  number  of  surface  cars  would 
be  diverted  underground. 

Some  modifications  are  possible  in  the  Boylston  street  route  as  defined 
at  the  beginning  of  this  report.  In  view  of  the  complicated  nature  of 
some  of  the  engineering  problems  involved,  and  of  the  fact  that  sufficient 
time  has  not  been  allowed  for  the  completion  of  detailed  studies,  the  joint 
board  recommends  that  any  act  providing  for  the  construction  of  a  Boyl- 
ston street  subway  should  allow  reasonable  latitude  in  respect  to  the 
exact  location. 

Some  of  the  data  upon  which  the  Chief  Engineer  of  the  Boston  transit 
commission  has  prepared  the  estimates  for  the  joint  board  may  be  given 
in  tabular  form,  as  follows : 

Boylston  Street  Subway. 
Total  length  of  route      .-.•.•        •     .  •        ■        •        •  10,350  feet 

Total  length  included  within  limits  of  stations     .        .        .  1,210  feet 

Length  of  subway  construction  outside  of  stations 

Cost  of  stations  and  enlargements  of  existing  stations : — ■ 
New  Park  street  station  on  lower  level 
Enlargement  of  present  Park  street  station  . 
New  station  corner  of  Boylston  and  Tremont  streets 

on  lower  level 

Enlargement  of  present  Boylston  street  station  . 
Copley  square  station 
Massachusetts  avenue  station 

Total 

Cost  of  constructing  9,140  feet  of  subway  outside  of  sta- 
tion limits,  including  land  damages 

Total  cost 

Reduction  in  above  total  estimate  if  subway  is  locate^ 

west  of  Tremont  street  subway  on  same  level 
The   length  of   this   subway   would   be  increased   about 

200  feet  if  constructed  west  of  the  present  Tremont 

street  subway. 

Riverbank  Subioay. 
Total  length  of  route  between  same  termini  as  Boylston 

street  subway 

Length  of  route  on  surface 

Length  of  route  in  subway       .       '.        .  .    '  ..  8,600  feet 

Total  length  included  within  fimits  of  stations     .        .        .  1,275  feet 

Length  of  subway  construction  outside  of  stations      .        .  7,325  feet 


9,140  feet 

$500,000  00 
100,000  00 

280,000  00 
180,000  00 
200,000  00 
185,000  00 

$1,445,000  00 

3,255,000  00 

$4,700,000  00 

$400,000  00 


9,800  feet 
1,200  feet 
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Cost  of  stations: — 

New  station  at  Park  street $500,000  00 

Station  at  Charles  street 250,000  00 

Station  at  Dartmouth  street 180,000  00 

Station  at  Massachusetts  avenue 175,000  00 

Total $1,105,000  00 

Cost  of  constructing  7,325  feet  of  subway  outside  of  station 

limits,  including  land  damages 2,595,000  00 

Total  cost           $3,700,000  00 


With  reference  to  delay,  after  signature  of  lease  a  contract  for  a 
section  of  the  Riverbank  subway  might  be  let  in  about  two  months,  and  a 
similar  contract  for  a  section  of  the  Boylston  street  subway,  which  would 
require  some  field  work,  in  three  or  four  months.  Either  subway  might 
be  completed  in  about  two  or  two  and  a  half  years  from  date  of  begin- 
ning construction,  assuming  no  legal  delays  to  intervene. 

Suggestions  of  applications  for  injunctions  or  other  legal  proceedings 
by  private  interests  affected  along  either  route  should  not  in  our  opinion 
control  a  decision  of  the  question  of  route  upon  its  merits.  If  an  act 
authorizing  the  construction  of  the  Boylston  street  subway  on  the  route 
above  defined  provides  for  the  payment  of  any  damages  to  property 
rights,  if  any  such  exist,  which  may  be  suffered  through  the  location  in 
Commonwealth  avenue  of  the  open  cut  giving  entrance  to  the  subway, 
we  do  not  beUeve  that  possibilities  of  delay  through  legal  proceedings 
need  influence  the  decision  of  the  legislature. 

The  only  remaining  question  is  the  attitude  of  the  Boston  Elevated 
Railway  Company.  The  joint  board  has  not  considered  that  it  was 
called  upon  under  the  terms  of  the  reference  to  endeavor  to  secure  from 
this  Company  a  formal  statement  as  to  its  willingness  to  give  up  its  present 
legal  rights,  which  are  of  course  well  known  to  the  legislature,  in  respect 
to  the  construction  and  lease  of  the  Riverbank  subway.  We  have  assumed 
from  the  terms  of  the  resolve  that  the  legislature  desired  the  question  of 
the  preferable  route  to  be  considered  by  the  joint  board  regardless  of  the 
attitude  of  the  Company,  leaving  this  question  to  be  dealt  with  by  the 
legislature  itself. 

We  beheve,  however,  in  view  of  the  important  bills  now  pending  before 
the  legislature  affecting  the  future  status  of  the  Boston  Elevated  Railway 
Company  in  relation  to  consoUdation  with  the  West  End  Street  Railway 
Company,  extension  of  leases,  and  building  of  additional  subways,  that 
it  should  be  possible  to  make  some  arrangement  which  would  secure  final 
action  by  the  company  within  a  short  period  of  time  in  respect  to  acceptance 
by  it  of  a  change  of  route,  and  which  would  insure  the  early  building  of 
the  east  and  west  subway  upon  such  route  as  the  legislature  finally  deter- 
mines to  be  the  most  desirable. 

Mr.  George  G.  Crocker  on  account  of  interest  did  not  sit  with  the  joint 
board  in  the  consideration  of  this  resolve.  Mr.  Horace  G.  Allen  dissents 
and  files  a  minority  report. 

WALTER  PERLEY   HALL,    Chairman. 
GEORGE   W.   BISHOP. 
CLINTON  WHITE. 

Board  of  Railroad  Commissioners. 

GEORGE   F.   SWAIN. 

JOSIAH  QUINCY. 

JAMES   B.    NO  YES,  Secretary. 

Boston  Transit  Commission. 
May  1,  1911. 
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Boston,  Mass.,  May  1,  1911. 
To  the  Senate  and  House  of  Representatives: 

As  I  am  unable  to  agree  with  the  conclusions  reached  by  the  majority 
of  the  joint  board  I  wish  to  state  my  reasons  for  dissenting  from  the  report. 

The  general  court  asks  three  questions: 

First,  whether  a  two  track  subway  between  the  junction  of  the  three 
roads  and  Park  street,  having  a  route  in  part  under  or  near  Boylston  street, 
would  be  preferable  to  the  Riverbank  subway  authorized  by  section  1  of 
chapter  573  of  the  acts  of  the  year  1907. 

Second,  whether  the  construction  of  such  a  subway  would  interfere 
with  the  future  proper  development  of  the  transportation  system. 

Third,  whether  a  change  of  route,  at  the  present  time,  would  result  in 
such  delay  in  the  completion  of  the  subway  as  would  be  inconsistent  with 
public  welfare. 

I  will  answer  these  questions  in  the  order  above  stated. 

First,  the  Riverbank  subway  was  authorized  as  a  substitute  for  the 
east-side  subway,  so-called,  and  at  the  time  the  statute  was  passed  the 
legislature  must  have  considered  that  there  were  sufficient  public  reasons 
for  .the  construction  of  such  a  subway.     I  will  refer  to  some  of  these  reasons : 

(a)  It  would  form  a  direct  and  rapid  route  for  all  persons  arriving  at 
the  junction  of  the  three  roads  desiring  to  go  to  Park  street. 

Q))  It  would  afford  transit  facilities  to  a  section  of  Boston,  east  of 
Massachusetts  avenue  and  north  of  Commonwealth  avenue  which  is  sub- 
stantially without  transit  facilities  of  any  kind. 

(c)  It  would  entirely  relieve  congestion  upon  the  surface  of  Boylston 
street  for  many  years. 

{d)  In  connection  with  the  Cambridge  subway  it  would  relieve  the  long 
continued  and  constantly  increasing  congestion  at  the  present  Park  street 
subway  station. 

I  consider  that  the  foregoing  reasons  exist  to-day,  are  sound,  and  are 
as  convincing  as  when  the  act  was  passed  in  1907. 

(a)  The  majority  report  concedes  that  about  60  per  cent,  of  the  pas- 
sengers in  cars  at  the  three  roads  desire  to  be  carried  to  Park  street.  We 
therefore  have  at  present  a  majority  of  the  traveling  public  upon  such  lines 
who  will  be  accommodated  better  by  the  Riverbank  subway  than  by  any 
suggested  substitute.  I  beheve  that  the  rapid  future  development  along 
such  lines  west  of  the  three  roads  will  materially  increase  this  percentage. 

In  considering  the  40  per  cent,  of  passengers  which  the  majority  report 
finds  leave  the  surface  cars  between  the  three  roads  and  Park  street,  it 
should  be  borne  in  mind  that  this  percentage  includes  all  who  are  going 
to  the  South  station  or  its  vicinity  and  now  are  obliged  to  obtain  transfers, 
to  leave  the  car  at  the  station  at  the  corner  of  Boylston  and  Tremont 
streets,  and  to  take  a  surface  car  to  their  destination.  There  are  upwards 
of  1,300  such  passengers  each  way,  each  day.  All  of  these  passengers 
would  be  much  better  accommodated  by  being  taken  to  Park  street  and 
there  connecting  with  any  future  subway  which  may  be  authorized  to  the 
South  station.  Further  deductions  should  be  made  from  this  40  per  cent, 
of  the  passengers  at  the  three  roads  who  do  not  wish  'to  go  to  Park  street, 
as  follows: 

1.  The  inward  bound  passengers  who  leave  the  car  at  Charlesgate 
East,  corner  of  Beacon  street  and  Massachusetts  avenue,  or  the  stop  on 
Massachusetts  avenue  between  Marlboro  street  and  Commonwealth 
avenue, —  for  the  reason  that  these  passengers  would  be  as  well  or  more 
conveniently  served  by  the  Riverbank  subway.  A  count  taken  by  the 
joint  board  shows  that  there  are  over  1,300  of  such  passengers  a  day. 

2.  The  inward  bound  passengers  leaving  the  car  on  Massachusetts 
avenue  between  Commonwealth  avenue  and  Newbury  street  and  at  the 
corner  of  Massachusetts  avenue  and  Boylston  street,^  because  to  these 
passengers  the  advantages  of  a  subway  along  the  route  proposed  by  the 
majority  report,  as  compared  with  the  short  haul  on  the  surface,  in  the 
absence  of  congestion,  would  be  trifling,  and  the  convenience  of  such  pas- 
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sengers  should  not  weigh  in  favor  of  the  proposed  substitute.  A  count 
taken  shows  that  there  are  over  2,850  such  passengers  a  day. 

It  is  therefore  apparent  that  so  far  as  serving  the  passengers  who  come 
to  the  three  roads,  an  overwhelming  majority  would  be  as  well  or  better 
served  by  the  Riverbank  subway. 

(6)  It  must  be  conceded  that  the  Riverbank  subway  would  more  con- 
veniently serve  people  desiring  to  go  to  or  from  the  region  north  of  Com- 
monwealth avenue,  including  those  who  would  use  the  proposed  station 
at  Charles  street,  than  a  Boylston  street  subway.  While  it  is  true  that 
this  section  at  present  is  occupied  principally  for  residences,  it  is  equally 
true  that  such  residents  and  a  very  large  number  of  professional  men  doing 
business  and  receiving  patients  there,  as  also  residents  of  that  portion  of 
Beacon  hill  and  the  West  End  contiguous  to  the  Charles  street  station, 
have  a  right  to  better  transit  facilities  than  are  now  afforded  them.  Among 
the  protests  received  by  this  joint  board  were  several  from  people  who  had 
purchased  property  in  this  section  for  improvement  and  investment,  relying 
upon  the  provisions  of  the  Riverbank  act,  the  same  having  been  accepted  by 
the  railway  company.  I  believe  further  that  the  portion  of  the  Riverbank 
just  completed  between  Massachusetts  avenue  and  Charles  street  should 
have  transit  facilities  such  as  will  be  afforded  by  the  Riverbank  subway. 

I  now  wish  to  consider  what  substitute  the  majority  has  found  preferable 
to  a  Riverbank  subway.  The  route  considered  is  not  accurately  defined, 
but  substantially  it  is  a  two-track  subway  with  an  incline  in  Common- 
wealth avenue  at  its  junction  with  Beacon  street,  thence  under  the  Fenway, 
Newbury  street,  Boylston  street,  and  under  or  adjacent  to  the  present 
subway  from  Church  street  or  thereabouts  to  Park  street,  with  stations 
at  Massachusetts  avenue,  Copley  square,  and  at  the  corner  of  Boylston 
and  Tremont  streets.  Such  a  route  is  about  1,750  feet  longer  and  the 
estimated  cost  is  $1,100,000  greater.  Such  a  subway  would  relieve  the 
congestion  at  Park  street  and,  for  the  time  being,  the  congestion  on  Boyl- 
ston street,  but  would  not,  in  my  opinion,  affect  the  taxable  value  of  the 
land  on  Boylston  street  now  used  by  the  Boston  &  Albany  Railroad  as  a 
train  yard,  nor  the  taxable  value  of  any  property  in  Copley  square,  nor 
of  that  between  Copley  square  and  Tremont  street.  The  taxable  value 
of  this  region  undoubtedly  will  rise  and  the  territory  adjacent,  particularly 
along  Huntington  avenue,  will  greatly  increase  in  value  and  rapidly  develop 
but,  in  my  opinion,  it  will  not  be  because  of  the  construction  of  a  two-track 
subway  in  Boylston  street,  with  stations  as  proposed  in  the  joint  board's 
report.  It  will  be  a  development  which  will  soon  demand  proper  and 
adequate  transit  facilities,  far  greater  in  scope  than  those  now  proposed  in 
the  report  of  the  majority.  I  cannot  believe  that  the  proposed  subway 
route,  with  stations  as  indicated  in  the  report,  will  satisfy  the  Boylston 
street  owners  and  merchants  who  have  been  most  earnest  in  their  opposi- 
tion to  the  Riverbank  subway,  as  it  is  difficult  to  see  what  good  such  a 
subway  can  do  business  interests  on  Boylston  street  between  Clarendon 
and  Tremont  streets.  Passengers  at  the  three  roads  desiring  to  leave  the 
car  between  Copley  square  and  the  corner  of  Tremont  and  Boylston  streets 
would  be  much  better  served  by  transit  on  the  surface  without  congestion, 
leaving  the  car  at  their  exact  destinations,  than  by  being  obliged  to  go  to 
the  surface  and  walk  from  the  nearest  subway  station.  For  the  foregoing 
reasons,  and  because  I  believe  that  the  Riverbank  subway  has  been  needed 
for  years,  and  that  a  proper  subway  in  Boylston  street,  as  hereinafter 
referred  to,  will  be  needed  in  the  future,  I  cannot  assent  to  the  proposition 
that  the  legislation  authorizing  the  former  should  be  repealed  and  that  a 
substitute  should  be  provided  at  this  late  day. 

Second,  would  the  proposed  subway  in  Boylston  street  interfere  with 
the  future  proper  development  of  the  transportation  system? 

In  my  opinion  it  would,  most  seriously.  There  is  at  present  an  increas- 
ing need  for  a  two  track  subway  for  passengers  arriving  at  the  three  roads. 
Any  proposition  to  locate  such  a  subway  where  it  would  interfere,  in  any 
way,  with  a  proper  subway  or  subways  to  accommodate  Boylston  street 
and  Huntington  avenue  traffic  in  the  future,  in  my  opinion,  would  be  a 
mistake.  -A  two  track  subway  from  the  three  roads  constructed  at  once 
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will  not  more  than  meet  the  present  and  future  growth  of  traffic  using  it. 
Any  proposition  to  have  it  bear  the  Boylston  street  and  Huntington  avenue 
traffic,  in  addition  to  its  own,  would  be  unreasonable  from  a  public  stand- 
point and  the  existence  of  the  subway  proposed  in  Boylston  street  would 
necessarily  interfere  with  provision  which  must  be  made  in  the  future  for  a 
proper  handling  of  the  Boylston  street  and  Huntington  avenue  traffic. 
There  is  an  immense  territory  within  the  limits  of  the  city  of  Boston  adja- 
cent to  the  western  part  of  Boylston  street  and  Huntington  avenue,  and 
it  is  a  territory  which,  when  developed,  will  require  all  the  space  under 
Boylston  street  between  Copley  square  and  the  Common  which  should  be 
reasonably  availed  of  for  transit  purposes. 

Third,  would  a  change  of  route  result  in  delay  inconsistent  with  the 
public  welfare? 

I  answer  that,  in  my  opinion,  it  would  do  so.  It  is  of  course  a  question 
which  must  be  answered  by  individual  judgment.  I  have  founded  my 
opinion  upon  a  consideration  of  certain  facts  and  from  the  lessons  of  ex- 
perience. As  has  been  said,  the  proposed  subway  is  about  1,750  feet 
longer  than  the  Riverbank.  This,  however,  does  not  prove  that  one  would 
take  longer  to  build  than  the  other, —  although  such  might  well  be  the 
case  with  reasonably  economical  construction.  But  it  must  be  apparent 
that  reasonable  construction  of  the  Riverbank  subway  can  proceed  with 
much  greater  speed  than  such  a  construction  of  the  Boylston  street  sub- 
way. The  former  will  be  open-cut,  with  an  opportunity  to  work  day 
and  night  to  a  point  near  Charles  street,  and  thence  by  tunnel  under  the 
hill  in  which  work  can  be  carried  on  day  and  night;  with  the  exception 
of  adjusting  sewer  outlets,  it  is  substantially  free  from  the  costly  and  slow 
process  of  removing  and  rebuilding  sewers  and  their  connections,  removing 
and  relocating  waterpipes,  and  overcoming  the  difficulties  which  are  always 
met  with  in  excavating  under  city  streets.  The  Boylston  street  subway, 
built  with  a  proper  regard  for  the  rights  of  the  public  on  the  surface  of  the 
street,  would  necessitate  a  cessation  of  day  work,  in  whole  or  in  part, 
in  sections  under  Boylston  street,  and  would  encounter  far  greater  ob- 
stacles and  difficulties  than  would  be  found  in  the  construction  of  the 
Riverbank  subway.  Passing  from  these  material  differences,  we  should 
consider  what  experience  has  taught  us  in  the  matter  of  delay.  The 
Riverbank  subway  act  was  approved  June  28,  1907,  and  was  to  take  effect 
upon  its  acceptance  by  the  railway  company  within  two  months  after 
its  passage.  It  was  accepted  by  the  railway  company  on  July  26,  1907. 
Its  construction  could  not  be  begun  without  the  assent  of  the  railway  com- 
pany until  the  expiration  of  a  year  from  the  completion  of  the  Washington 
street  tunnel.  This  tunnel  was  opened  November  30,  1908.  The  company 
was  asked  to  consent  to  the  beginning  of  construction  earlier,  and,  entirely 
within  its  rights,  did  not  give  such  assent.  Delays  were  occasioned  by 
questions  arising  as  to  the  location  of  the  western  terminus.  The  decision 
of  the  Boston  Transit  Commission  fixing  the  stations  was  appealed  from 
and  finally  confirmed  by  the  Board  of  Railroad  Commissioners,  and,  on 
April  22,  1910,  a  rough  draft  of  the  contract  for  the  proposed  use  of  the 
Riverbank  subway  was  sent  to  the  Boston  Elevated  Railway  Company 
for  its  alteration  or  suggestions.  Probably  on  account  of  the  agitation 
for  the  repeal  of  the  Riverbank  act,  no  alterations  have  been  suggested 
or  made  as  yet  by  the  company,  nor  has  the  contract  been  executed.  With 
the  exception  of  the  provision  as  to  beginning  work,  I  know  of  no  reason 
why  practically  all  of  these  delays  and  others  may  not  occur  before  begin- 
ning the  construction  of  a  substitute  for  the  Riverbank  subway.  I  have 
not  the  slightest  criticism  to  make  of  any  of  these  delays.  I  assume  they 
all  were  legal,  proper  and  necessary,  but  I  point  them  out  merely  as  in- 
stances of  what  may  happen  to  prevent  the  beginning  of  work  upon  a 
subway  after  the  same  has  been  duly  considered,  found  necessary,  and 
authorized  by  the  legislature.  Matters  preliminary  to  executing  a  lease 
and  beginning  work  on  the  Riverbank  subway  have  been  pretty  well 
threshed  out  and  it  is  undoubtedly  true  that  if  the  contract  is  executed  by 
the  company,  actual  work  may  be  begun  within  sixty  days  and  completed 
in  about  two  years. 
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The  report  of  the  majority  states  that  a  contract  for  a  section  of  the 
Boylston  street  subway  might  be  let  in  three  or  four  months  after  the  exe- 
cution of  a  lease.  It  seems  to  me  that  this  has  no  bearing  upon  the  question 
at  issue,  and  I  do  not  find  in  the  report  even  a  prediction  as  to  what  time 
would  probably  elapse  between  the  passage  of  an  act  authorizing  a  sub- 
stitute and  the  actual  beginning  of  construction.  This  is  a  question  in 
which  the  pubhc  is  particularly  interested.  The  report  states  "in  view 
of  the  comphcated  nature  of  the  same  and  the  engineering  problems  in- 
volved and  of  the  fact  that  sufficient  time  has  not  been  allowed  for  the 
completion  of  detailed  studies,  the  joint  board  recommends  that  any 
act  providing  for  the  construction  of  a  Boylston  street  subway  should 
allow  reasonable  latitude  in  respect  to  the  exact  location."  Reasonable 
latitude,  although  sometimes  and,  perhaps,  always  necessary  in  subway 
legislation,  usually  causes  delay.  On  any  substitute  the  legislature  or 
the  Boston  transit  commission  will  have  to  consider  and  act  upon  the 
same  questions  considered  in  connection  with  the  Riverbank  subway, 
the  exact  location  of  the  subway,  the  consent  of  the  company,  the  location 
of  the  western  terminus  or  incline,  the  number  and  positions  of  stations, 
the  extensive  changes  which  would  be  required  in  the  present  Boylston 
street  and  Park  street  stations.  All  of  these  would  have  to  be  determined. 
The  rights  of  the  railway  company  to  appeal  from  decisions  of  the  transit 
commission  should  be  as  carefully  guarded  as  in  previous  acts.  More- 
over, it  should  be  noted  that  the  findings  of  the  majority  report,  that  the 
construction  of  a  substituted  subway  might  be  begun  in  three  or  four 
months  after  signing  a  lease,  is  on  the  assumption  that  no  "legal"  delays 
intervene.  The  transit  commission,  in  considering  the  question  of  the 
western  terminus  of  the  Riverbank  subway,  had  called  to  its  attention 
several  questions  of  law  bearing  upon  the  location  of  an  inchne  within 
the  lines  of  Commonwealth  avenue,  and  it  is  not  necessary  to  decide  that 
such  contentions  are  legal  or  illegal  in  order  to  appreciate  that  actions 
to  determine  the  same  might  cause  serious  delay  in  the  completion  of  the 
subway. 

I  have  no  knowledge  as  to  whether  the  assent  of  the  railway  company 
to  a  Boylston  street  route  might  be  obtained  "in  view  of  the  important 
bills  now  pending  before  the  legislature  affecting  the  future  status  "  of  the 
company.  We  were  not  asked  to  obtain  such  assent  or  to  express  our 
opinion  upon  the  matter.  It  certainly  can  have  no  bearing  upon  the  ques- 
tion whether  the  Boylston  street  route  is  preferable  to  the  Riverbank 
from  the  view  point  of  the  public. 

HORACE  G.   ALLEN. 
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[Chapter  52.] 

Resolve  relative  to  the  removal  of  the  elevated  railway  struc- 
ture  BETWEEN  THE   NORTH  STATION   AND   SULLIVAN  SQUARE   IN  THE 


CITY   OF   BOSTON. 


Resolved,  That  the  Boston  transit  commission  shall  include  in  its  next 
annual  report  an  approximate  estimate  of  the  cost  of  removing  the  elevated 
railway  structure  between  the  north  station  and  Sullivan  square  in  the 
city  of  Boston,  and  of  the  substitution  therefor  of  a  subway.  [Approved 
April  14,  1911. 
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The  Commonwealth  op  Massachusetts. 
To  the  Senate  and  House  of  Representatives. 
Chapter  58  of  the  Resolves  of  the  Legislature  of  1910  is  as  follows: — 

Resolve  to  provide  for  an  Investigation  relative  to  the  Con- 
struction AND  USE  OP  Subways  in  the  City  op  Boston. 

Resolved,  That  the  board  of  railroad  commissioners  and  the  Boston 
transit  commission,  acting  as  a  joint  board,  shall  consider  and  investi- 
gate the  subject-matter  of  the  petitions  of  Edmund  D.  Codman  and 
others,  with  accompanying  bills,  House,  Number  45  and  Number  46, 
relative  to  the  construction  and  use  of  subways  in  the  city  of  Boston, 
and  shall  report  in  print  thereon  to  the  general  court  not  later  than  Janu- 
ary first,  nineteen  hundred  and  eleven.  The  members  of  the  said  joint 
commission  shall  receive  no  extra  compensation  for  their  services,  but 
the  commission  may  expend  a  sum  not  exceeding  five  hundred  dollars  in 
carrying  out  the  provisions  of  this  resolve.     [Approved  April  8,  1910. 

In  compliance  with  the  above  resolve,  the  Board  of  Railroad  Commis- 
sioners and  the  Boston  Transit  Commission,  sitting  as  a  Joint  Board,  make 
the  following  report  :— 

A  public  hearing,  duly  advertised,  was  held  at  the  office  of  the  Transit 
Commission,  July  7,  1910.  At  this  hearing  it  appeared  that  the  petitioners 
were  not  ready  to  present  their  case.  Another  hearing,  therefore,  also 
duly  advertised,  was  held  September  27,  and  adjourned  to  October  11.  At 
still  other  hearings  given  by  the  Joint  Board  the  matters  involved  in  this 
resolve  were  further  discussed,  either  by  those  in  favor  of  or  by  those  oppos- 
ing the  petition,  and  the  Joint  Board  has  also  had  studies  and  estimates 
made,  to  assist  it  in  considering  the  subject. 

In  order  to  understand  clearly  the  bearing  of  these  bills  upon  the  trans- 
portation situation,  a  brief  historical  statement  is  desirable. 

Under  chapter  500,  Acts  of  1897,  the  Transit  Commission  was  authorized 
to  build  for  surface  cars  "an  incline,  open  cut  and  subway,  beginning  at  a 
point  on  Cambridge  street,  near  North  Russell  street,  upon,  through  and 
under  Cambridge  street,  Bowdoin  square  and  Court  street  to  a  junction 
at  ScoUay  square  with  the  subway." 

It  was  also  provided  that  in  case  the  Transit  Commission  should  deter- 
mine that  said  subway  might  advantageously  be  extended  nearer  to 
Charles  River  than  North  Russell  Street  it  could  be  so  extended,  and 
Cambridge  Street  was  to  be  widened  opposite  the  incline  to  such  width 
as  necessary  to  make  the  highway  thirty  feet  wide  on  each  side  for  a 
distance  not  less  than  thirty  feet  nor  more  than  one  hundred  feet  beyond 
the  end  of  the  open  incline. 

This  legislation  was  modified  by  chapter  520,  Acts  of  1906,  which  pro- 
vided that  the  terminus  of  the  subway  for  the  accommodation  of  the  cars 
from  Cambridge  should  be  either  at  Park  Street  or  at  ScoUay  Square,  and 
this  law  imposed  upon  the  Transit  Commission  the  duty  of  deciding 
which  of  these  points  should  be  the  terminus.  In  accordance  with  this 
act  the  Transit  Commission  gave  a  duly  advertised  public  hearing  upon 
this  matter  on  Dec.  18,  1906.  The  sentiment  expressed  at  this  hearing 
was  overwhelmingly  in  favor  of  placing  the  terminus  at  Park  Street, 
only  two  persons  appearing  in  favor  of  placing  it  at  Scollay  Square.  After 
careful  consideration,  the  Transit  Commission,  on  Feb.  14,  1907,  fixed  the 
terminal  at  Park  Street,  for  the  following  reasons: — 
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1.  Because  the  location  of  the  terminal  on  the  Common  afforded  a 
large  open  space  from  which  incoming  passengers  could  distribute  them- 
selves in  whatever  direction  they  desired  to  go ;  whereas  Scollay  Square 
afforded  no  such  opportunity  for  distribution,  and  was  likely  to  become 
congested  in  the  future  by  the  natural  increase  of  business  there,  and 
because  Scollay  Square  was  the  terminus  of  the  subway  loop  from  the 
north,  of  the  East  Boston  tunnel,  and  was  also  a  station  on  the  through 
tracks  of  the  Tremont  Street  subway.  The  passengers  from  all  these 
transportation  hues  would  be  brought  upon  the  surface,  to  overcrowd  the 
narrow  sidewalks  and  street  crossings  at  Scollay  Square. 

2.  Because  public  sentiment  appeared  to  be  overwhelmingly  in  favor 
of  this  location. 

3.  Because  the  Elevated  Railway  Company,  the  lessee,  strongly  favored 
this  location. 

Subsequent  to  this  decision,  Mr.  E.  D.  Codman  and  other  property 
owners  in  the  North  End,  who  had  not  appeared  at  the  advertised  hearings 
of  the  commission,  believing  that  the  location  of  the  terminus  at  Park 
Street  would  injure  their  property  and  prove  a  detriment  to  the  develop- 
ment of  the  northwestern  section  of  the  city,  presented  a  petition  to  the 
Legislature  of  1909,  asking  that  the  commission  be  required  to  change  the 
Boston  terminal  of  the  Cambridge  connection  from  Park  Street  to  Scollay 
Square.     The  petitioners  were  given  leave  to  withdraw. 

Subsequently  a  bill  in  equity  was  filed  in  the  Supreme  Court,  asking 
the  court  to  enjoin  the  commission  from  constructing  the  terminal  at  Park 
Street,  various  grounds  being  assigned,  some  of  which  involved  the  con- 
stitutionahty  of  the  act.  The  matter  was  heard  before  a  single  justice  of 
the  Supreme  Judicial  Court,  and  by  him  reported  to  the  full  bench.  As 
the  commission  had,  on  April  6,  1909,  accepted  a  bid  for  the  construction 
of  the  greater  part  of  the  tunnel  under  Beacon  Hill,  leading  to  the  terminus 
at  Park  Street,  it  made  every  effort  to  obtain  an  early  determination  by 
the  court.  On  Sept.  11,  1909,  the  opinion  of  the  court  was  delivered, 
dismissing  the  bill  with  costs,  and  sustaining  all  the  positions  of  the  com- 
mission. The  pendency  of  this  bill  resulted  in  delaying  the  prosecution 
of  work  upon  the  Cambridge  connection  for  more  than  five  months. 

In  a  further  endeavor  to  rectify  what  the  petitioners  believed  to  have 
been  the  unwise  decision  of  the  commission,  and  with  the  object  of  provid- 
ing the  West  End  with  additional  subway  transportation  facilities.  House 
Bills  Nos.  45  and  46  were  presented  to  the  Legislature  of  1910  by  E.  D. 
Codman  and  others. 

Briefly  stated,  these  bills  provide  that  the  two  tracks  coming  from  Cam- 
bridge through  the  Cambridge  subway  and  over  the  Cambridge  bridge, 
after  passing  under  the  hill  to  the  terminus  at  Park  Street,  shall  be  con- 
tinued northerly  under  the  present  subway  in  Tremont  Street,  and  under 
the  station  at  Scollay  Square,  with  a  sub-station  at  that  point;  thence  under 
Court  Street  to  Bowdoin  Square,  with  a  station  at  that  point ;_  thence  under 
Cambridge  Street;  then  emerging  from  the  subway,  passing  on  to  an 
elevated  structure  and  joining  the  already  authorized  elevated  structure 
at  or  near  Charles  Street,  thus  forming  a  double-track  loop  at  the  Boston 
end  of  the  Cambridge  rapid  transit  line. 

The  Joint  Board  has  carefully  studied  the  proposition  contained  in 
these  bills,  with  the  earnest  desire  of  justly  estimating  the  needs  of  the 
district  in  question,  and  the  possible  advantages  of  the  route  suggested. 

It  is  urged  in  favor  of  the  loop  that  when  the  Cambridge  subway  is 
opened,  with  a  terminal  at  Park  Street,  many  of  the  surface  cars  now 
running  along  Cambridge  Street  and  other  streets  in  the  neighborhood 
will  be  removed,  thus  diminishing  the  transit  facihties  of  the  district;  and, 
further,  that  the  district  will  have  no  direct  connection  with  the  rapid 
transit  system  of  Boston.  It  is  urged  that  the  building  of  the  loop  would 
enable  cars  to  be  run  in  both  directions  around  the  loop;  that  it  would 
result  in  the  improvement  of  property;  that  it  would  not  be  inconsistent 
with  the  design  of  a  proper  station  at  Park  Street;  and  that  it  would  afford 
needed  transportation  facilities  in  the  West  End.  It  is  further  maintained, 
and  figures  are  presented  substantiating  the  claim,  that  property  has 
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diminished  in  value  within  the  last  few  years  in  the  district  in  question; 
that  rents  are  lower;  that  business  is  moving  away,  and  that  the  profits 
of  business  are  less :  and  it  is  urged  that  this  is  due  to  a  lack  of  transporta- 
tion facilities,  which  would  be  provided  by  the  proposed  loop.  This  is  the 
sum  and  substance  of  the  argument  in  favor  of  the  loop. 

It  is,  of  course,  of  great  importance  in  planning  and  executing  a  trans- 
portation system  that  a  careful  study  should  be  made  of  the  condition, 
tendencies  and  needs  of  the  various  sections  of  the  city,  and,  if  possible, 
that  any  changes  and  improvements  made  should  benefit  all  sections,  and 
injure  or  retard  the  growth  of  none.  It  must  be  recognized,  however, 
that  there  are  many  other  elements  beside  transportation  which  affect 
the  increase  or  decrease  of  real  estate  values,  and  the  advantages  or  dis- 
advantages of  one  section  over  another  as  a  place  of  business.  Easy  and 
convenient  means  of  access  to  a  district  is,  of  course,  of  importance;  but 
this  alone  will  not  improve  values.  Indeed,  the  increase  or  decrease  of 
values  seem  sometimes  to  be  governed  by  laws  which  are  entirely  fortuitous, 
or  mere  matters  of  chance  or  sentiment.  One  portion  of  a  city  will  develop, 
and  real  estate  values  will  improve;  while  another  portion,  apparently 
more  favorably  situated,  will  pursue  the  opposite  course.  Abundant 
illustration  of  this  would  be  afforded  by  a  study  of  the  development  of  any 
large  city. 

The  presence  of  a  subway  running  under  the  streets  of  a  district  will  not, 
of  itself,  improve  the  district.  Much  depends  upon  where  the  stations 
are  located,  how  far  apart  they  are,  and,  more  than  all,  whether  large 
numbers  of  people  want  to  go  to  that  district.  A  subway  without  stations 
would  be  of  no  benefit,  but  rather  the  reverse;  and,  unless  rapid  transit  is 
desired,  or  the  congestion  of  travel  is  very  great,  a  subway  with  stations 
at  considerable  distances  apart  will  not  promote  the  growth  of  a  district 
as  well  as  a  system  of  surface  lines,  in  which  the  cars  stop  at  every  corner. 
Obviously,  a  subway  or  elevated  system  should  have  stations  only  at  rela- 
tively considerable  distances  apart,  compared  with  the  distance  between 
stops  of  surtace  cars.  Stations  are  very  expensive  to  construct  and  main- 
tain, and  frequent  stops  diminish  capacity  and  speed  of  trains  or  cars.  A 
subway  is  justified  by  two  conditions: — 

1.  When  the  congestion  on  the  surface  of  the  streets  is  so  great  that 
travel  in  the  surface  fines  is  seriously  interfered  with  and  delayed. 

2.  Where  the  distances  to  be  traversed  are  so  great  that  some  means 
of  more  rapid  transit  than  can  be  permitted  on  the  surface,  even  with 
uncongested  streets,  is  necessary  or  desirable. 

Such  a  construction  is  not  justified  solely  for  the  initial  development  of 
traffic  in  a  district  in  which  it  does  not  already  exist.  Surface  cars  would 
serve  such  a  district,  and  it  would  not  be  until  a  surface  system  should 
prove  inadequate,  on  account  of  its  many  stops  and  the  congestion  in  the 
streets,  that  rehef  should  be  sought  in  a  subway  or  elevated  system.  If 
more  people  wish  to  go  to  or  from  a  given  district  than  can  be  properly 
and  speedily  accommodated  by  a  surface  systeni,  then,  and  then  only,  is 
the  expense  of  a  subway  or  elevated  system  justified. 

A  subway  with  stations  at  comparatively  long  intervals  has  the  inevitable 
effect  of  increasing  real  estate  values  in  the  neighborhood  of  the  stations, 
in  comparison  with  values  at  intermediate  points.  With  a  surface  car 
system  no  such  disparity  exists.  With  adequate  surface  transportation 
values  increase  or  diminish  in  accordance  with  the  other  advantages  or 
disadvantages  of  the  locahty. 

The  proposed  loop  would  have  stations  only  at  Charles  Street,  Park 
Street,  ScoUay  Square  and  Bowdoin  Square.  There  would  probably  be  no 
station  between  the  latter  point  and  Charles  Street.  The  proposed  loop 
would  also  involve  an  elevated  structure  for  a  certain  distance  along 
Charles  Street,  and  the  widening  of  that  street  at  the  entrance  to  the 
subway.  If  large  numbers  of  people  wished  to  go  to  Bowdoin  Square,  it 
would  afford  them  convenient  means  of  doing  so,  but  it  would  probably 
be  an  injury  to  some  parts  of  the  West  End,  and  would  not  give  as  good 
facilities  for  local '  transportation  as  the  surface  cars.  It  would  hardly 
result  in  the  building  up  of  the  district  around  Bowdoin  Square  into  a  large 
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or  imi)ortant  trading  district.  The  trend  in  this  section  of  the  city  seems 
to  be  in  another  direction,  and  transportation  facilities  cannot  artificially 
counteract  such  tendencies. 

The  loop  would  furthermore  result  in  duplicating  the  most  expensive 
portion,  and  at  present  the  least-used  portion,  of  the  Tremont  Street 
subway,  namely,  the  portion  between  Park  Street  and  Scollay  Square. 
This  section  of  the  existing  subway  is  at  present  used  to  much  less  than 
its  full  capacity,  and,  considering  the  great  expense  of  subways  and  the 
urgent  demands  for  them  in  sections  of  the  city  where  none  exist  at  present, 
it  would  be  unfortunate  to  duplicate  this  section  unnecessarily  at  large 
expense.  The  loop,  besides  the  disadvantages  which  have  been  enu- 
merated, would  have  the  additional  disadvantage  that  it  would  involve 
a  grade  crossing  of  the  tracks  at  the  junction  near  Charles  Street. 

Scollay  Square  will  continue  to  be  needed  and  used,  to  as  great  an  extent 
as  the  sidewalk  facilities  in  the  neighborhood  will  allow,  as  a  through 
station  on  the  Tremont  Street  subway,  as  the  terminus  of  the  East  Boston 
tunnel  and  as  the  terminus  of  the  northern  loop  of  the  subway,  around 
which  cars  run  from  East  Cambridge,  Somerville,  Chelsea,  Everett,  Revere, 
Lynn  and  other  points  on  the  Boston  &  Northern  Street  Railway  lines. 
The  congestion  at  the  present  time  on  the  sidewalks  surrounding  Scollay 
Square  and  in  the  neighboring  streets  is  so  great  that  to  move  at  all  rapidly 
it  is  often  necessary  to  walk  in  the  street. 

Considering  all  the  arguments  which  have  been  recited,  the  Joint  Board 
is  unable  to  conclude  that  the  reasonable  demands  of  transportation 
require  the  construction  of  the  proposed  loop.  The  opening  of  the  Cam- 
bridge subway  will  undoubtedly  reduce  some  of  the  traffic  through  Cam- 
bridge Street,  and  will  probably  lead  to  a  reduction  in  the  number  of 
surface  cars  necessary.  That  neighborhood,  however,  is  entitled  to,  and 
should  receive  from  the  Elevated  Railway  Company,  such  facilities  for 
transportation  by  surface  cars  as  it  requires.  If  this  is  given,  it  seems  to 
the  Joint  Board  all  that  can  reasonably  be  asked. 

The  district  in  question  is  small  in  area,  and  no  part  of  it  is  at  present, 
as  compared  with  conditions  in  other  cities,  very  far  from  surface  car, 
subway  and  elevated  transportation.  Appended  to  this  report  is  a  map 
of  the  district,  showing  the  surface  lines  and  the  number  of  cars  per  hour 
at  present  running  through  it;  also  a  count  of  cars  and  passengers  passing 
over  Cambridge  and  Harvard  bridges,  made  by  direction  of  the  Joint 
Board.  It  is  apparent  from  this  map  that  no  portion  of  the  district  is  more 
than  750  feet  from  some  transportation  line. 

It  is_  always  possible,  of  course,  to  improve  transportation  facilities. 
There  is,  however,  a  reasonable  limit  to  such  improvement.  It  is  not 
possible  to  provide  transportation  from  every  point  to  every  other  point 
without  change;  and  local  conditions,  such  as  topography,  width  of  streets, 
character  of  the  district,  etc.,  will  lead  to  necessary  differences  in  the 
accommodation  furnished  to  different  sections.  An  increase  in  transporta- 
tion facilities  would  not  build  up  this  district  into  one  like  the  so-called 
shopping  district  of  Boston. 

Finally,  if  further  facilities  prove  to  be  needed  in  this  district,  the  best 
way  to  furnish  these,  in  the  opinion  of  the  Joint  Board,  would  not  be  by 
the  construction  of  the  proposed  loop,  but  rather  by  an  extension  of  the 
East  Boston  tunnel.  The  terminus  of  this  tunnel  will  probably  be,  at 
some  future  time,  by  means  of  a  loop  underneath  the  present  Scollay 
Square  station.  If  desired,  however,  the  East  Boston  tunnel  tracks 
might  be  extended  and  the  loop  placed  in  Bowdoin  Square,  or  around  some 
block  or  blocks  in  that  vicinity,  as,  for  instance,  by  running  one  track 
westerly  down  Green  Street,  thence  through  Chambers  Street  and  easterly 
through  Cambridge  Street.  The  Joint  Board  does  not,  however,  recom- 
mend any  such  extension  at  the  present  time,  considering  the  very  small 
extent  of  the  area  in  question.  The  distance  from  Scollay  Square  to 
Bowdoin  Square  is  only  1,150  feet,  and  from  Bowdoin  Square  to  Charles 
Street  2,350  feet.  With  surface  cars  running  through  this  district,  as 
shown  by  the  accompanying  map,  it  would  seem  that  the  transportation 
facilities  might  be  considered  fairly  adequate. 
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In  connection  with  its  consideration  of  the  subject-matter  of  this  refer- 
ence, the  Joint  Board  heard  the  advocates  of  certain  other  proposals  with 
respect  to  rapid  transit  which  it  was  claimed  might  affect  its  conclusions, 
deeming  it  proper  that  such  proposals,  though  outside  of  the  scope  of  the 
bills  themselves,  should  be  considered.  The  conclusions  herein  stated  are 
not  to  be  regarded  as  an  expression  of  opinion  as  to  the  merits  of  these 
proposals. 

The  Joint  Board,  therefore,  recommends  no  legislation  on  the  bills  which 
are  the  subject  of  this  report. 

In  this  connection  the  Joint  Board,  in  view  of  the  present  congestion  in 
the  Park  Street  station  at  rush  hours,  deems  it  proper  to  state  that  existing 
accommodations  can  readily  be  increased  to  such  extent  as  may  be  desired 
by  extending  the  platforms  towards  the  south.  This  station  was  originally 
planned  to  occupy  in  width  as  much  space  under  the  Common  as  was  per- 
mitted by  law,  and  its  length  was  determined  by  an  estimate  of  the  area 
required  for  probable  business  and  by  a  desire  to  avoid  injury  to  a  line  of 
old  elms  then  supposed  to  be  in  good  condition,  but  shortly  thereafter 
discovered  to  have  been  so  rotted  by  age  that  safety  required  their  removal. 
An  enlargement  of  the  station,  if  desired,  can  now  be  executed  advan- 
tageously in  connection  with  the  building  of  the  new  station  for  the  Cam- 
bridge line.  Such  enlargement  will  require  special  legislative  authoriza- 
tion, and  the  assent  of  the  West  End  Street  Railway  Company  as  lessee 
and  of  the  Boston  Elevated  Railway  Company  as  assignee  of  the  lease  will 
also  be  necessary.  It  should  be  borne  in  mind  that  the  present  congestion 
will  in  any  event  be  materially  relieved  when  the  new  subway  line  to  Cam- 
bridge is  opened,  and  later  when  the  proposed  Riverbank  subway  to  the 
west  is  constructed,  as  each  of  these  subways  will  have  independent  plat- 
forms, entrances  and  exits. 

This  report  is  unanimously  submitted,  except  that  Mr.  George  G. 
Crocker,  on  account  of  interest,  did  not  sit  with  the  Joint  Board  in  the 
consideration  of  this  resolve. 

WALTER  PERLEY  HALL,  Chairman, 
GEORGE  W.  BISHOP, 
CLINTON  WHITE, 

Board  of  Railroad  Commissioners. 

GEORGE  F.  SWAIN,  Secretary, 
HORACE  G.  ALLEN, 
JOSIAH  QUINCY, 
JAMES  B.  NOYES, 

Boston  Transit  Commission. 
Dec.  31,  1910. 
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Summary  of  Count  of  Cars  and  Passengers,  7  a.m.  to  7  p.m., 
MADE  BY  Direction  of  the  Joint  Board. 

Harvard  Bridge.     {Counted  Sept.  21,  1910,  Weather  Fine.) 


Cars. 

Passengers. 

West-bound. 

Dorchester  and  Roxbury'  cars,     ....... 

Maximum  hour,2  5.10  to  6.10  p.  m.;  32  cars,  1,056  passengers. 

Subwayi  cars, 

Maximum  hour,2  5.10  to  6.10  p.  m.;  57  cars,  2,688  passengers. 

215 
413 

4.109 
11,567 

Total  west-bound,          ........ 

East-hound. 

Dorchester  and  Roxburyi  cars,     ....... 

Maximum  hour,^  5.10  to  6.10  p.  m.;  32  cars,  1,265  passengers. 

Subwayi  cars,        .......... 

Maximum  hour,^  7.20  to  8.20  a.  m. ;  41  cars,  1,576  passengers. 

628 

228 
402 

15,676 

6,442 
10,554 

Total  east-bound,          ........ 

630 

16,996 

Cambridge  Bridge.     {Counted  Sept.  22,  1910,  Weather  Fine.) 


West-hound. 

Cambridge  Street  cars, 

Maximum  hour,2  5.30  to  6.30  p.  m. ;  82  cars,  3,359  passengers. 

Charles  Street  cars,       ......... 

Maximum  hour,2  5.00  to  6.00  p.  m.;  16  cars,  482  passengers. 

511 

88 

10,475 
1,518 

Total  west-bound, 

East-hound. 

Cambridge  Street  cars,          ........ 

Maximum  hour,^  7.40  to  8.40  a   m.;  64  cars,  2,064  passengers. 

Charles  Street  cars, 

Maximum  hour,2  4.10  to  5.10  p.  m. ;  15  cars,  528  passengers. 

599 

499 

85 

11,993 

11,470 
1,809 

Total  east-bound,           .          .         .          .         .          . 

584 

13,279 

1  The  division  of  cars  into  "Subway"  and  "Dorchester  and  Roxbury"  groups  is  propor- 
tioned from  the  total  count  by  actual  count  between  1.30  and  7.00  p.  m. 

2  "Maximum  hour"  gives  the  maximum  number  of  passengers  carried  in  one  hour. 
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The   Commonwealth  of   Massachusetts. 
To  the  Senate  and  House  of  Representatives. 

Chapter  94  of  the  Resolves  of  the  year  1910  reads  as  follows: 

Resolve  to  provide  for  an  Investigation  relative  to  the  Con- 
struction OF  A  Subway  prom  Park  Street  to  the  South  Station 
in  the  City  of  Boston. 

Resolved,  That  the  Boston  transit  commission  is  hereby  authorized 
and  instructed,  after  an  appropriation  sufficient  to  cover  the  expense 
of  the  same,  as  estimated  by  it,  has  been  made  by  the  city  of  Boston, 
to  make  studies,  plans  and  estimates  of  cost  for  the  construction  of  a  sub- 
way from  the  present  subway  station  at  Park  street  to  the  South  station, 
with  proper  terminals  and  connections,  and  to  report  in  print  to  the 
general  court,  on  or  before  the  first  Wednesday  of  January  in  the  year  nine- 
teen hundred  and  eleven,  the  draft  of  a  bill  for  the  construction  of  such 
subway.     [Approved  May  11,  1910. 

By  chapter  139  of  the  Resolves  of  the  year  1910,  the  Board  of  Rail- 
road Commissioners  was  added  to  the  Transit  Commission,  to  constitute 
a  Joint  Board  under  this  resolve. 

On  July  19,  1910,  the  city  council  of  Boston  appropriated  the  sum  of 
$4,000  to  cover  the  expense  of  the  investigation,  such  sum  having  been 
estimated  as  requisite  therefor. 

Thereupon  this  Joint  Board  employed  Mr.  Edmund  S.  Davis,  the  acting 
chief  engineer  of  the  Boston  Transit  Commission,  to  make  studies,  plans 
and  estimates  of  cost  of  the  proposed  subway.  His  report  is  submitted 
herewith  as  Appendix  A. 

House  Bill  No.  659,  submitted  to  the  Legislature  of  1909,  gave  the 
Transit  Commission  authority  to  construct  a  tunnel  between  Park  Street 
and  the  South  Station.  This  bill,  together  with  others  relating  to  trans- 
portation in  the  metropolitan  district,  was,  by  chapter  94  of  the  Resolves 
of  the  year  1909,  approved  May  19,  1909,  referred  to  this  Joint  Board  for 
investigation  and  report,  and  this  Joint  Board  submitted  its  views  in 
Senate  Document  No.  28  of  the  year  1910,  to  which  reference  is  hereby 
made. 

In  that  report  this  Joint  Board  discussed  in  some  detail  the  existing 
facilities  for  reaching  the  South  Station,  and  concluded  its  report  as 
follows  :—- 

■  The  foregoing  statements  show  the  surface  system  of  transportation 
to  and  from  the  South  Station  as  at  present  provided  by  the  Boston 
Elevated  Railway  Company.  It  is,  however,  clear  that  there  is  a  legiti- 
mate demand  for  a  quicker  and  easier  means  of  transportation  between 
this  point  and  several  of  the  centers  of  metropolitan  Boston.  This  can 
best  be  satisfied,  in  our  opinion,  by  a  subway  or  tunnel  connecting  the 
present  Tremont  Street  subway  and  the  Washington  Street  tunnel  with 
the  South  Station.  In  view  of  the  proposed  terminus  of  the  Cambridge 
rapid  transit  line  at  Park  Street,  it  is  our  opinion  .that  an  extension  of  this 
line  to  the  South  Station  is  a  logical  development.  If  constructed,  this 
extension  would  obviously  run  under  Winter  Street,  securing  a  station 
connection  with  the  Washington  Street  tunnel  and  thence  under  Summer 
Street  to  the  station. 

While  we  are  of  opinion  that  under  present  conditions  the  Boston 
Elevated  Railway  Company  ought  not  to  be  called  upon  to  assume  addi- 
tional large  obligations  arising  from  the  construction  and  operation  of 
new  elevated  structures,  subways  and  tunnels  radiating  to  the  suburbs 
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of  Boston,  it  by  no  means  follows  that  its  rapid  transit  system  ought  not 
to  be  extended  by  some  sub-surface  structure  in  the  heart  of  the  city  itself. 
Such  a  connection  is  the  one  proposed  in  substance  m  House  Bill  No.  659, 
which,  if  constructed,  would  co-ordinate  the  existing  lines  of  the  company 
and  create  a  direct,  rapid  and  easy  means  of  connection  between  the  largest 
passenger  terminal  in  the  city  of  Boston  and  the  territory  now  served  by 
the  Washington  Street  tunnel  and  the  Tremont  Street  subway.  While 
the  provisions  of  existing  law  secure  to  the  Boston  Elevated  Railway  Com- 
pany certain  rights  with  respect  to  additional  burdens,  we  are  of  opinion 
that  studies  should  be  made  by  the  Boston  Transit  Commission,  having 
for  their  object  the  construction  of  this  tunnel.  Those  studies  should 
embrace  the  selection  of  a  route,  the  development  of  the  Park  Street 
station,  a  connection  with  the  Washington  Street  tunnel  and  a  terminal 
station  at  or  near  Atlantic  Avenue.  Further  study  also  should  be  made,  in 
connection  with  this  investigation,  of  the  expenses  of  construction,  and, 
so  far  as  possible,  the  land  damages  to  be  paid.  This  investigation  should 
be  seasonably  prosecuted,  and  a  report  made  to  the  General  Court  not 
later  than  Jan.  1,  1911.  If  it  shall  appear  that  no  unforeseen  obstacles 
of  construction  are  disclosed,  and  that  the  total  estimate  of  expense  is  not 
too  great,  permissive  legislation  should  be  enacted  for  the  construction 
of  this  subway.  For  this  purpose  the  Joint  Board  recommends  to  the 
General  Court  the  passage  of  the  following  resolve. 

The  resolve  under  which  this  report  is  made  is  in  the  form  recommended. 

Since  the  previous  report  of  this  Joint  Board  a  contract  has  been  entered 
into  for  the  construction  of  the  Park  Street  station  of  the  Cambridge 
tunnel.  This  station  has  been  designed  so  as  to  allow  the  extension  of 
the  tracks  down  Winter  and  Summer  streets,  passing  under  the  Tremont 
Street  subway  and  the  Washington  Street  tunnel,  having  connections 
with  each. 

The  studies  indicate  that  no  special  difficulties  will  be  encountered  in 
the  extension  of  the  Cambridge  tunnel  to  the  South  Station,  and  that 
convenient  connections  can  be  made  with  the  Tremont  Street  subway,  the 
Washington  Street  tunnel  and  the  South  Station.  For  further  information 
reference  is  made  to  the  report  and  plan  submitted  by  the  engineer. 

The  estimated  cost  of  this  extension,  with  stations,  connections  and 
other  appurtenances,  is  $2,600,000,  not  including  land  damages.  This 
estimate  is  slightly  lower  than  the  rougher  estimate  submitted  with  the 
report  of  last  year.  The  only  expense  for  land  damages  will  probably 
be  for  entrances  and  exits  for  the  station  near  Washington  Street,  and  the 
amount  of  damages  therefor  cannot  be  estimated  until  the  locations  for 
such  entrances  and  exits  are  determined.  The  total  amount  of  such 
damages  will  probably  be  only  a  small  percentage  of  the  cost  of  con- 
struction. 

In  accordance  with  the  opinion  expressed  in  its  report  of  last  year, 
this  Joint  Board  is  of  the  opinion  that  the  demands  of  traffic  and  the 
congestion  of  the  streets  leading  to  the  South  Station  are  such  as  to  render 
now  desirable  the  passage  of  permissive  legislation  for  the  construction 
of  this  subway,  and  it  presents  herewith,  as  Appendix  B,  a  draft  of  a  bill 
for  that  purpose. 

The  above  report  is  unanimously  submitted. 

GEORGE  G.  CROCKER,  Chairman, 
GEORGE  F.  SWAIN,  Secretary, 
HORACE  G.  ALLEN, 
JOSIAH  QUINCY, 
JAMES  B.  NO  YES, 

Boston  Transit  Commission. 

WALTER  PERLEY  HALL, 
GEORGE  W.  BISHOP, 
CLINTON  WHITE, 

Board  of  Railroad  Commissioners. 
Jan.  4,  1911. 
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Boston  Transit  Commission, 
15  Beacon  Street,  Boston,  Dec.  7,  1910. 

PROPOSED  SUBWAY  FROM  PRESENT  SUBWAY  STATION  AT 
PARK  STREET  TO  SOUTH   STATION. 

To  the  Joint  Commission  constituted  by  Resolves  of  1910,  Chapters  94  and  139. 

Gentlemen: — With  reference  to  chapter  94  of  the  Resolves  of  the 
Massachusetts  Legislature,  session  of  1910,  I  beg  leave  to  report  that 
preliminary  studies,  plans  and  estimates  of  cost  have  been  made,  in  com- 
pliance with  your  instructions,  for  the  construction  of  a  subway  from  the 
present  Park  Street  subway  station,  at  the  easterly  end  of  the  tunnel  for 
the  Cambridge  connection,  to  the  South  Station. 

The  plans  provide  for  a  station  east  of  Washington  Street,  with  connec- 
tions to  the  Summer  and  Winter  stations  of  the  Washington  Street  tunnel. 
Entrances  to  and  exits  from  this  station  can  be  made  either  from  the  side- 
walks on  each  side  of  the  street,  with  small  coverings  over  the  stairways, 
or  from  within  private  property,  with  stairways  similar  to  those  in  FrankUn 
Street  and  in  Temple  Place,  for  the  Washington  Street  tunnel.  The  plans 
also  provide  for  a  station  under  Atlantic  Avenue  and  the  present  Elevated 
Railway  station  on  the  westerly  side  of.  the  South  Terminal  railway 
station.  Cross-overs  from  one  track  to  the  other,  to  enable  cars  to  return, 
may  be  located  in  the  portion  of  the  subway  extending  500  feet  south  of 
this  station.  The  approximate  location  and  profile  of  the  route  as  con- 
templated by  one  of  these  studies  is  shown  on  the  accompanying  plan. 

The  cost  of  construction  of  such  a  subway,  with  the  two  stations  before 
mentioned,  including  the  cost  of  making  such  changes  in  the  water  pipes 
and  sewers  as  may  be  required,  and  exclusive  of  land  damages,  is  estimated 
to  be  approximately  $2,600,000. 

Yours  truly, 

EDMUND  S.  DAVIS, 

Acting  Chief  Engineer. 
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AN  ACT  AUTHORIZING  THE  CONSTRUCTION  OF  A  TUNNEL 
FROM   BOSTON   COMMON  TO  THE   SOUTH   STATION. 

Be  it  enacted,  etc.,  as  follows: 

1  Section  1.      The    Boston   transit    commission,    hereinafter    called 

2  the  commission,   may  construct  in  the   city  of   Boston,   hereinafter 

3  called  the  city,  a  tunnel  to  be  designated  as  the  South  station  tunnel, 

4  and  hereinafter  called  the  tunnel,  so  designed  as  to  be  adapted  to 

5  contain  two  railway  tracks,  connecting  with  the  Park  street  station 

6  of  the  Cambridge  connection,  so-called,  under  Boston  common,  and 

7  running   under   Tremont   street.    Winter   street,    Washington   street, 

8  Summer  street,  Dewey  square  and  Atlantic  avenue  south  of  Dewey 

9  square  to  such  point  as  may  be  requisite  for  a  station  having  con- 

10  nections  with  the  South  station,  and  in  and  under  any  other  pubHc 

11  or  private  ways  or  lands,  together  with  approaches,  sidings,  entrances, 

12  stations,   elevators,  inclines,   connections  and  other  structures,  here- 

13  inafter   called   appurtenances,    which   shall   also   include   connections 

14  with  the  Tremont  street  subway,  the  Washington  street  tunnel  and 

15  said  South  statidii. 

1  Section  2.     The  commission  shall  immediately  after  the  passage 

2  of  this  act  make  such  prehminary  investigations,  surveys  and  plans 

3  as  it  deems  expedient,  and  to  that  end  may  enter  upon  any  lands  or 
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4  place  and  maintain  marks  therein,  and  may  make  excavations,  borings 

5  and  do  all  other  acts  necessary  for  such  investigations  and  surveys, 

6  and  may  expend  such  sums  as  it  deems  necessary  therefor.     The  ex- 

7  penses  incurred  in  making  such  preliminary  investigations,  surveys 

8  and  plans,   together  with  the  expenses  already  incurred  under  the 

9  provisions  of  chapter  ninety-four  of  the  resolves  of  the  legislature 

10  of  nineteen  hundred  and  ten,  shall  be  deemed  a  part  of  the  cost  of  the 

11  work. 

1  Section  3.     The  commission  shall  not  begin  the  work  of  construc- 

2  tion  until  it  has  filed  in  the  office  of  the  commissioner  of  public  works 

3  a  plan  signed  by  the  commission,  showing  the  proposed  route  or  the 

4  location  thereof,  and  the  general  form  and  method  of  construction, 

5  the  location  of  proposed  tracks,   stations  and  approaches,   and  the 

6  alignment  and  grade,  which  plan  shall  be  submitted  to  the  Boston 

7  elevated   railway   company,   hereinafter   called   the   company,    which 

8  term  shall  be  deemed  to  include  its  successors  and  assigns,  for  its 

9  approval;   nor  until  the  contract  for  the  use  of  the  tunnel,  hereinafter 

10  provided  for,  has  been  executed.    Any  such  plan  so  filed  may  be  altered 

11  at  any  time  by  a  new  plan  signed  and  filed  in  like  manner. 

1  Section  4.     The   commission   may  make   contracts  in  the   name 

2  of  the  city  for  the  work  herein  authorized,  but  all  contracts  involving 

3  two  thousand  dollars  or  more  in  amount  shall  be  in  writing  and  signed 

4  by  a  majority  of  the  commission;  and  no  such  contract  shall  be  altered 

5  except  by  an  instrument  in  writing,  signed  by  the  contractor  and  a  ma- 

6  jority  of  the  commission,  and  also  by  the  sureties,  if  any,  on  the  bond 

7  given  by  the  contractor  for  the  completion  of  the  original  contract. 

8  No  such  contract  or  alteration  of  any  such  contract  shall  be  valid  or 

9  binding  on  the  city  unless  executed  in  the  manner  aforesaid. 

1  Section  5.     All  work  done  under  this  act  under  or  near  public 

2  streets  and  places  shall  be  conducted,  so  far  as  may  be  practicable, 

3  in  such  manner  as  to  leave  such  streets  and  places,  or  a  reasonable 

4  part  thereof,  open  for  traffic  between  the  hours  of  seven  in  the  fore- 

5  noon  and  six  in  the  afternoon  of  each  secular  day,  except  public  holidays. 

1  Section  6.     The  commission  may  for  the  purpose  of  this  act  use 

2  public  ways  and  lands  without  compensation  therefor,  and  may  take 

3  for  the  city,  by  purchase  or  otherwise,  lands  in  fee  and  easements, 

4  estates  and  rights  in  land,  including  the  right  to  go  under  the  surface 

5  thereof  or  through  or  under  buildings  or  parts  of  buildings  thereon; 

6  and  such  takings  in  fee  or  otherwise  may  be  made  whether  the  lands 

7  taken  or  otherwise  affected  are  held  under  or  by  title  derived  under 

8  eminent    domain    or    otherwise.     A    taking    under    this    section    of 

9  an  easement  or  other  estate  or  right  in  a  given  parcel  of  real  estate, 

10  whether  such  parcel  consists  of  unimproved  land  or  of  land  and  build- 

11  ings,  may  be  confined  to  a  portion  or  section  of  such  parcel  fixed  by 

12  planes  or  other  surfaces  of  division,  below  or  above  or  at  the  surface 

13  of  the  soil;   and  in  such  case  no  taking  need  be  made  of  upper  or  lower 

14  portions  or  sections,  except  of  such  easements  therein,  if  any,  as  the 

15  commission   may  deem  necessary.     The   commission,   to   make  any 

16  taking  by  right  of  eminent  domain,  shall  cause  to  be  recorded  in  the 

17  registry  of  deeds  for  the  county  of  Suffolk  a  description  of  the  lands, 

18  easements,  estates  or  rights  to  be  taken,  as  certain  as  is  required  in 

19  a  common  conveyance  of  land,  with  the  statement  that  the  same  are 

20  taken  under  authority  of  this  act,  which  description  and  statement 

21  shall  be  signed  by  the  commission"    and  the  lands,  easements,  estates 

22  or  rights  therein  described  shall  upon  such  recording  be  taken  for  and 

23  shall  vest  in  the  city.    The  commission  shall,  so  far  as  may  be  prac- 

24  ticable,  notify  all  known  owners  of  such  taking,  but  the  validity  thereof 

25  shall  not  be  affected  by  want  of  such  notice. 

1  Section  7.     The   commission   may   sell   the   buildings   and    other 

2  structures  upon  any  lands  taken  by  it,  or  may  remove  the  same;  and 

3  shall  sell,  if  a  sale  be  practicable,  or  if  not  shall  lease,  any  lands,  or 

4  rights  or  interests  in  land  or  other  property  so  taken  or  purchased  for 
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5  the  purposes  of  this  act,  whenever  the  same  shall,  in  the  opinion  of  the 

6  commission,  cease  to  be  needed  for  such  purposes.     The  proceeds  of 

7  such  sales  and  leases  and  the  fair  valuation  of  any  such  lands  or  other 

8  property  no  longer  needed  for  such  purposes,  but  not  actually  sold, 

9  shall  be  deducted  from  the  cost  of  the  subway  for  the  purjaoses  of 
10  ascertaining  the  rental  thereof. 

1  Section  8.     The  commission  shall  determine  and  award  the  damages 

2  sustained  by  any  person  by  reason  of  property  taken  or  injured  by 

3  the  commission  under  authority  of  this  act,  except  public  ways  or 

4  lands,  and  may  agree  with  any  person  as  to  the  amount  to  be  paid 

5  as  damages  sustained  by  him  for  any  property  so  taken  or  injured, 

6  which  damages  the  city  shall  be  liable  to  pay.     If  such  person  is  dis- 

7  satisfied  with  such  award,  or  cannot  agree  with  the  commission  upon 

8  his  damages,  the  same  may  be  determined  by  a  jury  in  the  superior 

9  court  for  the  county  of  Suffolk,  on  petition  therefor  of  such  person 

10  or  of  the  commission  against  the  city,  filed  in  the  clerk's  office  within 

11  one  year  after  such  property  is  so  taken  or  injured;  and  judgment 

12  shall  be  entered  upon  the  determination  of  such  jury  and  costs  shall 

13  be  taxed  and  execution  issued  in  favor  of  the  prevailing  party  as  in 

14  civil  cases.     The  members  of  the  commission  shall  not  be  personally 

15  liable  for  any  such  damage. 

1  Section  9.     The   commission  may  order  the  temporary  removal 

2  or  relocation  of  any  surface  tracks,  and  the  temporary  or  permanent 

3  removal  or  relocation  of  any  conduits,  pipes,  wires,  poles  or  other 

4  property  of  any  person  or  corporation  which  it  deems  to  interfere  with 

5  the  construction  or  operation  of  the  tunnel,  and  shall  grant  new  loca- 

6  tions  for  any  such  structures  so  removed  or  relocated.     Such  orders, 

7  to  the  extent  specified  therein,  shall  be  deemed  a  revocation  of  the 

8  right  or  license  to  maintain  such  tracks,  conduits,  pipes,  wires,  poles 

9  or  other  property,  and  the  owner  of  any  such  structures  in  public 

10  ways  or  lands  shall  comply  with  such  orders  without  expense  to  the 

11  city.     If  such  owner  shall  fail  to  comply  with  the  order  of  the  com- 

12  mission  within  a  reasonable  time,  to  be  fixed  in  the  order,  the  commis- 

13  sion  may  discontinue  and  remove  such  tracks,  conduits,  pipes,  wires, 

14  poles  or  other  property,  and  may  relocate  the  same,  and  the  cost  of 

15  such  discontinuance,  removal  or  relocation  shall  be  repaid  to  the  city 

16  by  the  owner.     No  such  discontinuance,  removal  or  relocation  shall 

17  entitle  the  owner  of  the  property  thus  affected  to  any  damages  on 

18  account  thereof.     Any  such  structures  in  or  upon  private  lands  may 

19  be  removed  and  relocated  by  the  commission,  or  if  removed  and  relo- 

20  cated  by  the  owner  thereof,  the  reasonable  expense  shall  be  repaid  to 

21  him  by  the  commission.     Any  gas  or  electric  lighting  company  may 

22  shut  off  the  gas  or  current  from  any  pipes  or  wires  affected  by  any  acts 

23  done  hereunder,  when  and  so  far  as  may  be  necessary  to  avoid  danger 

24  of  escape  or  explosion  of  gas,  or  other  public  danger. 

1  Section  10.     After  the  acceptance  of  this  act  and  within  three 

2  months  from  the  final  determination  by  the  commission  or  by  the 

3  board   of   raUroad   commissioners,   hereinafter   called   the   board,    on 

4  appeal,  of  all  important  questions  required  to  be  decided  before  con- 

5  struction  begins,  the  commission  shall  execute  with  the  company,  in 

6  the  name  of  the  city  of  Boston,  the  company  consenting  thereto,  a 

7  contract  in  writing  for  the  sole  and  exclusive  use  of  the  tunnel  by  the 

8  company,  for  the  running  of  its  cars  therein  and  for  other  purposes, 

9  for  a  term  of  *  years  from  the  beginning  of  the  use 

10  thereof,    at   an   annual  rental   equal   to  per   cent. 

11  of  the  net  cost  thereof,  and  upon  such  other  provisions  and  conditions, 

12  not  affecting  the  term  or  rental,  and  following  the  form  of  the  lease 

13  made  by  and  between  the  commission  and  the  company  for  the  use 

14  of  the  Washington  Street  tunnel,  so  far  as  the  same  may  be  applicable, 

15  as  the  commission  and  the  company  may  agree  upon,  or,  in  case  of 

16  difference,  as  the  board  may  determine.     The  provisions  of  this  act,  in  so 

17  far  as  they  declare,  define  or  establish  the  terms  and  conditions  for  the 
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18  construction,  tenure,  maintenance  and  operation  of  the  tunnel,  shall 

19  be  embodied  in  and  made  part  of  said  contract.     The  use  of  the  tunnel 

20  shall  begin  when,  in  the  opinion  of  the  commission,  a  reasonable  time 

21  after  completion    has    been    allowed    for  equipment.     The  net   cost 

22  thereof  shall  be  deemed  to  include,  except  as  herein  otherwise  pro- 

23  vided,    all    expenditures    incurred    in    acquisition    and    construction, 

24  including  damages,  expenses  and  salaries  of  the  commission,  and  interest 

25  at  three  and  one-fourth  per  cent,  per  annum  on  the  debt  incurred  in 

26  construction  prior  to  the  beginning  of  the  use. 

27  The  company  may,  for  the  purpose  of  this  act,  including  all  equip- 

28  ment  or  other  expenditure  by  the  company  required  or  authorized 

29  hereby,  from  time  to  time,  in  the  manner  and  subject  to  the  require- 

30  ments  prescribed  by  law,  issue  and  dispose  of  such  amounts  of  its 

31  capital  stock  or  bonds,  at  its  option,  in  addition  to  the  amounts  here- 

32  tofore  authorized,  as  may  be  necessary  therefor. 

33  In  respect  to  the  equipment,  use  and  operation  of  the  railway  to  be 

34  located  in  the  tunnel,  and  transportation  thereon,  the  company  shall 

35  have  all  the  powers  and  privileges,  and  be  subject  to  all  the  duties, 

36  liabihties,  restrictions  and  provisions,  set  forth  in  general  and  special 

37  laws  now  or  hereafter  in  force  apphcable  to  it,  so  far  as  the  same  do 

38  not  impair  contract  rights  or  privileges  acquired  under  any  law  or 

39  otherwise. 

1  Section  11.     Upon  the  determination  by  the  commission  of  any 

2  important  question  arising  in  the  course  of  the  work  herein  provided 

3  for  upon  which  the  company  has  previously  requested  a  hearing, 

4  except  an  award  of  or  agreement  upon  damages,  as  provided  in  section 

5  eight  hereof,  the  company  may  within  three  days  after  notice  of  such 

6  determination  apply  to  the  board  for  a  revision  of  the  same,  and  there- 

7  upon  the  board  may  consider  and  finally  determine  such  question. 

1  Section  12.     The  treasurer  of  the  city  shall  from  time  to  time,  on 

2  request  of  the  commission,  issue  and  sell  at  public  or  private  sale  the 

3  bonds  of  the  city,  registered  or  with  interest  coupons  attached,  as  he 

4  may  deem  best,  to  an  amount  not  exceeding  the  cost  of  the  tunnel 

5  herein  provided  for.     Such  bonds  shall  be  designated  on  their  face, 

6  South  Station  Tunnel  Loan;    shall  be  for  such  terms,  not  exceeding 

7  fifty  years,  as  the  mayor  and  treasurer  of  the  city  may  determine;  and 

8  shall  bear  interest  payable  semi-annually,  at  such  rate,  not  exceeding 

9  four  per  cent,  per  annum,  as  the  treasurer  shall  determine.     The  debts 

10  incurred  by  the  city  from  time  to  time  under  the  provisions  of  this  act 

11  shall  not  be  included  in  determining  the  limit  of  indebtedness  of  the 

12  city  as  established  by  law,  and  the  proceeds  of  such  bonds  shall  be  used 

13  to  meet  all  damages,  costs  and  expenses  incurred  by  the  commission 

14  or  by  the  city  in  carrying  out  the  provisions  of  this  act.     The  board 

15  of  commissioners  of  sinking  funds  shall  establish  a  sinking  fund  for  the 

16  payment  of  the  bonds  issued  under  this  act.     All  premiums  received 

17  from  the  sale  thereof  shall  be  paid  into  the  sinking  fund.     All  rents, 

18  tolls,  percentages  or  other  annual  compensation  received  by  the  city 

19  for  any  use  of  the  tunnel  under  this  act,  or  for  any  use  of  any  lands  or 

20  rights  taken  under  authority  of  this  act,  shall  annually  be  used  by  the 

21  treasurer,  first,  to  meet  the  requirements  of  any  deficiency  in  the  sinking 

22  fund;    second,  to  meet  the  interest  on  the  bonds;   and  the  surplus,  if 

23  any,  as  a  part  of  the  general  revenue  of  the  city.     The  proceeds  from 

24  any  sale  or  lease  of  lands  or  rights  taken  by  purchase  or  otherwise 

25  under  authority  of  this  act  shall  be  paid  into  the  sinking  fund,  or  shall 

26  be  used  for  construction,  as  the  commission  may  determine. 

1  Section  13.     The  supreme  judicial  court  and  the  superior  court, 

2  upon  application  of  any  party  in  interest,  including  the  company,  the 

3  city,  or  any  ten  taxable  inhabitants  thereof,  may  enforce  or  prevent 

4  violation  of  the  provisions  of  this  act  by  any  appropriate  process. 

1  Section  14.     This  act  shall  take  effect  upon  its  acceptance  by  the 

2  company,  by  vote  of  its  board  of  directors  and  return  thereof,  within 

3  two  months  after  its  passage. 
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The  Commonwealth  op  Massachusetts. 
To  the  Senate  and  House  of  Representatives. 
Chapter  97  of  the  Resolves  of  the  year  1910  reads  as  follows:  — 

Resolve  to  provide  for  a  Report  by  the  Boston  Transit  Commis- 
sion ON  Certain  Proposed  Improvements  in  Transportation  in 
THE  City  of  Boston. 

Resolved,  That  the  Boston  transit  commission  is  hereby  authorized  and 
directed  to  investigate  and  report  in  print  to  the  next  general  court  on 
or  before  the  second  Saturday  in  January,  nineteen  hundred  and  eleven, 
whether  or  not  in  its  opinion  it  is  advisable  and  for  the  public  interest 
to  grant  any  or  all  of  the  following  petitions  for  legislation,  namely :  — The 
petition  of  Charles  L.  Carr  for  legislation  to  provide  rapid  transit  to  and 
through  the  Dorchester  district  of  the  said  city,  which  petition  is  accom- 
panied by  House  bill  number  eight  hundred  and  eleven;  the  petition  of 
William  S.  McNary  and  others  for  legislation  to  provide  improved  transit 
between  that  part  of  the  city  of  Boston  known  as  the  city  proper  and 
Dorchester  and  South  Boston,  the  said  petition  being  accompanied  by 
House  bill  number  eight  hundred  and  twelve;  and  also  the  petition  of 
William  S.  McNary  and  others  to  provide  for  rapid  transit  between  the  city 
proper  and  the  South  Boston  district,  the  said  petition  being  accompanied 
by  House  bill  number  eight  hundred  and  thirteen.  The  said  commission 
shall  report  under  what  conditions  and  restrictions,  if  any,  and  in  what 
form  the  said  legislation  should  be  granted.  The  said  commission  is  also 
directed,  after  an  appropriation  sufficient  to  cover  the  expense  of  the 
same  as  estimated  by  it  has  been  made  by  the  city  of  Boston,  to  give 
public  hearings,  and  to  investigate  and  report  in  print,  on  or  before  the 
date  above  mentioned,  a  route  for  a  subway  or  tunnel  to  the  Dorchester 
district  of  the  city  of  Boston,  including  such  connections  with  the  South 
Boston  district  as  public  interest  may  require,  the  said  subway  or  tunnel 
to  start  at  or  near  the  South  station,  at  a  point  convenient  for  a  junction 
with  the  proposed  tunnel  from  Park  street,  and  to  run  to  such  point  in 
or  near  the  Dorchester  district  as  will  most  conveniently  provide  rapid 
transit  between  Boston  proper  and  Dorchester  and  South  Boston.  The 
commission  shall  embody  in  its  report  an  estimate  of  the  cost  of  con- 
structing such  subway  or  tunnel.     [Approved  May  13,  1910. 

By  chapter  139  of  the  Resolves  of  the  year  1910  the  Board  of  Railroad 
Commissioners  was  added  to  the  Transit  Commission,  to  constitute  a 
Joint  Board  to  consider  the  matters  covered  by  this  resolve. 

On  July  19,  1910,  the  city  of  Boston  appropriated  the  sum  of  $3,500 
to  cover  the  expense  of  the  investigation  authorized  by  this  resolve,  such 
sum  being  the  estimated  amount  of  such  expense. 

In  accordance  with  this  resolve  the  Joint  Board  has  held  public  hear- 
ings, duly  advertised,  and  has  made  studies,  plans  and  estimates  of  cost 
for  the  subway  referred  to,  and  it  now  submits  its  report  as  follows: — 

Among  the  bills  referred  to  the  same  Joint  Board  by  the  General  Court 
of  1909,  under  chapter  94  of  the  Resolves  of  that  year,  relating  to  addi- 
tional subways  and  other  transportation  improvements  in  the  metropolitan 
district,  all  of  which  were  reported  upon  to  the  Legislature  of  1910  (printed 
as  Senate  Document  No.  28  of  that  year),  were  two  bills  (House  Bill 
No.  1030  and  House  Bill  No.  339),  providing  for  the  construction  of  sub- 
ways to  South  Boston.  The  former  bill  provided  for  a  subway  to  Marine 
Park;  the  latter  for  a  subway  from  "the  junction  of  Broadway  and  Wash- 
ington Street  or  near  by"  to  the  junction  of  Broadway  and  Dorchester 
Avenue.     A  third  bill  referred  to  this  Joint  Board  by  the  same  resolve 
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(House  Bill  No.  236)  provided  for  the  construction  of  a  subway  from  the 
corner  of  Tremont  and  Park  streets  to  Milton  Lower  Mills. 

In  its  report  to  the  Legislature  of  1910  upon  these  bills  this  Board 
stated  the  objections  to  extending  the  subway  system  either  to  Marine 
Park,  South  Boston,  or  to  Milton  Lower  Mills.  It  was  pointed  out  that 
the  traffic  between  the  transfer  station  on  Dorchester  Avenue  and  Marine 
Park  was  insufficient  to  justify  the  construction  of  a  subway  having  its 
terminal  at  the  latter  point,  and  the  expense  of  constructing  such  a  sub- 
way from  a  connection  with  the  Tremont  Street  subway  was  estimated 
at  16,000,000  to  18,000,000,  exclusive  of  land  damages.  It  was  also 
pointed  out  that  the  cost  of  the  proposed  subway  to  Milton  Lower  Mills, 
estimated  at  over  $13,000,000  without  land  damages,  was  prohibitory, 
and  that  the  present  population  living  near  the  proposed  line  and  to  the 
south  of  Andrew  Square  was  quite  insufficient  to  support  a  subway.  The 
Joint  Board  has  not  changed  these  opinions;  but  in  its  present  report, 
based  upon  different  petitions  and  bills,  it  is  able  to  deal  with  the  far 
more  practicable  proposals  of  affording  the  people  of  South  Boston  and 
Dorchester  a  subway  which  will  not  extend  through  Dorchester  to  the 
confines  of  the  city,  but  will  afford  the  people  of  those  districts  rapid 
transit  to  a  terminal  at  Andrew  Square,  with  transfers  to  surface  cars. 

In  its  reports  to  the  Legislature  of  1910  this  Board  recognized  the  fact 
that  the  first  step  in  the  direction  of  the  construction  of  any  of  the  sub- 
ways then  before  it  for  report  should  be  the  extension  of  the  Cambridge 
tunnel  to  the  South  Station.  It  therefore  recommended  that  further 
detailed  studies  be  made  in  relation  to  such  a  subway,  and  suggested  the 
desirability  of  permissive  legislation  for  its  construction.  Such  studies 
have  been  made,  and  such  permissive  legislation  is  now  definitely  recom- 
mended by  this  Joint  Board  in  another  report  which  it  is  making  to  the 
Legislature  under  the  provisions  of  chapter  94  of  the  Resolves  of  1910. 

The  bills  referred  to  this  Joint  Board  by  chapter  97  of  the  Resolves  of 
the  year  1910,  quoted  above,  are  as  follows:  House  Bill  No.  811,  "To 
provide  for  Rapid  Transit  to  and  through  the  Dorchester  District  of  the 
City  of  Boston;"  House  Bill  No.  812,  "To  provide  for  the  Construction 
of  the  Dorchester  Subway  in  the  City  of  Boston;"  House  Bill  No.  813, 
"To  provide  for  the  Construction  of  the  South  Boston  Subway  in  the 
City  of  Boston." 

Studies,  counts  and  observations  of  traffic,  borings,  plans  and  estimates 
have  been  made  by  the  acting  chief  engineer  and  the  engineering  staff 
of  the  Transit  Commission,  some  of  which,  together  with  the  report  of 
the  acting  chief  engineer,  are  submitted  as  an  Appendix  to  this  report. 

It  may  conduce  to  a  clearer  understanding  of  the  situation  with  refer- 
ence to  the  proposed  subways  if  brief  reference  is  made  to  the  special 
report  made  by  the  Transit  Commission  to  the  Legislature  five  years  ago 
(Jan.  19,  1906),  on  the  general  question  of  transportation  in  the  metro- 
politan district. 

At  that  time  elevated  trains  were  being  run  through  the  Tremont  Street 
subway;  the  Washington  Street  tunnel  was  under  construction,  but  far 
from  completion.  Provision  had  been  made  by  the  Legislature  for  the 
construction  of  a  so-called  "east-side  subway"  for  surface  cars,  to  be 
located  east  of  the  Washington  Street  tunnel.  No  provision  had  then 
been  made  for  the  Riverbank  subway,  or  for  the  Boston  end  of  the  Cam- 
bridge subway,  although  chapter  500  of  the  Acts  of  the  year  1897  con- 
templated a  subway  in  and  under  Cambridge  Street,  Bowdoin  Square  and 
Court  Street,  to  enable  surface  cars  coming  in  over  the  Cambridge  bridge 
to  reach  an  underground  station  in  Scollay  Square.  Nor  had  any  provision 
been  made  for  the  extension  of  the  elevated  railway  structure  over  the 
Craigie  bridge,  or  to  Maiden.  The  entire  district,  therefore,  to  the  west 
and  northwest  of  Boston,  including  the  Back  Bay,  Brighton,  Brookline 
and  the  parts  of  Boston  tributary  to  Huntington  Avenue,  together  with 
Cambridge,  Waltham,  Arlington,  etc.,  were  actually  dependent  for  rapid 
transit  upon  the  tracks  of  the  Tremont  Street  subway  between  the  entrance 
in  the  Public  Garden  and  the  Boylston  Street  station,  while  the  con- 
struction of  a  short  subway  under  Cambridge  and  Court  streets  was  a 
possibility  of  the  future. 
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As  a  result  of  its  studies  at  that  time,  the  Transit  Commission  reported 
that,  with  the  construction  first  of  the  Washington  Street  tunnel  and 
later  of  the  east  side  subway,  reasonable  facilities  would  be  afforded  for 
the  traffic  from  the  south,  and  that  the  imperative  need  was  for  additional 
transit  facilities  from  the  west. 

The  year  after  this  report  was  made  the  Legislature  of  1907  rescinded 
those  provisions  of  the  act  of  the  year  1902  which  provided  for  the  con- 
struction of  an  east  side  subway,  and  substituted  therefor  the  Riverbank 
subway,  to  extend  westward  from  Park  Street  station  to  a  point  near 
the  junction  of  Beacon  Street  and  Commonwealth  Avenue.  This  act 
provided  for  the  additional  facilities  for  traffic  moving  east  and  west  which 
had  been  urgently  recommended  by  the  Transit  Commission,  but  it  dimin- 
ished the  authorized  transit  facilities  for  traffic  moving  south  and  north. 
Since  that  time,  also,  the  subway  in  Cambridge  has  been  finally  authorized 
and  is  now  nearly  completed,  together  with  the  connection  under  Beacon 
Hill  bringing  it  to  a  new  station  at  Park  Street  on  a  lower  level. 

It  appears,  therefore,  that  the  Legislature  has,  since  1906,  provided 
for  additional  transportation  facilities  for  the  population  l3dng  to  the  west 
of  Boston  proper,  but  has  curtailed  those  previously  authorized  for  the 
population  lying  to  the  south. 

From  the  plan  of  the  metropolitan  district  submitted  herewith  with  the 
report  of  Mr.  Edmund  S.  Davis,  acting  chief  engineer  of  the  Transit  Com- 
mission, the  following  appears: — 

Sq.  Miles. 

The  district  to  the  north  and  northwest,  which  will  be 
served,"  among  others,  by  the  extension  of  the 
Boston  Elevated  to  Maiden,  has  an  area  of      .        .        17.92 

With  a  population  of  about 164,000 

Towards  the  northeast,  tributary  to  the  East  Boston 

tunnel  lines,  there  is  an  area  of  about        .        .        .       14 .  60 

With  a  population  of  about 121,000 

Towards  the  west,  tributary  to  the  Cambridge  subway 
and  the  Craigie  bridge  elevated  extension,,  there  is 

an  area  of  about 19 .  00 

With  a  population  of  about 183,000 

Towards  the  west  and  southwest,  tributary  to  the 
Riverbank  subway,  to  the  Boylston  Street  branch 
of  the  Tremont  Street  subway,  and  also,  to  a  small 
extent,  tributary  to  the  Tremont  Street  entrance  of 
the  latter  subway,  there  is  an  area  of  about         .        .       30 .  00 

With  a  population  of  about 210,000 

Towards  the  south  and  west,  tributary  to  the  Wash- 
ington Street  tunnel  and  to  the  elevated  extension 
to  Forest  Hills,  there  is  an  area  of  about      .        .        .        14 .  00 

With  a  population  of  about 186,000 

Towards  the  south  and  east  there  is  a  region  which  would 
naturally  be  tributary  to  a  new  subway  or  elevated 

line,  embracing  nearly 30 .  00 

With  a  population  of  about .        .    190,000 

The  boundaries  of  the  areas  above  named  are  necessarily  somewhat 
arbitrary.  In  no  case  is  any  territory  included  which  lies  more  than  ten 
miles  from  the  City  Hall.  It  must  also  be  borne  in  mind  that  the  Tremont 
Street  subway  is  not,  strictly  speaking,  intended  for  rapid  transit  to  the 
suburbs,  like  the  Cambridge  connection  tunnel  under  Beacon  Hill  or  the 
Washington  Street  tunnel;  it  is  a  short  subway  running  only  through  the 
heart  of  the  city,  and  rendered  necessary  by  the  congestion  in  the  streets. 

The  last-named  area,  lying  to  the  south  and  east  of  Boston  proper, 
embracing  South  Boston  and  parts  of  Dorchester  within  the  city  limits, 
and  Milton  and  Quincy  beyond  them,  has  now  no  direct  rapid-transit 
electric  lines,  whether  underground  or  elevated,  leading  to  the  center  of 
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the  city.  Its  inhabitants  must  depend  upon  surface  oars  or  upon  the  steam 
lines  of  the  New  York,  New  Haven  &  Hartford  Railroad  system,  which 
with  its  various  branches,  affords  steam  transportation  to  the  South 
Station. 

In  addition  to  surface  cars  and  steam  railroad  facilities,  however,  rapid 
transit  by  elevated  or  subway  lines  is  very  desirable,  and  in  that  respect 
this  district  is  clearly  at  a  disadvantage  as  compared  with  most  of  the  other 
outlying  districts  surrounding  Boston  proper. 

The  observations  with  reference  to  surface-car  transportation  to  and 
from  this  district,  the  counts  of  cars  and  passengers,  and  the  other  infor- 
mation, obtained  for  the  purpose  of  this  report,  set  forth  in  the  report  of 
the  acting  chief  engineer  of  the  Transit  Commission,  show  that  the  present 
surface  facilities  are  inadequate,  the  time  occupied  in  going  even  short 
distances  entirely  too  great,  and  the  cars  overcrowded;  these  facts  disclose 
the  urgent  need  of  improved  facilities. 

Many  of  the  inhabitants  of  that  part  of  the  Dorchester  district  lying 
nearest  to  the  elevated  railway  use  the  Washington  Street  tunnel  trains 
to  Dudley  Street  and  surface  cars  beyond,  in  spite  of  the  fact  that  this  route 
to  their  homes  is  longer  than  that  of  the  surface  cars  running  through 
South  Boston.  Both  the  tunnel  trains  and  the  surface  cars  are  much 
overcrowded  in  the  rush  hours,  and  there  is  urgent  need  for  relief. 

The  population  of  the  Dorchester  district  is  rapidly  increasing,  probably 
as  rapidly  as  that  of  any  of  the  suburban  districts. 

The  entire  district  which  would  be  tributary  to  the  proposed  subway, 
containing,  at  the  present  time,  as  above  stated,  a  population  of  about 
196,000,  is  without  tunnel,  subway  or  elevated  rapid-transit  facilities  and 
is  estimated  to  have  a  population  in  1930  of  297,000.  With  the  growth  of 
the  district  the  present  traffic  conditions  will  rapidly  grow  worse,  unless 
some  relief  is  afforded. 

As  a  result  of  its  investigations  with  reference  to  this  matter,  the  Joint 
Board  has  reached  the  conclusion  that  the  reasonable  demands  of  the 
pubUc  require  the  extension  of  the  Cambridge  tunnel  under  Fort  Point 
Channel  and  Dorchester  Avenue  to  the  neighborhood  of  Andrew  Square. 
If  convenient  means  are  there  afforded  for  transfer  to  surface  cars,  the 
Joint  Board  "believes  that  reasonable  facilities  will  be  afforded  for  the 
present  for  transportation  to  and  from  the  Dorchester  district,  and  that 
substantial  relief  from  the  present  overcrowded  condition  of  cars  and 
congestion  of  streets,  with  consequent  loss  of  time,  will  be  afforded. 

It  appears,  further,  that  such  a  subway  will  not  only  be  consistent  with, 
but  will  be  required  for,  a  harmonious  development  of  a  comprehensive 
transportation  system  for  the  metropolitan  district.  This  system,  as  now 
built  or  provided  for,  consists  of  lines  radiating  in  all  directions  into  the 
suburbs.  To  the  northeast  is  the  East  Boston  tunnel;  to  the  north,  the 
elevated  line  to  Sullivan  Square  and  Maiden;  to  the  northwest,  the  Craigie 
bridge  elevated  line;  still  farther  to  the  west,  the  Cambridge  tunnel;  to 
the  west  and  southwest,  the  projected  Riverbank  subway  and  the  Boylston 
Street  branch  of  the  Tremont  Street  subway;  to  the  south,  the  Tremont 
Street  subway  and  the  Washington  Street  tunnel,  with  the  elevated  exten- 
sion to  Forest  Hills.  A  gap  in  this  system  of  radiating  lines  would  be  filled 
by  the  construction  of  a  rapid-transit  line  from  the  South  Station  towards 
the  south  and  southeast,  as  herein  recommended.  If  such  a  line  is  built, 
the  trains  or  cars  from  Cambridge,  instead  of  reversing  at  Park  Street  or 
at  the  South  Station,  could  continue  to  the  proposed  southerly  terminus 
near  Andrew  Square  and  start  from  that  point  on  their  return  trip  to 
Cambridge. 

The  estimated  cost  of  such  a  subway,  from  a  point  five  hundred  feet  south 
of  the  proposed  subway  station  in  Atlantic  Avenue,  near  the  South  Terminal, 
running  under  Fort  Point  Channel  and  Dorchester  Avenue,  with  a  station 
at  the  junction  of  Broadway  and  Dorchester  Avenue  and  a  sub-surface 
terminal  near  Andrew  Square,  is  $3,500,000.  The  proposed  extension  of 
the  Cambridge  tunnel  to  the  South  Station  contemplates  a  station  in 
Atlantic  Avenue,  with  the  tracks  extended  about  five  hundred  feet  south 
of  such  station,  to  enable  trains  to  cross  over  to  the  other  track  before 
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reversing  their  direction.  The  estimate  for  the  extension  to  Andrew 
Square  is  therefore  made  from  a  point  at  the  end  of  the  contemplated  tracks 
in  Atlantic  Avenue. 

The  Joint  Board  is  requested  by  the  resolve  to  report  "under  what 
conditions  and  restrictions,  if  any,  and  in  what  form  the  said  legislation 
shall  be  granted."  The  provisions  of  the  draft  bill  accompanying  the  report 
of  this  Joint  Board  under  Resolves  of  1910,  chapter  94,  may  be  referred 
to  as  containing  the  necessary  conditions  and  restrictions,  and  that  draft  bill, 
with  appropriate  modification  as  to  terminals,  route  and  title  of  loan, 
may  be  used  as  a  form  for  the  legislation  herein  recommended. 

The  above  report  is  unanimously  submitted. 

GEORGE   G.   CROCKER,  Chairman, 
GEORGE   F.    SWAIN,  Secretary, 
HORACE   G.   ALLEN, 
JOSIAH   QUINCY, 
JAMES   B.   NOYES, 

Boston  Transit  Commission. 

WALTER  PERLEY   HALL, 
GEORGE  W.   BISHOP, 
CLINTON  WHITE, 

Board  of  Railroad  Commissioners. 
Jan.  4,  1911. 


APPENDIX. 
PROPOSED  SUBWAY  TO  SOUTH  BOSTON  AND  DORCHESTER. 

Boston  Transit  Commission, 
15  Beacon  Street,  Boston,  Dec.  12,  1910. 

To  the  Joint  Commission  constituted  by  the  Resolves  of  1910,  chapters  97  and 
139. 

Gentlemen: — With  reference  to  chapter  97  of  the  Resolves  of  the 
Massachusetts  Legislature,  session  of  1910,  in  regard  to  improved  methods 
of  transit  between  the  city  proper  and  South  Boston  and  Dorchester,  I 
beg  leave  to  report  that  preliminary  studies  and  estimates  have  been 
made,  in  compliance  with  your  instructions,  for  a  subway  or  tunnel  from  a 
point  in  Atlantic  Avenue,  near  the  South  Station,  at  the  southerly  end  of 
the  proposed  subway  or  tunnel  from  Park  Street  to  the  South  Station, 
and  thence  running  southerly  under  Atlantic  Avenue,  railroad  property. 
Fort  Point  Channel  and  other  property  to  Dorchester  Avenue  near  Broad- 
way or  Dover  Street,  thence  southerly  under  Dorchester  Avenue  to  Andrew 
Square,  with  stations  in  South  Boston  near  Broadway  or  Dover  Street 
and  at  Andrew  Square. 

Connection  can  be  made  at  Andrew  Square  with  cars  coming  through 
Dorchester  Street  from  South  Boston,  and  also  with  cars  coming  through 
Dorchester  Avenue  and  Boston  Street  from  Dorchester  and  the  district 
beyond. 

Tables  and  diagrams  giving  the  results  of  observations  of  the  number 
of  passengers  carried  by  the  street  cars,  the  running  time  of  the  cars  and 
studies  of  the  growth  of  the  population  of  the  metropohtan  district  are 
given  in  this  report. 

Rush  Hours. 

The  number  of  passengers  is  several  times  greater  during  the  morning 
and  evening  hours  than  during  other  hours  of  the  day.  The  traffic  is  greatest 
during  the  evening  hours,  the  maximum  hour  in  South  Boston  being  from 
5.20  P.M.  to  6.20  P.M.,  or  thereabouts.  As  the  traffic  rate  during  this  hour 
may  determine  the  capacity  of  a  proposed  subway,  the  observations  of 
the  traffic  to  South  Boston  and  Dorchester  have  been  largely  confined  to 
the  evening  hours. 

Total  Number  of  Rides  per  Year  and  Per  Capita  per  Year. 
The  total  number  of  passengers  per  year  carried  by  the  Boston  Elevated 
Railway  Company  continues  to  increase  in  a  fairly  uniform  manner,  the 
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total  for  1909  being  a  little  over  281,000,000.  Partly  owing,  perhaps,  to 
the  use  of  the  automobile,  the  increase  in  the  average  annual  number  of 
rides  per  inhabitant  has  been  halted.  Since  1907  it  remains  at  about  209, 
the  figure  for  1909  being  208.     (See  Diagram  A.) 

Area  Tributary  to  the  Proposed  Subway. 
The  area  which  it  is  assumed  would  be  served  by  this  proposed  subway 
lies  between  the  Midland  Division  of  the  New  York,  New  Haven  &  Hart- 
ford Railroad  and  the  sea.  This  area  comprises  the  whole  of  South  Boston, 
a  large  part  of  Dorchester,  the  city  of  Quincy  and  the  town  of  Milton. 
It  has  a  total  inhabitable  area  of  31.56  square  miles,  and  a  present  popu- 
lation of  about  196,400,  of  which  155,800  reside  in  the  Boston  portion  of 
the  district  reached  by  5-cent  fares  (an  area  of  8.32  square  miles).  The 
western  limit  of  this  area  is  somewhat  a  matter  of  conjecture,  as  it  is  un- 
certain which  car  would  be  taken  by  the  people  living  near  the  boundary. 
If  the  Blue  Hill  Avenue  cars  should  run  to  the  proposed  subway,  an  addi- 
tional area  of  2.3  square  miles,  lying  southeast  of  Franklin  Park,  having 
a  population  of  about  47,000,  would  be  included  in  the  district  assumed. 
It  therefore  seems  that  for  the  purpose  of  comparison  the  area  adopted 
is  conservative. 


Observations  of  Amount  of  Travel. 

The  number  of  pedestrians  to  South  Boston  during  the  evening  rush 
hours  is  shown  by  the  following  tables:— 

Count  of  Out-hound  Pedestrians  over  Bridges  to  South  Boston,  Oct.  5,  1910. 


Dor- 
chester 
Avenue. 

Summer 

Street 

Extension. 

Atlantic 

Avenue. 
Extension. 

Dover 
Street 
Bridge. 

Broadway 
Extension. 

Time  (p.m.). 

Ten 
Min- 
utes. 

One 
Hour. 

Ten 
Min- 
utes. 

One 
Hour. 

Ten 
Min- 
utes. 

One 
Hour. 

Ten 
Min- 
utes. 

One 
Hour. 

Ten 
Min- 
utes. 

One 
Hour. 

4.00-4.10, 
4.10-4.20, 
4.20-4.30, 
4.30-4.40, 
4.40-4.50, 
4.50-5.00, 
5.00-5.10, 
5.10-5.20, 
5.20-5.30, 
5.30-5.40, 
5.40-5.50, 
5.50-6.00, 
6.00-6.10, 
6.10-6.20, 
6.20-6.30, 
6.30-6.40, 
6.40-6.50, 
6.50-7.00, 

9 
17 
15 
10 

9 
10 

6 
28 
15 
29 
76 
63 
48 
53 
15 
12 

8 

3 

70 

67 

78 

78 

97 
164 
217 
259 
284* 
284 
267 
189 
139 

50 

60 

50 

40 

40 

20 

70 

60 

80 

100 

110 

110 

37 

31 

8 

11 

10 

13 

260 

280 

280 

310 

370 

440 

530* 

497 

468 

396 

307 

207 

110 

17 

15 

10 

15 

14 

38 

58 

120 

170 

180 

330 

390 

238 

171 

60 

40 

34 

14 

109 

150 

145 

415 

580 

896 

1,248 

1,428 

1,479* 

1,369 

1,229 

933 

557 

20 

47 

54 

38 

49 

36 

163 

254 

122 

130 

154 

208 

130 

66 

80 

19 

34 

23 

244 
387 
594 
662 
754 
859 
1,031* 
998 
813 
768 
657 
537 
352 

28 

18 

40 

41 

57 

86 

91 

105 

94 

110 

89 

231 

227 

100 

70 

40 

41 

16 

270 
333 
420 
474 
543 
675 
820 
956* 
951 
'  927 
857 
709 
494 

Note. —  The  asterisk  indicates  maximum  hour. 
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Count  of  Pedestrians  to  South  Boston,  Oct.  5,  1910,  p.m.,  Weather  Fine. 


4.00 

to 

4.30 

P.M. 

4.30 

to 
6.00 

P.M. 

5.00 
to 
5.30 

P.M. 

5.30 
to 
6.00 

P.M. 

6.00 
to 
6.30 

P.M. 

6.30 

to 
7.00 

P.M. 

Total. 

Maxi- 
mum 
Hour. 

Over  Summer  Street  exten- 
sion bridge. 

Over  Dorchester  Avenue 
extension  bridge. 

Over  Atlantic  Avenue  exten- 
sion bridge. 

Over  Broadway  extension 
bridge. 

Over  Dover  Street  extension 
bridge. 

160 
41 
42 
86 

121 

100 

29 

67 

184 

123 

210 
49 
348 
290 
539 

320 
168 
900 
530 
492 

76 
116 
469 
397 

276 

34 
23 
88 
97 
76 

900 

426 

1,914 

1,584 

1,627 

530 
284 

1,479 
956 

1,031 

Total 

450 

503 

1,436 

2,410 

1,334 

318 

6,451 

4,282 

About  6,500  people  walk  to  their  homes  on  pleasant  evenings,  the 
travel  amounting,  as  observed,  to  over  4,000  during  the  hour  between 
5.10  and  6.10  p.m.  This  travel  varies,  and  is  small  on  very  stormy- 
days,  when  the  overcrowding  of  the  cars  is  proportionately  increased. 

Travel  by  Cars. 
Passengers  on  street  cars  enter  the  district  by  several  routes,  the  most 
important  of  them  being  by  way  of  Dorchester  Avenue,  Dover  Street 
and  Broadway  extension  bridges  to  South  Boston,  and  by  way  of  Massa- 
chusetts Avenue,  Dudley  Street  and  Washington  Street  (Dorchester)  to 
Dorchester.  The  accompanying  plan  (Plan  B)  shows  the  surface  lines 
throughout  the  district,  on  which  are  indicated  the  number  of  cars  per 
hour  each  way  for  the  normal  and  rush  hours  and  the  total  trips  per  day, 
as  given  by  the  Boston  Elevated  Railway  Company's  schedule.  This 
information  is  also  shown  by  the  tables  following: — 

Daily  Car  Service  from  Dorchester  to  Boston's  Business  Section,  in  Normal 
and  Maximum  Hours,  and  Total  per  Day  by  Lines.  (Furnished  by 
the  Boston  Elevated  Railway  Company.) 

Dorchester  Car  Service,  Sept.  23,  1910. 


\ 

Cars  peh  Hour 
(One  Way). 

Total 

Trips 

per 

Day. 

Route 
No. 

Normal 
Hours. 

Maxi- 
mum, 

P.M. 

309 
311 
322 
343 

Dorchester  Avenue,  via  South  Boston. 

Milton-North   Station,   via   Dorchester  Avenue   and 
Federal  Street. 
Park    Street    Station,    via    Dorchester   Avenue    and 

Federal  Street. 
Neponset-Franklin   Street,   via   Dorchester   Avenue 

and  Federal  Street. 
Park   Street,    via   Dorchester   Avenue    and   Federal 
Street. 

Totals 

Dorchester  Avenue,  Stoughion  Street,  Dudley  Street. 

Milton-Franklin  Street,  via  Dorchester  Avenue  and 

Southampton  Street. 
Park  Street,  via  Dorchester  Avenue  and  Southampton 

Street. 

Carried  forward,           ...... 

6 
6 

9 
6 

4 

.   18 

99 

19 

20 

146 

12 

37 

284 

302 
303 

4 

12 
6 

84 
23 

4 

18 

107 

Q  u  I  N  c  y 


Figures  uncf-zf  Surface  Un93  cJenofv  Number  of  Cors,  each  %^^y.  in  Normal  hour. 
Maximum  hour,  and  total  ^und  Tripa  fhr  2A  hours:  fhua. 

""^  _        ^1'-     _        '■'^^ '■'■'"    COafa  f:^rnish<rd  t^  Boston  £kr.fyC^ 

and  In-bOi^nd  Ttnins  stopping  c^a./^.  <cxcapf  Sundae,.' 
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Daily  Car  Service  from  Dorchester,  etc. —  Con. 
Dorchester  Car  Service,  Sept.  23,  1910  —  Con. 


Cars  per  Hour 

(One  Way). 

Total 

Trips 

per 

Day. 

Route 
No. 

Normal 
Hours. 

Maxi- 
mum, 

P.M. 

312 
316 
335 
339 
344 
354 
317 

Dorchester  Ave.,  Stoughton  St.,  Dudley  St. —  Con. 
Brought  forward,     ....... 

Milton-Park  Street,  subway  via  Doroliester  Avenue 

and  Dudley  Street. 
Milton-Adams  Square,  via  Hampden  Street  (night 

car) . 
Neponset-North  Station,  via  Dorchester  Avenue  and 

Dudley  Street. 
Park  Street-Harvard  Square,  via  Dudley  and  Hamp- 
den streets. 
Adams  Square-Dudley  Street  L,  via  Stoughton  and 

Dudley  streets. 
Park    Street-Copley    Square,    via    Stoughton    and 

Dudley  streets. 
Neponset-Dudley    Street    L,    via    Stoughton    and 

Dudley  streets. 

Totals 

Meeting  House  Hill. 

Park  Street-Franklin  Street,  via  Geneva  Avenue  and 

Southampton  Street. 
Park  Street-Post  Office  Square,  via  Geneva  Avenue 

and  Columbia  Road. 
Park  Street-Dudley  Street  L,  via  Geneva  Avenue, 

Ashmont  Street-Franklin  Street,  via  Washington  and 

Bowdoin  Streets. 
Norfolk  Street-Dudley  Street  L,  via  Washington  and 

Bowdoin  streets. 

Totals 

Columbia  Road  and  Upham's  Corner. 

Mattapan,  Franklin  Field  and  Park  to  Post  Office 

Square. 
North   Station   and   Franklin   Street,  via   Columbia 

Road. 

Washington  Street,  Dorchester  Centre. 

Milton-Dudley  Street  L,  via  Codman  and  Washing- 
ton streets. 

Ashmont  Street  L,  via  Washington  and  Warren 
streets. 

Norfolk  Street  L,  via  Washington  and  Warren  streets, 

Ashmont  Street-Park  Street  subway,  via  Washington 
and  Warren  streets. 

Totals 

Talbot  Avenue,  Blue  Hill  Avenue,  Humboldt  Avenue. 

Peabody  Square-Dudley  Street  L,  via  Talbot  Avenue, 

Peabody  Square-North  Station,  via  Talbot  Avenue 

and  Seaver  Street. 
Franklin    Field-Dudley    Street    L,    via    Humboldt 

Avenue. 
Mattapan-Dudley  Street  L,  via  Blue  Hill  Avenue  and 

Warren  Street. 

Totals 

Carried  forward,        .         .         .  ^        .          .  ''       . 

4 
6 

4 
3 
4 

4 

IS 
6 

4 
6 

12 
6 

13 

107 
121 

84 
65 
86 
18 
123 

313 
340 
342 

47 
94 

25 

4 
4 
4 

65 

7 

6 

13 

10 

4 

609 

24 
28 
136 
87 
72 

12 

40 

347 

11 

41 

6 

24 

151 

326 

7 

8 

83 

3 
3 
6 

4 

3 

9 

12 

4 

59 

79 

134 

69 

16 

28 

341 

86 
97 
19 
52 

4 

4 

12 

12 

6 
6 

27 
18 

82 

79 

246 

193 

32 

57 

600 

103- 

251 

2,332 

60 
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Daily  Car  Service  from  Dorchester,  etc. —  Con. 
Dorchester  Car  Service,  Sept.  23,  1910  —  Con. 


Cars  per  Hour 

(One  Way). 

Total 

Trips 

per 

Day. 

Route 
No. 

Normal 
Hours. 

Maxi- 
mum, 

P.M. 

329 

Brought  forward,     .         .         .         .    ■      . 
River  Street. 

Milton  to  Forest  Hills  L,  via  River  and  Ashland 

streets. 

Total  Dorchester  car  service,          .         .         .         . 

103 
3 

251 
4 

2,332 
62 

106 

255 

2,394 

South  Boston  Car  Service,  Sept.  22, 

1910. 

Via  Broadway  Extension  Bridge. 

507-509 

City  Point  to  Summer  and  Washington  streets, 

- 

12 

32 

525 

City  Point  to  North  Station, 

6 

6 

118 

526 

Dorchester  Street  to  North  Station, 

Totals 

Via  Dover  Street  Bridge. 

6 

6 

57 

12 

24 

207 

501 

City  Point  to  Harvard  Square,  via  Park  Square, 

4 

10 

111 

531 

City  Point  to  Kendall  Square,  Cambridge,  . 

- 

8 

22 

502 

City  Point  to  Park  Square, 

- 

6 

6 

505-606 
532 

Dorchester  Street  and  City  Point  to  Massachusetts 

Avenue  and  Boylston  Street. 
City  Point  to  Dudley  Street  Station, 

6 
4 

12 

8 

106 
86 

535 

City  Point  to  Roxbury  Crossing 

Totals 

Via  Dorchester  Avenue. 

4 

8 

87 

18 

52 

418 

503 

City  Point  to  Post  Oflaoe  Square,      .... 

- 

10 

17 

520 

City  Point  to  North  Station 

6 

6 

79 

523 
545 
527 

City  Point  to  Adams  Square,  via  Washington  and 

Summer  streets. 
Dorchester  Street-East  Boston  Ferry,  via  Atlantic 

Avenue. 
City  Point  to  Franklin  Street,  via  Bay  View, 

6 

4 
12 

8 

13 

112 
22 

529 

City  Point-Harvard  Square,  via  Bay  View  and  East 

6 

12 

133 

Totals 

Via  Dorchester  Street. 

18 

52 

376 

511-517 

Dorchester  Street,  corner  Broadway,  to  Park  Street 

station. 
Dorchester,  via  Meeting  House  Hill, 

Total  daily  South  Boston  car  service,  . 

8 

12 

171 

66 

140 

1,172 
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It  will  be  noticed  that  the  number  of  cars  per  maximum  hour  is  very 
large  on  some  routes,  particularly  on  Dorchester  Avenue,  at  Broadway, 
with  a  total  of  131  per  hour;  between  Savin  Hill  and  Fields  Corner,  with 
a  maximum  of  102  per  hour;  and  in  Broadway,  between  Dorchester  Avenue 
and  Dorchester  Street,  with  a  maximum  of  108  per  hour.  The  first  and 
last  named  figures,  however,  could  be  diminished  if  the  Summer  Street 
line  should  be  extended  across  the  L  Street  bridge  to  East  Fourth  Street, 
and  some  of  the  cars  diverted  to  the  Summer  Street  route  which  now 
run  through  Broadway. 

Counts  of  Passengers. 

A  count  of  the  out-bound  passengers  entering  the  district  on  surface 
cars  during  the  fine  evenings  of  Sept.  28  and  Oct.  3,  1910,  showed  a 
total  of  about  14,000  per  maximum  hour,  with  a  total  of  over  27,000 
people  during  the  time  between  3.30  p.  m.  and  7  p.  m.  Of  these,  5,200 
entered  by  way  of  Dorchester  Avenue  in  113  cars,  from  5.20  to  6.20  p.  M., 
or  an  average  of  463^  persons  per  car.  The  counts  are  shown  by  the 
following  tables: — 


Out-bound  Passengers  on  Boston  Elevated  Railway  Company's  Cars  entering 
the  Proposed  South  Boston  and  Dorchester  Subway  Districts  during 
Maximum  Evening  Hour,  by  Counts  of  Sept.  28,  and  Oct.  3,  1910, 
Weather  Fine. 


Observed  at  - 


Number. 


To  South  Boston. 
Via  Dorchester  Avenue,    . 
Via  Dover  Street, 
Via  Dorchester  Street, 


Deduct  through  passengers  on  Dorchester 

cars. 
Net  passengers  to  South  Boston, 


To  Dorchester. 

Via  Dorchester  Avenue  and  Boston  Street, 

Via  Massachusetts  Avenue,       .... 

Via  Dudley  Street 

Via  Washington  Street,  Dorchester, . 

Via  Talbot  Avenue,  ...... 

Via  River  Street,        ...... 

Total  to  Dorchester,  ..... 

Total  to  South  Boston  and  Dorchester.  . .  . 

Deduct  830  passengers  taking  cars  in  South 
Boston  for  Dorchester,  and  170  taking 
cars  in  Dorchester  for  South  Boston. 

Net  number  of  persons  entering  district  in 
maximum  hour. 


Corner  Broadway, 
Bridge,     . 
Andrew  Square, 


Andrew  Square, 

Edward  Everett  Square,  . 

Upham's  Corner, 

Columbia  Road, 

New  York,  New  Haven  & 

Hartford  Railroad. 
Mattapan  Square,    . 


5,200* 

3,570 

170 


8,940 
3,070 


5,870 


3,900 
1,340 
2,160 
1,500 
170 
60 


9,130 

15,000 

1,000 


14,000 


*  A  count  at  this  locality  on  Oct.  7,  1910,    between   5.30   and   6.20   p.m.,  in  a  light 
drizzling  rain,  gave  6,180  passengers  per  hour. 
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Passengers  on  Boston  Elevated  Railway  Company  Cars  entering  the  Proposed 
South  Boston  and  Dorchester  Subway  Districts  during  Evening  Rush 
Hours,  estimated  from  Counts  made  Sept.  28  and  Oct.  3,  1910, 
Weather  Fine. 


3.30 

to 

4.00 

P.M. 

4.00 

to 

4.30 

P.M. 

4.30 
to 
5.00 

P.M. 

5.00 
to 
5.30 

P.M. 

5.30 

to 
6.00 

P.M. 

6.00 
to 
6.30 

P.M. 

6.30 
to 
7.00 

P.M. 

Total. 

Maxi- 
mum 
Hour. 

Via  Dorchester  Ave- 
nue bridge 

Via  Dover  Street 
bridge  * 

Via  Massachusetts 
Avenue  &  Edward 
Everett  Square. 

Via  Dudley  Street  and 
Upham's  Corner. 

Via  Washington 
Street,  Dorchester. 

Via  Talbot  Avenue,  . 

501 

417 

86 

429 
170 

47 

531 
531 
142 

394 

261 

37 

776 
755 
166 

720 

381 

50 

1,569 
1,156 

413 

755 

510 

35 

2,763 

1,639 

606 

1,159 
509 

84 

2,175 

1,804 
688 

904 

770 

65 

850 
725 
273 

716 
593 

74 

9,165 

7,027 
2,374 

5,077 

3,194 

392 

5,200 
3,570 
1,340 

2,160 

1,500 

170 

Totals, 

1,650 

1,896 

2,848 

4,438 

6,760 

6,306 

3,231 

27,229 

*  Broadway  extension  bridge  closed,  to  cars,  for  repairs. 


On  Oct.  7,  1910,  in  a  light,  drizzling  rain,  the  estimated  total  number  of 
passengers  entering  South  Boston  by  way  of  Dorchester  Avenue  Was 
6,100,  in  109  cars;  and  a  count  on  November  4,  in  a  pouring  rain,  during 
the  same  hour,  gave  a  total  of  5,970,  in  88  cars,^  an  average  of  68  pas- 
sengers per  car.  The  seating  capacity  of  these  cars  averages  33.  These, 
counts  are  approximate  only,  it  being  extremely  difficult  to  accurately 
count  passengers  in  a  car  holding  over  70.  One  car  of  which  a  careful 
count  was  made  held  94  passengers  14  being  on  each  platform  and  32 
standing  inside.  This  is  about  the  extreme  limit  of  capacity  for  a  closed 
car  of  this  size.     The  following  table  gives  the  count  in  detail : — 
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Time  of  Travel. 

The  following  tables  give  the  scheduled  running  times  of  cars  from  the 
vicinity  of  the  Boston  Post  Office  to  various  points  in  Dorchester  and 
South  Boston,  as  furnished  by  the  Boston  Elevated  Railway  Company, 
and  also  the  observed  runniag  time  to  some  of  these  points  during  the 
rush  hours.  The  table  also  shows  the  running  time  of  steam  trains  from 
the  South  Terminal  to  stations  within  the  district  in  consideration. 


Running  Time  of  Cars  to  South  Boston  and  Dorchester. 


Surface  Caes  to  — 

7.3C 

A.M.    TO    6.00    P.M. 

Distance 

from 
Franklin 

From 

Post  Office 

Square. 

From 

Franklin 
Street. 

From  Dudley 

Street. 

Street 
(Feet.) 

Sched- 

Ob- 

Sched- 

Ob- 

Sched- 

Ob- 

ule 

served 

ule 

served 

ule 

served 

Min- 

Min- 

Min- 

Min- 

Min- 

Min- 

utes. 

utes. 

utes. 

utes. 

utes. 

utes. 

2,625 

South  Station,   . 

3 

4.5 

4 

9 

- 

- 

6,750 

Corner  Broadway  and  Dor- 
chester Avenue,  via  Dor- 
chester Avenue. 

8 

•9.7 

- 

14 

- 

- 

Corner  Broadway  and  Dor- 

- 

- 

9 

- 

- 

- 

ter   Avenue,  via  Broad- 

way extension. 

Corner    Dorchester   Street 

13 

14.5 

14 

— 

— 

— 

and  Broadway. 

Flood  Square,    . 

14 

17 

15 

- 

- 

- 

City  Point,  via  Broadway, 

22 

22      . 

23 

- 

- 

- 

City  Point,  via  Bay  View, 

27 

- 

- 

- 

- 

- 

11,625 

Andrew  Square, 

13 

17 

14 

21 

- 

- 

Corner  Northampton  and 

_ 

_ 

15 

18 

_ 

_ 

Washington  streets. 

Edward    Everett     Square, 

— 

— 

21 

28 

- 

— 

via  Washington  Street. 

Edward    Everett    Square, 

17 

21 

18 

25 

- 

— 

via  Boston  Street. 

Upham's  Corner, 

19 

24 

20 

28 

- 

- 

Upham's  Corner,  via  Dud- 

_ 

_ 

_ 

_ 

8.5 

12 

ley  Street. 

Upham's  Corner,  via  North- 

— 

- 

23 

31 

— 

— 

ampton  Street. 

17,450 

Corner  Savin  Hill  Avenue 
and  Dorchester  Avenue, 
via  Stoughton  Street. 

- 

- 

23 

- 

11.5 

15.5 

Corner  Savin  Hill  Avenue 

19 

24.5 

20 

29 

— 

- 

and  Dorchester  Avenue, 

via  Dorchester  Avenue. 

Eaton  Square,  via  Boston 

22 

- 

23 

— 

- 

— 

Street. 

22,500 

Park  Street,  via  Hancock 
Street. 

29 

- 

30 

- 

18.5 

- 

Park  Street,  via  Stoughton 

_ 

- 

32 

- 

17.5 

23.5 

Street. 

Park  Street,  via  Dorchester 

25 

32 

26 

37 

- 

— 

Avenue. 

Park  Street,  via  Hampden 

— 

- 

34 

41 

- 

- 

Street. 
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SuBFACE  Cabs  to  — 

7.3C 

A.  M.  TO  6.00  P.M. 

Distance 

from 
Franklin 

Feom 

Post  Office 

Squaee. 

From 

Franklin 
Stbeet. 

Fbom  Dudley 

Street. 

Street 

(Feet). 

Sched- 

Ob- 

Sched- 

Ob- 

Sched- 

Ob- 

ule 

served 

ule 

served 

ule 

served 

Min- 

Min- 

Min- 

Min- 

Min- 

Min- 

utes. 

utes. 

utes. 

utes. 

utes. 

utes. 

22,500 

Park  Street,  via  Northamp- 
ton Street. 

- 

- 

33 

44 

- 

- 

Neponset,    via    Hampden 

- 

— 

42 

49 

_ 

— 

Street. 

Neponset,   via   Dorchester 

— 

— 

34 

_ 

_ 

_ 

Avenue. 

Neponset,       via       Dudley 

— 

_ 

_ 

_ 

26.5 

_ 

Street. 

32,100 

Milton,      via      Dorchester 
Avenue. 

34 

45 

35 

50 

- 

36.5 

Milton,     via     Washington 

- 

- 

_ 

- 

- 

_ 

Street,  Dorchester. 

Milton,  via  Northampton 

_ 

— 

42 

57 

- 

_ 

and  Stoughton  streets. 

End  of  Adams  Street  line, 

- 

- 

- 

- 

25.5 

- 

Grove  Hall,  via  Blue  Hill 

_ 

_ 

_ 

_ 

10 

_ 

Avenue. 

Grove    Hall,    via    Warren 

— 

— 

— 

— 

10 

_ 

Street. 

Franklin  Park,  via  Grove 

— 

_ 

— 

_ 

13 

_ 

Hall. 

Frankhn    Park,    via    Up- 

27 

_ 

28 

32.5 

_ 

_ 

ham's  Corner. 

Frankhn    Field,    via    Up- 

30 

_ 

31 

36 

_ 

_ 

ham's  Corner. 

Franklin  Field,  via  Grove 

_ 

_ 

_ 

_ 

16 

_ 

Hall. 

Mattapan,  via  Grove  Hall, 

- 

- 

- 

- 

24 

-■ 

Mattapan,     via    Upham's 

38 

_ 

39 

44 

_ 

_ 

Corner. 

End  of  Norfolk  Street  hne. 

- 

_ 

_ 

_ 

22.5 

_ 

via  Washington  Street. 

End  of  Norfolk  Street  line, 

_ 

_ 

_ 

_ 

24.5 

_ 

via  Upham's  Corner. 

End  of  Talbot  Avenue  line. 

- 

- 

- 

- 

23 

- 

48,487 

Quincy    Square,   via    Dor- 
chester Avenue. 

From  Forest  Hills 
Elevated  Station. 

61 

66 

16.5 

53 

To  Ashland  Street,     . 

5 

9 

- 

- 

- 

- 

To  Mattapan  Square, 

19 

20 

- 

- 

- 

- 

To  Milton, 

27 

28 

- 

- 

_ 

- 

To  Charles    River   bridge, 

21 

_ 

_ 

_ 

West  Roxbury. 

Note. —  Observed  times  noted  are  during  the  rush  hours. 


68  Boston  Transit  Commission. 

Running  Time  of  Elevated  Cars. 


Fbom  North  Station  to  — 

Min- 
utes. 

Sec- 
onds. 

From  North  Station  to  — 

Min- 
utes. 

Sec- 
onds. 

Union 

1 

27 

Egleston  Square, 

16 

30 

Milk, 

2 

52 

Forest  Hills, 

20 

— 

Winter,           .... 

4 

— 

Battery  Street,    . 

2 

09 

Boylston 

5 

19 

State  Street, 

3 

47 

Dover  Street, 

7 

42 

Rowe's  Wharf,     . 

4 

53 

Northampton  Street, 

9 

64 

South  Station,     . 

6 

37 

Dudley  Street, 

12 

Beach  Street, 
Dover  Street, 

8 
10 

07 
35 

Running  Time  of  Steam  Trains. 


Feom  South  Station  to  — 

Minutes. 

From  South  Station  to  — 

Minutes. 

Crescent  Avenue, 

8 

Ashmont, 

18 

Savin  HiU, 

10 

Cedar  Grove,    . 

20 

Harrison  Square, 

13 

Milton,     . 

23 

Pope's  Hill, 

15 

Dudley  Street, 

7 

Neponset, 

17 

Bird  Street, 

9 

Atlantic,    . 

20 

Mt.  Bowdoin,  . 

12 

Norfolk  Downs, 

22 

Harvard  Street, 

14 

Wollaston, 

24 

Dorchester, 

16 

Quincy,     . 

28 

Forest  Avenue, 

18 

Fields  Corner,   . 

14 

Blue  Hill  Avenue, 

21 

Shawmut, 

16 

Central  Avenue, 

25 

Mattapan, 

27 

Congestion  of  Streets  by  Surface  Cars. 

Much  delay  occurs  on  account  of  the  congestion  of  surface  cars  in  the 
middle  of  the  city.  Between  5  and  6  p.m.  it  takes  an  average  of  9 
minutes  to  ride  from  the  corner  of  Hawley  and  Franklin  streets  through 
Hawley  Street  and  down  Summer  Street  to  the  South  Station,  a  distance 
which  may  be  walked  in  6  minutes.  Some  cars  at  about  5.30  take 
12  minutes  to  traverse  this  route. 

The  corner  of  Summer  and  Washington  streets  is  a  very  congested 
locality  at  night.  By  count,  155  south-bound  and  153  north-bound  cars 
passed  through  Washington  Street,  south  of  Summer  Street,  on  November 
2  between  5.10  and  6.10  p.m.  In  such  a  narrow  street  the  passing  of  so 
many  cars  seriously  impedes  the  progress  of  any  other  vehicle.  Of  the 
155  south-bound  cars  noted,  about  half  were  bound  for  the  Dorchester 
and  South  Boston  subway  district;  a  considerable  number  of  the  other 
half  were  "Blue  Hill  Avenue"  cars. 

There  is  a  marked  congestion  at  Dorchester  Avenue  and  Broadway  in 
South  Boston  during  the  early  evening  hours,  caused  by  the  surface  cars 
and  the  large  number  of  other  vehicles  which  are  of  necessity  passing 
through  the  streets.  By  count  of  November  8,  304  vehicles,  other  than 
street  cars,  mostly  heavy  teams,  passed  through  Dorchester  Avenue  at 
this  point  between  5.20  and  6.20  p.m.,  as  shown  by  the  following  table:— 
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Count   of   Teams   passing    Corner   of  Dorchester   Avenue   and   Broadway, 
South  Boston,  observed  Nov.  8,  1910. 


Outbound 
(to  South  Boston). 


Inbound  (to  Boston). 


5.10-5.20, 

5.20-5.30, 
5.30-5.40, 
5.40-5.50, 
5.50-6.00, 
6.00-6.10, 
6.10-6.20, 

6.aB-6.30, 


6.50-7.00, 

7.00-7.10, 
7.10-7.20, 
7.20-7.30, 
7.30-7.40, 
7.40-7.50, 
7.50-8.00, 

8.00-8.10, 
8.10-8.20, 
8.20-8.30, 
8.30-8.40, 
8.40-8.50, 
8.50-9.00, 


P.  M. 


A.  M. 


32 

521 

56 1 

431 

oy  )252  per  hour. 

30 
34  J 

17 


2 

31 

9 

■.Q>52  per  hour. 

isj 

9 
12 

8 
12 

7 
14 


10 

111 

6  52  per  hour. 

7  Total,  3  04  per 
8 1  maximum  hour, 
9       5.20  to  6.20  P.M. 

11 


19 

231 

44   189  per  hour. 

28  Total,     2  4  1     per 

30 1      maximum    hour, 

38       7  to  8  A.M. 

26j 

16 
18 
24 
14 
19 
16 


Washington  Street  Tunnel  Service. 

The  capacity  of  the  Washington  Street  tunnel  and  elevated  route  to 
Dudley  Street  has  a  direct  bearing  on  the  subject,  because  so  many  persons 
living  in  the  Dorchester  subway  district  reach  their  homes  by  this  route. 
If  its  capacity  were  equal  to  all  demands,  proper  connection  at  Dudley 
Street  and  other  stations  would  take  care  of  much  of  the  Dorchester  travel, 
leaving  out  of  consideration  the  congestion  of  the  streets  by  surface  cars. 
It,  however,  does  not  appear  that  it  has  such  a  capacity. 

Trains  of  six  cars  are  now  running  through  the  tunnel  on  2  J  minute 
headway  during  the  rush  hours,  and  are  excessively  crowded  between  the 
hours  of  5  and  6  p.m.  Counts  of  passengers  on  Forest  Hills  cars  at  various 
times  have  given  the  following  results:— 


- 

Leaving 
Boylston 

Street. 

Leaving 

Northampton 

Street. 

Leaving 
Dudley 

Street. 

Sept.  20,  rear  car  (smoking  car), 
21,  fifth  car,  5.30  p.m., 
23,  third  car,  5.50  p.m.,      . 
27,  could  not  get  on, 

27,  second  car,  5.47  p.m.,   . 

28,  6.15  p.M 

Oct.      3 

11,  cars  full, 

102 
118 
110 
168 
150* 
120 
78 
150* 

83 
108 
125 

150 

110 

89 

49 
63 

85 

80 
50 

Average,       .... 

124 

- 

- 

*  Estimated. 


There  are  seats  for  48  persons  in  each  car. 

Every  third  train  during  the  rush  hour,  and  every  fourth  train  at  other 
times,  is  an  Atlantic  Avenue  train,  switched  in  at  Castle  Street,  which 
reduces  the  headway  between  trains  to  about  1|  minutes  between  Castle 
and  Dudley  streets,  as  shown  by  the  following  table: — 
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Observations    of   Length    of   Stop    and    Interval    between    Elevated    Trains 
observed  at  South-bound  Dudley  Street  Station,  Oct.  25,  1910. 


6-Car  Trains. 

Interval 

Standing 
(Seconds). 

between 

Trains 

Arrive  (p.m.). 

Leave  (p.m.). 

(Seconds). 

Dudley  Street  train,  . 

5.25-30 

5.26-35 

65 

_ 

Forest  Hills  train, 

5.28-20 

5.29-05 

45 

105 

Atlantic  Avenue  train, 

5.30-15 

5.31-00 

45 

70 

Dudley  Street  train,  . 

5.32-05 

5.32^5 

40 

65 

Forest  Hills  train. 

5.33-50 

5.34-30 

40 

65 

Atlantic  Avenue  train, 

5.35-25 

5.36-15 

50 

65 

Dudley  Street  train,  . 

5.37-20 

5.38-05 

45 

65 

Forest  Hills  train. 

5.40-00 

5.41-00 

60 

115 

• 

Trains  during  this  rush  hour  stop  nearly  a  minute  at  the  station,  and 
take  about  34  seconds  more  in  coming  to  a  standstill  and  in  getting  the 
last  car  past  the  station  after  starting. 

With  the  introduction  of  8-car  trains  it  seems  probable  that  some  other 
schedule  of  running  may  have  to  be  adopted  for  the  safe  running  of 
trains.  It  is  difficult,  though,  to  see  how  the  present  number  of  32  trains 
per  hour  can  be  much  exceeded  with  safety. 

An  increase  of  25  per  cent,  in  capacity  can  be  obtained  by  running 
8-car  trains,  which  is  the  hmit  fixed  by  the  Washington  Street  tunnel 
platforms.  This  increase,  in  ten  years,  will  probably  be  offset  by  a  Uke 
increase  in  population  in  the  district  now  tributary  to  the  Washington 
Street  tunnel.  If  any  large  outside  travel  is  thrown  upon  this  route  'the 
overcrowding  wiU  increase  in  a  short  time  to  a  condition  which  may  be 
unbearable. 

As  an  example  of  additional  burdens  which  may  be  put  on  this  route, 
it  may  be  mentioned  that  it  has  been  proposed  to  remove  the  Huntington 
Avenue  baseball  grounds  to  Roslindale.  The  Boston  &  Providence 
Interurban  Electric  Railway  Company  has  also  been  granted  a  certificate 
of  exigency  by  the  Massachusetts  Railroad  Commission,  and  proposes  to 
connect  its  tracks  at  grade  with  the  Forest  Hills  station  of  the  Elevated. 

Summary  of  Observation  on  Existing  Service. 

The  present  service  to  South  Boston  and  Dorchester  is  evidently  inade- 
quate. The  number  of  cars  during  the  rush  hours  is  insufficient  to  prevent 
overcrowding,  and  the  time  taken  for  the  journey  must  seem  long.  The 
present  congested  condition  of  the  Washington  Street  tunnel  and  the 
Elevated  to  Dudley  Street  may  be  greatly  relieved  by  the  construction 
of  a  tunnel  to  Dorchester.  It  will  give  the  people  of  that  district  better 
facilities,  and  at  the  same  time  allow  better  service  for  the  district  tributary 
to  the  Washington  Street  tunnel. 


Population. 

Diagram  C  shows  the  increase  in  population,  and  Diagram  D  shows  the 
density  of  the  population  of  the  district.  It  will  be  observed  that  the 
population  of  the  South  Boston  district  is  very  dense,  now  amounting  in 
Precinct  4  of  Ward  13  to  over  156,000  per  square  mile.  Only  one  ward 
shows  a  decrease.  This  does  not  of  necessity  indicate  a  decrease  in  the 
number  of  persons  riding  to  the  district,  because  many  large  manufacturing 
plants  are  operating  in  South  Boston,  which  bring  in  people  residing 
outside.  It  seems  probable  that  this  district,  with  the  development  of 
greater  dock  facilities,  will  become  more  and  more  a  commercial  and 
manufacturing  center,  and  that  an  increasing  number  of  persons  will  ride 
back  and  forth  to  work  from  the  less  thickly  settled  suburbs.  Marine 
Park  will,  as  in  tjae  past,  continue  to  draw  large  summer  crowds. 


South  BosTOh^   and  Dorchesteir  ^ 

CURVELS     SHOVYIMG    GROWTH    OK   POPULATION    SINCE     1895 
AND   ESTIMATED    FUTURE   INCREASE^  Ward  2o 
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The  population  of  the  Dorchester  wards,  20  and  24,  is  rapidly  increasing, 
at  the  rate  of  about  55  per  cent,  in  ten  years.  This  part  of  the  city  will 
probably  continue  to  grow  for  some  years  at  a  rate  as  rapid  as  during  the 
past  decade. 

The  population  of  Quincy  shows  a  considerable  increase,  being  23,890 
in  1900  and  32,642  in  1910,  or  an  increase  of  23.7  per  cent,  in  ten  years. 

The  population  of  Milton  is  only  7,924  at  present,  but  it  is  a  convenient 
residential  district,  and  the  area  is  large  enough  to  allow  for  a  large  increase 
in  the  future. 

Tables  showing  the  growth  of  23  cities  and  towns  within  the  metro- 
politan district,  together  with  the  estimated  population  twenty  years  hence, 
and  the  area  and  population  of  Boston  by  wards,  are  given : — 


Areas  of  Habitable  Land  and  Growth  of  Population  since  1890  of  23  Cities 
and  Towns  within  the  Metropolitan  District. 


Habitable 

Area 

(Square 

Miles). 

Population. 

1890. 

1900. 

1910. 

1930.* 

Cities. 

Boston, 

34.24 

448,477 

560,892 

670,585 

939,800 

Cambridge, 

5.50 

70,000 

91,886 

104,839 

122,200 

Chelsea, 

2.40 

27,909 

34,072 

32,450 

45,000 

Everett 

3.75 

11,068 

24,336 

33,484 

48,000 

Maiden, 

6.13 

23,031 

33,664 

44,404 

71,000 

Medford, 

7.70 

11,079 

18,244 

23,150 

36,000 

Melrose, 

4.60 

8,519 

12,962 

15,715 

28,000 

Newton, 

18.60 

24,379 

33,587 

39,806 

52,000 

Quincy, 

12.60 

16,723 

23,899 

32,642 

51,000 

Somerville, 

3.84 

40,100 

61,643 

77,236 

95,000 

Waltham, 

13.60 

18,707 

23,481 

27,834 

39,000 

Towns 

Arlington, 

5.00 

5,629 

8,603 

11,184 

17,000 

Belmont, 

4.24 

2,098 

3,929 

5,542 

12,000 

Brookline, 

6.62 

12,103 

19,935 

27,792 

47,500 

Dedham, 

9.90 

7,123 

7,457 

9,284 

14,500 

Hyde  Park, 

3.70 

10,193 

13,244 

15,507 

16,000 

Milton, 

10.64 

4,728 

6,578 

7,924 

11,100 

Needham, 

10.00 

3,035 

4,016 

6,026 

7,000 

Revere, 

4.50 

5,668 

10,395 

18,219 

34,000 

Saugus, 

11.00 

3,673 

5,084 

8,047 

14,500 

Stoneham, 

6.50 

6,155 

6,197 

7,090 

8,900 

Winchester, 

6.00 

4,861 

7,248 

9,309 

14,000 

Winthrop, 

2.30 

2,726 

6,058 

10,132 

27,600 

Totals, 

190.26 

767,984 

1,017,410 

1,237,201 

1,750,000 

*  Estimated. 
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Area  and  Population  of  Boston,  by  Wards,  from  1895  to  1930. 


■ 

Habitable 

Area 

(Square 

Miles) . 

Population. 

1895. 

1900. 

1905. 

1910. 

1930.* 

1, 

1.850 

21,007 

22,832 

25,405 

29,676 

43,500 

2, 

.660 

21,588 

22,924 

25,929 

28,812 

41,000 

3, 

.520 

13,943 

14,564 

14,831 

15,339 

17,000 

4, 

.470 

13,375 

13,248 

12,499 

13,294 

13,000 

5, 

.310 

12,986 

12,840 

12,653 

12,811 

13,000 

6, 

.460 

27,860 

30,546 

29,987 

35,758 

46,000 

7, 

.615 

16,973 

14,782 

15,579 

14,913 

16,000 

8, 

.259 

23,130 

28,817 

30,810 

32,430 

34,600 

9, 

.291 

23,174 

24,583 

22,120 

26,427 

35,000 

10, 

.615 

22,554 

22,142 

23,841 

25,320 

30,000 

11, 

.997 

19,930 

19,275 

22,353 

27,444 

40,000 

12, 

.367 

21,591 

23,641 

21,738 

24,294 

25,000 

13, 

.797 

24,900 

22,835 

21,654 

21,561 

20,000 

14,t 

.528 

19,186 

21,453 

22,127 

23,584  . 

27,500 

15,t 

.360 

18,623 

19,700 

20,310 

21,216 

23,700 

16,t 

.848 

16,320 

20,017 

21,924 

25,633 

39,000 

17, 

.661 

21,114 

25,038 

24,313 

26,426 

34,000 

18, 

.344 

21,679 

22,401 

22,121 

22,735 

24,000 

19, 

1.190 

22,372 

27,178 

29,213 

31,714 

41,000 

20,t 

2.670 

21,528 

32,556 

41,805 

55,720 

98,500 

21. 

1.000 

19,274 

23,868 

26,533 

30,511 

45,000 

22, 

1.190 

22,289 

25,610 

27,769 

29,975 

37,500 

23,t 

8.600 

18,283 

23,637 

26,410 

30,668 

74,000 

24,t 

4.940 

18,240 

27,126 

31,650 

37,749 

72,000 

25,t 

3.800 

15,001 

19,279 

21,806 

26,575 

49,500 

T 

Dtals, 

34.242 

496,920 

560,892 

595,380 

670,585 

939,800 

*  Estimated. 

Note. —  Wards  marked  t  are  reduced  to  net  inhabitable  areas  by  deducting  parks, 
cemeteries,  etc.,  from  total  area. 


Plan  E  shows  the  various  existing  and  proposed  Hnes  of  car  traffic 
radiating  from  the  city  proper,  also  areas  and  population  assumed  to  be 
tributary  to  various  subways  and  elevated  lines.  The  appended  tables 
show  the  areas,  present  population  and  the  estimated  population  for  1930. 
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Estimate  of  Cost. 

The  estimate  of  cost  for  constructing  such  a  subway  or  tunnel  from 
the  South  Station  to  Andrew  Square,  about  7,800  feet,  including  a  station 
near  Broadway  or  Dover  Street  and  another  in  Andrew  Square,  with  cross- 
overs from  one  track  to  another  south  of  the  last-named  station,  is  approxi- 
mately $3,500,000.  If  it  should  be  deemed  advisable  to  extend  the  subway 
to  Fields  Corner,  about  10,200  feet  more,  with  stations  near  Savin  Hill 
Avenue  and  at  Fields  Corner,  the  cost  for  constructon  would  be  about 
$3,500,000  more. 

These  estimates  are  exclusive  of  land  damages. 

Andrew  Square  is  about  2  miles  and  Fields  Corner  is  about  4  miles 
from  the  Park  Street  subway  station. 

Respectfully  submitted, 

EDMUND   S.   DAVIS, 

Acting  Chief  Engineer. 


Table  1. —  Proposed  Dorchester  and  South  Boston  District. 
To  5-CENT  Fabb  Limit. 


Locality. 

Area  of 

Habitable 

Land 

(Square 

Miles). 

Popula- 
tion, 
1905. 

Popula- 
tion, 
1910. 

Popula- 
tion 
per  Square 
Mile,  1910. 

Estimated 
Popula- 
tion, 
1930. 

Boston:  — 

Ward  13,* .... 

.255 

18,000 

17,480 

68,550 

- 

Ward  13 

Ward  14 

Ward  15 

Ward  16,t .... 

Ward20,§. 

Ward  24,11  . 

.797 
.528 
.360 
.684 
2.060 
3.890 

21,654 

22,127 

20,310 

-t 

-t 

-t 

21,561 
23,584 
21,216 
17,345 
41,053 
31,082 

27,050 
44,670. 
58,930 
25,360 
19,930 
7,990 

20,000 
27,500 
23,760 
31,470 
75,250 
56,880 

Totals,    .... 

8.319 

- 

155,841 

18,720 

234,860 

Outside  5- 

dent  Fake 

Limit. 

Milton,       .... 

10.640 

7,054 

7,924 

745 

11,000 

Quincy,       .... 

12.600 

28,076 

32,642 

2,590 

51,000 

Totals 

23.240 

35,130 

40,.566 

1,750 

62,000 

Totals  for  District, 

31.559 

196,407 

6,220 

296,860 

*  Omitting  Precinct  1. 

t  Omitting  precincts  5  and  7. 

j  Precincts  changed  in  1895. 


§  Omitting  precincts  10,  11,  13  and  15. 
II  Omitting  one  half  of  precincts  8  and 
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Table  2. —  Roxbury  and  West  Roxbury  District  (Washington  Street  Tunnel 

Route). 
To  5-cENT  Fare  Limit. 


Locality. 

Area  of 

Habitable 

Land 

(Square 

Miles). 

Popula- 
tion, 
1905. 

Popula- 
tion, 
1910. 

Popula- 
tion per 
Square 
Mile, 
1910. 

Estimated 
Popula- 
tion, 
1930. 

Boston:  — 

Three-quarters  of  Ward  9, 
One-half  of  Ward  12, 
Part  of  Ward  16, 

Ward  17 

One-half  of  Ward  18, 
Part  of  Ward  20, 
Ward  21,    . 
Three-quarters  of  Ward  22, 

Ward  23 

Part  of  Ward  24,        .         . 

.218 

.183 

.164 

.661 

.172 

.610 
1.000    • 

.890 
8.600 
1.050 

16,590 
10,869 

7,300 
24,313 
11,060 
10,870 
26,533 
20,825 
26,410 

7,260 

19,820 
12,147 
8,288 
26,426 
11,367 
14,667 
30,511 
22,481 
30,668 
.8,757 

90,920 
66,380 
50,540 
39,980 
66,090 
24,040 
30,510 
25,260 
3,570 
8,340 

26,250 
12,250 
7,500 
34,000 
12,000 
23,000 
45,000 
28,600 
74,000 
15,000 

Totals,    .... 

13.548 

162,030 

185,132 

13,665 

277,500 

Outside  5-cent  Faee 

Limit. 

Part  of  Brookline, 

2.000 

1,660 

2,000 

1,000 

4,000 

Hyde  Park 

3.700 

14,510 

15,507 

4,190 

16,000 

Totals 

5.700 

16,170 

17,507 

3,070 

20,000 

Totals  for  district, 

19.248 

178,200 

202,639 

10,530 

297,500 

Table  3. —  Riverbank  District. 

To  5-CENT  Fare  Limit. 


Locality. 

Area  of 

Habitable 

Land 

(Square 

Miles). 

Popu- 
lation, 
1905. 

Popu- 
lation, 
1910. 

Popu- 
lation per 
Square 
Mile, 
1910. 

Estimated 
Popu- 
lation, 
1930. 

One-half  of  Ward  11,  Boston, 
Ward  25,  Boston  (Brighton), 
Part  of  Brookline, 
One-half  of  Watertown, 

.50 
3.80 
4.62 
1.50 

11,177 

21,806 

21,770 

5,630 

13,722 

26,575 

25,792 

6,400 

27,440 
6,990 
5,580 
4,270 

20,000 

49,500 

43,500 

8,500 

Totals,   . 

10.42 

60,383 

72,489 

6,960 

121,500 

Outside  5-cent  Faee  Limit. 


Newton, 

Totals  for  district. 


18.60 
29.02 


36,827 
97,210 


39,806 
112,295 


2,140 
3,870 


52,000 
173,500 
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Table  4. 


Cambridge  District. 


To  5-CENT  Fahe  Limit. 


Locality. 

Area  of 

Habitable 

Land 

(Square 

Miles). 

Popula- 
tion, 
1905. 

Popula- 
tion, 
1910. 

Popula- 
tion per 
Square 
Mile, 
1910. 

Estimated 
Popula- 
tion, 
1930. 

Cambridge  (except  part  given 
in  Table  7). 

Arlington,      .... 

Belmont,        .... 

One-half  of  Watertown, 

4.95 

5.00 
4.24 
1.50 

74,000 

9,668 
4,360 
5,630 

79,839 

11,187 
5,542 
6,400 

16,130 

2,240 
1,310 
4,270 

92,200 

17,000 

12,000 

8,500 

Totals,   .          .          .         ■ 

15.69 

93,658 

102,968 

6,560 

129,700 

Outside  5-cent  Fare  Limit. 


Part  of  Waltham, 

Totals  for  district, 


5.90 
21.59 


16,900 
110,558 


18,000 
120,968 


3,050 
5,600 


25,000 
154,700 


Table  5. —  North   Washington  Street   Tunnel   District    {Sullivan  Square- 
Elevated  Route). 

To  5-CENT  Fabe  Limit. 


Locality. 

Area  of 

Habitable 

Land 

(Square 

Miles). 

Popula- 
tion, 
1905. 

Popula- 
tion, 
1910. 

Popula- 
tion per 
Square 
Mile, 
1910. 

Estimated 
Popula- 
tion, 
1930. 

Charlestown :  — 

Ward  3 

Ward  4,      .          .         .         . 

Ward  5 

Everett,         .... 

Maiden 

Medford,  .... 
Part  of  Somerville, 

.518 
.470 
.313 
3.750 
5.130 
6.700 
1.040 

14,831 
12,499 
12,653 
29,111 
38,037 
19,686 
17,320 

15,339 
13,294 
12,811 
33,484 
44,404 
23,150 
21,736 

29,610 

28,285 

40,930 

8,930 

8,655 

3,455 

20,900 

17,000 
13,000 
13,000 
48,000 
71,000 
35,000 
24,000 

Totals 

17.921 

144,137 

164,218 

9,160 

221,000 

Beyond  5-cent  Fake  Limit. 


Melrose,         .... 

4.600 

14,295 

15,715 

3,420 

28,000 

Part  of  Saugus, 

2.000 

3,120 

4,020 

2,010 

7,000 

Part  of  Stoneham, 

3.300 

3,160 

3,545 

1,070 

7,000 

Winchester,  .... 

6.000 

8,240 

9,300 

1,550 

14,000 

Totals 

15,900 

28,815 

32,580 

2,050 

56,000 

Totals  for  district, 

33.821 

172,952 

196,798 

5,820 

277,000 
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Table  6. —  East  Boston  Tunnel  District. 


Locality. 

Area  of 

Habitable 

Land 

(Square 

Miles). 

Popula- 
tion, 
1905. 

Popula- 
tion, 
1910. 

Popula- 
tion per 
Square 
Mile, 
1910. 

Estimated 
Popula- 
tion, 
1930. 

East  Boston: — 

Ward  1 

Ward  2 

Chelsea,  .... 
Revere,  .... 
Winthrop,  .... 
Part  of  Saugus, 

1.85 
.55 
2.40 
4.50 
2.30 
3,00 

25,405 
25,925 
37,289 
12,659 
7,034 
1,700 

29,676 
28,812 
32,452 
18,219 
10,132 
1,900 

16,040 

52,385 

13,520 

4,050 

4,400 

633 

43,500 
41,000 
45,000 
34,000 
27,500 
3,800 

Totals 

14.60 

110,012 

121,191 

8,300 

194,800 

Table  7. —  Subway  Districts. 
South  Subway  District. 


Locality. 

Area  of 

Habitable 

Land 

(Square 

Miles). 

Popula- 
tion, 
1905. 

Popula- 
tion, 
1910. 

Popula- 
tion per 
Square 
Mile, 
1910. 

Estimated 
Popula- 
tion, 
1930. 

Boston: — 

One-quarter  of  Ward  9, 

Ward  10 

One-half  of  Ward  11, 
One-half  of  Ward  12, 
One-half  of  Ward  18, 

Ward  19 

One-quarter  of  Ward  22,    . 

.073 
.615 
.500 
.184 
.172 
1.190 
.300 

5,530 
23,840 
11,176 
10,869 
11,060 
29,213 

6,942 

6,607 
25,320 
13,722 
12,147 
11,368 
31,714 

7,494 

90,510 
41,170 
27,440 
66,020 
66,090 
26,650 
24,980 

8,750 
30,000 
20,000 
12,250 
12,000 
41,000 

9,500 

Totals 

3.034 

98,630 

108,372 

35,720 

133,500 

North  Subway  District  (East  Cambrid 

GE  Elevated  Route). 

Part  of  Somerville, 
East  Cambridge,    . 

2.800 
.550 

51,950 
23,380 

55,500 
25,000 

19,790 
45,455 

71,000 
30,000 

Totals 

3.350 

75,330 

80,500 

24,030 

101,000 
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Summary  of  Subway  Districts. 

To  Limit  of  5-cent  Fare,  not  including  One-half  of  Ward  11  or 
Wards  6,  7  and  8. 


Districts. 

Habitable 

Area 

(Square 

Miles). 

Population. 

Tables. 

1910. 

1930.* 

Table  1. 
Table  2, 
Table  3, 
Table  4, 
Table  5, 
Table  6, 
Table  7, 
Table  7, 

Dorchester  and  South  Boston,    . 
Roxbury  and  West  Roxbury,      . 
Riverbank,          .... 
Cambridge,          .... 
North  Washington  Street  tunnel, 
East  Boston  tunnel,    . 
South  Subway,  .... 
North  Subway,  .... 

8.319 
13.548 
10.420 
15.690 
17.921 
14.600 
3.034 
3.350 

156,841 
185,132 

72,489 
102,968 
164,218 
121,191 
108,372 

80,500 

234,860 
277,500 
121,500 
129,700 
221,000 
194,800 
133,500 
101,000 

Totals,   . 

86.882 

990,711 

1,414,860 

To  8-MiLB  Limit  (Approximate). 


Table;  1, 
Table  2, 
Table  3, 
Table  4, 
Table  5, 
Table  6, 
Table  7, 
Table  7, 


Totals, 


Dorchester  and  South  Boston, 

Roxbury  and  West  Roxbury, 

Riverbank,  .... 

Cambridge, 

North  Washington  Street  tunnel 

East  Boston  tunnel,    . 

South  Subway,  . 

North  Subway,;  . 


31.560 
19 . 248 
29.020 
21.590 
33 . 820 
14 . 600 
3.034 
3.350 


156.222 


196,407 
202,639 
112,295 
120,968 
196,798 
121,191 
108,372 
80,500 


1,139,170 


297,860 
297,500 
173,500 
154,700 
277,000 
194,800 
133,500 
101,000 


1,629,860 


*  Estimated. 
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APPENDIX   H. 


The  Commonwealth  of  Massachusetts. 
To  the  Senate  and  House  of  Representatives. 
Chapter  139  of  the  Resolves  of  1910  reads  as  follows:  — 

Resolves  kelative  to  the  Improvement  of  Transportation  Facili- 
ties  IN  AND   around   THE   CiTY   OP   BoSTON. 

Resolved,  That  the  board  of  railroad  commissioners  and  the  Boston 
transit  commission,  sitting  jointly,  be  requested  to  investigate  and  report 
in  print  to  the  general  court,  on  or  before  the  second  Saturday  of  January, 
nineteen  hundred  and  eleven,  whether  or  not  in  their  opinion  it  is  advis- 
able, expedient,  and  in  the  public  interest: 

First.  To  provide  for  the  acquisition  by  the  Boston  Elevated  Rail- 
way Company  of  stocks  and  bonds  of  other  street  railway  companies, 
or  for  the  acquisition  of  the  property  and  rights  of  other  street  railway 
companies  in  any  other  way. 

Second.  To  provide  in  advance  of  the  expiration  thereof  for  exten- 
sions of  the  existing  contracts  for  the  use  of  the  Tremont  street  subway, 
the  Washington  street  tunnel,  and  the  East  Boston  tunnel,  and  if  so, 
on  what  terms  and  conditions,  and  for  what  period  of  time. 

Third.  To  provide  for  further  modifications  of  chapter  five  hundred 
and  fifty-one  of  the  acts  of  the  year  nineteen  hundred  and  eight,  or  to 
provide  by  any  other  method,  and  if  so,  by  what  method,  for  continuing 
the  advantages  of  a  single  control  of  the  systems  of  the  Boston  Elevated 
Railway  Company  and  the  West  End  Street  Railway  Company. 

The  said  joint  board  is  requested  to  give  public  hearings  in  regard  to 
said  matters,  and  to  report  the  result  of  its  investigation  to  the  general 
court  on  or  before  the  second  Saturday  of  January,  nineteen  hundred 
and  eleven,  with  such  recommendations  as  the  joint  board  may  deem 
advisable  in  view  of  previous  investigations  and  the  investigation  to 
be  made  in  the  pursuance  of  this  resolve.  And  the  joint  board  is  also 
requested  to  submit  with  its  report  drafts  of  a  bill  or  bills  embodying 
any  recommendations  which  it  may  make. 

And  further  resolved,  That  the  board  of  railroad  commissioners  be 
joined  with  the  Boston  transit  commission  in  the  investigation  and  reports 
to  be  made  under  chapters  ninety-four  and  ninety-seven  of  the  resolves 
of  the  year  nineteen  hundred  and  ten.     [Approved  June  14,  1910. 

In  compliance  with  this  resolve,  the  Board  of  Railroad  Commissioners 
and  the  Boston  Transit  Commission,  sitting  jointly,  have  held  pubhc 
hearings,  duly  advertised,  and  have  carefully  considered  the  matters 
referred  to  them,  and  submit  a  separate  report  on  each  of  the  three  divisions 
of  the  resolve. 

Report  on  the  First  Division. 

The  first  reference  under  chapter  139  covers  the  inquiry  whether  it 
is  "advisable,  expedient,  and  in  the  public  interest":  — 

Holding  of  Stocks  and  Consolidation. 

To  provide  for  the  acquisition  by  the  Boston  Elevated  Railway  Company 
of  stock  and  bonds  of  other  street  railway  companies,  or  for  the  acquisition 
of  the  property  and  the  rights  of  other  street  railway  companies  in  any 
other  way. 
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Chapter  85  of  the  Resolves  of  1909  made  a  similar  but  more  restricted 
reference  to  this  Joint  Board,  as  follows :  — 

To  authorize  the  Boston  Elevated  Railway  Company  to  acquire  and 
hold  the  stock  and  securities  of  other  street  railway  companies,  elevated 
railroads  or  electric  railroads,  and  if  so,  under  what  conditions  and 
limitations. 

Under  this  reference  the  Joint  Board  made  a  report  to  the  General 
Court  of  1910  under  date  of  Jan.  8,  1910  (Senate  Document,  No.  22), 
containing  a  somewhat  full  discussion  of  the  subject  matter  of  the  inquiry, 
and  arriving  at  the  general  conclusion  that  "a  holding  bill  should  be 
enacted,  permitting  the  Boston  Elevated  Railway  Company  to  acquire 
and  hold  the  stock  of  other  street  railway  companies."  The  resolve  did 
not  request  the  Joint  Board  to  report  a  draft  bill  for  the  consideration  of 
the  General  Court,  but  the  Board  specified  certain  essential  considerations 
and  hmitations  under  which  such  authorization  should  be  given.  These 
conditions  are  now  embodied  in  a  draft  bill  for  the  consideration  of 
the  General  Court,  hereto  annexed,  and  marked  Appendix  A. 

The  Joint  Board  has  now  reviewed  the  conclusions  found  in  its  report 
of  Jan.  8,  1910,  above  referred  to,  and  desires  to  re-state  its  conviction 
that  the  passage  of  such  a  holding  bUl,  properly  safeguarded  as  therein 
indicated,  would  be  in  the  public  interest. 

The  resolve  of  the  present  year  contains  the  additional  inquiry  whether 
it  is  "advisable,  expedient,  and  in  the  public  interest"  to  provide  for 
"the  acquisition  of  the  property  and  rights  of  other  street  railway  com- 
panies in  any  other  way."  The  only  other  way  presenting  elements  of 
feasibility  would  be  consolidation. 

In  its  report  of  last  year  the  Joint  Board,  after  a  review  of  the  history 
of  transportation  in  Boston  and  its  suburbs,  declared  that  "it  would 
appear  that  the  consoUdation  of  the  Boston  Elevated  Railway  Company 
with  one  or  more  of  the  street  railway  companies  whose  lines  connect 
with  it,  properly  safeguarded,  would  present  substantial  public  advan- 


Consolidation  of  street  railway  companies  is  now  permitted  under  the 
provisions  of  Statutes  of  1906,  chapter  463,  part  III.,  sections  52,  53  and 
54,  such  consolidations  being  subject  to  the  approval  of  the  Board  of 
RaUroad  Commissioners,  as  provided  by  section  67,  of  part  I.  of  the  same 
chapter,  as  amended. 

It  was  then  assumed,  and  it  is  now  well  xmderstood,  that,  by  virtue 
of  the  existing  relations  by  way  of  contract  and  lease  between  the  company 
and  the  Commonwealth  and  the  city  of  Boston,  the  general  laws  relative 
to  consolidation  of  street  railway  companies  cannot  practically  be  availed 
of;  and  in  the  report  of  last  year  these  relations  were  carefully  reviewed, 
foi-  the  purpose  of  ascertaining  whether  some  other  method  which  obviated 
the  difficulties  could  be  devised  in  lieu  of  consohdation,  to  be  put  into 
effect  under  some  special  statute  that  would  adequately  protect  the  public 
interests.  It  was  not  then  held  nor  is  it  now  contended  that,  if  the  sug- 
gested difficulties  could  be  properly  overcome,  a  consolidation  might  not 
be  equally  effective  and  afford  full  protection  to  all  parties  in  interest. 

The  question  now  before  the  Joint  Board  is  whether  consolidation  by 
special  act  presents  such  elements  of  feasibility  and  practicability  as  to 
be  incorporated  in  the  draft  bill  appended. 

For  the  purpose  of  answering  this  question  we  have  re-examined  all 
the  evidence  upon  which  the  conclusions  of  our  last  year's  report  were 
founded,  and  in  addition  have  given  the  subject  further  consideration. 
While  it  has  always  been  conceded  that  a  special  consolidation  bill  could 
be  drafted,  it  must  also  be  admitted  that  no  action  can  be  required  under 
such  bill  without  the  consent  of  the  Boston  Elevated  Railway  Company; 
an  act  providing  for  consolidation,  which  would  necessarily  have  to  be 
permissive,  would  remain  inoperative  unless  accepted. 

The  Joint  Board,  however,  deems  it  advisable  to  include  a  special 
provision  relative  to  consohdation  and  this  is  embodied  in  section  7  of  the 
draft  bill.     This  section,  taken  as  a  whole,  is  in  aid  of  consohdation,  and 
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will  tend,  on  or  before  the  expiration  of  the  contract  between  the  Common- 
wealth and  the  Boston  Elevated  Railway  Company,  to  bring  about  con- 
sohdation  of  all  those  companies  in  which  the  Boston  Elevated  Railway 
Company  may  become  a  stockholder;  for  in  case  such  consolidation  is  not 
effected,  the  Boston  Elevated  Railway  Company  must,  by  Jan. 
1,  1924,  cease  to  be  a  stockholder,  and  dispose  of  any  stocks  or  bonds 
of  other  street  railway  companies  which  it  may  then  hold.  The  bill 
therefore  has  many  of  the  merits  of  a  special  consolidation  statute,  without 
any  of  the  defects  which  must  necessarily  attach  to  such  an  act  without  the 
holding  provisions. 

WALTER  PERLEY   HALL,    Chainnan, 

GEORGE  W.   BISHOP, 

CLINTON  WHITE, 

Board  of  Railroad  Commissioners. 

GEORGE   G.   CROCKER, 
GEORGE   F.   SWAIN,   Secretary, 
HORACE   G.   ALLEN, 
JOSIAH   QUINCY, 
JAMES   B.   NOYES, 

Boston  Transit  Commission. 
Jan.  14,  1911. 


Report  on  the  Second  Division. 
Extension  of  Tunnel  and  Subway  Leases. 

The  second  reference  under  chapter  139  covers  the  inquiry  whether  it 
is  "advisable,  expedient,  and  in  the  public  interest": — - 

To  provide  in  advance  of  the  expiration  thereof  for  extensions  of  existing 
contracts  for  the  use  of  the  Tremont  street  subway,  the  Washington  street 
tunnel  and  the  East  Boston  tunnel,  and  if  so,  on  what  terms  and  for  what 
period  of  time. 

The  Joint  Board  is  unanimously  of  opinion  that  it  is  advisable,  expe- 
dient, and  in  the  public  interest  to  provide  in  advance  of  the  expiration 
thereof  for  extensions  of  such  existing  contracts. 

While  the  resolve  does  not  in  terms  refer  to  leases  of  the  Cambridge 
tunnel  connection  unfler  Beacon  Hill,  and  of  the  Riverbank  subway,  both 
of  which  are  authorized,  but  not  yet  executed,  the  Joint  Board  has  included 
such  leases  in  its  consideration  of  the  above  reference,  believing  that  all 
leases  of  tunnels  and  subways  now  constructed  or  authorized  should  be 
dealt  with  together,  and  included  in  one  comprehensive  plan. 

It  is  of  the  greatest  importance  alike  to  the  city  of  Boston,  the  Boston 
Elevated  Railway  Company  and  the  travelling  public,  that  financial 
relations  connected  with  subway  and  tunnel  leases  should  be  definitely 
fixed,  not  only  for  the  present  but  for  a  considerable  future  period,  and 
that  such  financial  relations  should  be  established  upon  a  basis  consistent 
with  adequate  provision  for  meeting  present  and  future  needs  for  exten- 
sions of  the  underground  system  of  rapid  transit.  The  established  policy 
of  the  Commonwealth,  accepted  by  the  city  of  Boston,  has  placed  the  city 
in  the  position  of  financing  the  construction  of  subways  and  tunnels;  pro- 
posals are  before  the  Legislature,  and  are  recommended  in  other  reports 
of  this  Joint  Board,  for  the  construction  of  extensions  of  the  system  to 
meet  present  needs,  and  the  demands  of  the  not  remote  future  may  require 
still  further  extensions.  In  the  opinion  of  the  Joint  Board,  the  present 
is  an  opportune  time  for  establishing  a  new  and  more  permanent  status 
between  the  city  of  Boston  and  the  Boston  Elevated  Railway  Company 
and  this  seems  urgently  needed. 

An  important,  if  not  an  essential,  feature  of  such  new  status  should  be 
the  fixing  of  a  uniform  date  upon  which  leases,  not  only  of  existing  subways 
and  tunnels  but  of  the  new  subways  and  tunnels  to  be  constructed  in 
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accordance  with  pending  proposals  above  referred  to,  should  expire. 
Whether  the  city  is  to  deal  with  two  or  more  possible  tenants,  or  with  only 
a  single  possible  tenant, —  as  it  might  be  obliged  to  do  if  the  consolidation 
of  the  Boston  Elevated  Railway  Company  with  the  West  End  Street 
Railway  Company,  which  this  Joint  Board  recommends  below,  is  effected, 
—  we  believe  that  the  city  will  be  in  a  better  position  if  it  has  the  power  to 
lease  a  system  of  subways  and  tunnels  from  a  uniform  date,  than  if  it  is 
obliged  to  lease  isolated  subways  and  tunnels  from  time  to  time  as  leases 
may  expire. 

The  Joint  Board  is  of  opinion  that  it  is  highly  desirable,  alike  in  the 
interest  of  the  city  of  Boston,  the  Boston  Elevated  Railway  Company 
and  the  travelling  public,  which  needs  an  extension  of  rapid  transit  facil- 
ities, that  finances  of  subway  and  tunnel  construction,  including  both 
those  completed  and  those  proposed,  should  be  placed  upon  such  a  basis 
as  to  provide  for  the  payment  at  maturity,  without  renewal,  of  all  bonds 
heretofore  or  hereafter  issued  by  the  city  for  subway  and  tunnel  purposes. 
If  the  Boston  Elevated  Railway  Company  executes  leases  under  such  a 
plan,  the  city  is  assured,  to  the  extent  of  the  financial  ability  of  that 
company,  that  its  obligations  incurred  for  the  construction  of  subways 
and  tunnels  will  be  provided  for,  and  that,  after  the  expiration  of  the  term 
thus  established,  the  underground  rapid  transit  system  will  become  a 
free  asset  of  the  city. 

It  is  obvious  that  the  longer  the  term  allowed  for  the  payment  of  bonds 
issued  for  the  construction  of  subways  and  tunnels,  the  smaller  will  be  the 
annual  contribution  by  way  of  rental  which  it  is  necessary  for  the  lessee  — 
and  in  the  last  analysis  this  means  the  travelling  public  — to  pay.  The 
Joint  Board  is  therefore  of  opinion  that  the  uniform  date  at  which  all  such 
obligations  are  to  be  finally  extinguished  should  be  placed  at  such  period 
as  will  afford  complete  security  to  the  city,  and  will  at  the  same  time  impose 
no  undue  burden  either  upon  the  lessee  or  upon  the  travelling  public,  from 
which  the  lessee  draws  the  receipts  necessary  to  meet  its  rental  obligations 
under  the  leases.  The  calculation  of  such  term  requires  the  estimate  of 
two  factors,  neither  of  which  can  now  be  fixed  with  certainty. 

The  first  factor  is  the  rate  of  interest  which  the  city  will  have  to  pay 
upon  the  bonds  to  be  issued  for  the  construction  of  proposed  additional 
subways  and  tunnels;  and  the  second  factor  is  the  rate  of  interest  which 
will  be  realized  in  the  future  from  the  sinking  fund  established  for  the 
retirement  of  existing  and  future  loans  for  subway  construction.  The 
Joint  Board  does  not  believe,  therefore,  that  any  date  certain  should  now 
be  fixed  at  which,  under  the  financial  plan  proposed,  all  bonds  should  be 
retired.  The  Joint  Board  believes  that  a  provision  for  an  extension  period 
of  twenty-five  years,  in  connection  with  a  further  provision  for  determin- 
ing by  arbitration  at  the  end  of  this  period  both  the  length  of  the  further 
period  and  the  rate  of  rental  required  in  order  to  accomplish  the  above- 
named  object  of  providing  for  the  retirement  of  all  bonds,  affords  the 
best  practicable  method  of  dealing  with  this  matter. 

The  Joint  Board  is  of  opinioti  that  the  question  of  extending  the  exist- 
ing leases  should  not  be  dealt  with  by  itself,  but  in  connection  with  and 
as  a  part  of  a  comprehensive  plan  for  unifying  the  finances  of  subway  and 
tunnel  construction.  Such  a  plan  has  been  worked  out,  and  the  Joint 
Board  now  presents  the  same  for  the  consideration  of  the  Legislature  in 
the  draft  bill  hereto  annexed. 

This  bill  (Appendix  B)  provides,  in  the  first  place,  for  a  twenty-five- 
year  period  of  extension  of  the  three  existing  leases,  namely,  of  the  Tremont 
Street  subway,  of  the  East  Boston  tunnel  and  of  the  Washington  Street 
tunnel,  so  that  the  same  will  all  expire  on  July  1,  1936.  Provision  is  also 
made  that  the  lease  of  the  Beacon  Hill  tunnel,  now  under  construction, 
and  the  lease  of  the  Riverbank  subway,  the  construction  of  which  is 
authorized  but  not  yet  begun,  shall  expire  at  the  same  date.  This  would 
extend  the  lease  of  the  Tremont  Street  subway  for  about  nineteen  years, 
the  lease  of  the  East  Boston  tunnel  for  about  fourteen  years,  and  the 
lease  of  the  Washington  Street  tunnel  for  about  three  years ;  and  it  would 
extend  the  lease  of  the  Beacon  Hill  tunnel,  if  such  lease  is  made  in  1912 
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to  run  for  twenty  years  from  its  opening  for  use,  as  now  authorized  by 
law,  for  about  four  years.  On  the  other  hand,  the  lease  of  the  Riverbank 
subway  is  now  authorized  to  be  made  for  twenty-five  years  from  its  open- 
ing for  use  and  if  so  opened  in  the  year  1914  the  lease  would  not  expire 
until  1939,  so  that  the  fixing  of  the  above  common  date  of  expiration 
would  shorten  this  lease  for  about  three  years.  It  is  also  proposed  that 
the  lease  of  the  proposed  tunnel  to  the  South  Station  and  thence  to  Andrew 
Square,  if  the  construction  of  such  tunnel  is  authorized,  should  expire  at 
the  same  date,  July  1,  1936,  which  would  make  the  length  of  the  lease  of 
this  tunnel  not  over  twenty-two  years  from  the  date  of  its  opening  for  use. 
The  bill  makes  no  change  in  the  rates  of  rental  payable  under  existing 
leases  until  after  such  leases  have  expired.  From  and  after  the  respective 
dates  of  expiration  the  rental  is  fixed  at  the  uniform  rate  of  4^  per  cent, 
per  annum  for  all  subways  now  constructed  or  authorized,  and  it  is  fur- 
ther assumed  that  the  same  rate  of  rental  will  be  fixed  for  the  new  tunnel 
to  Andrew  Square  above  referred  to,  if  its  construction  is  authorized. 
The  Joint  Board  has  thought  it  proper  to  adopt  such  4§  per  cent,  rate  of 
rental  as  the  basis  of  its  calculations,  in  view  of  the  fact  that  this  is  the 
rate  established  by  the  Legislature  for  the  lease  of  the  Washington  Street 
tunnel  and  for  the  lease  of  the  Riverbank  subway.  The  bill  only  estab- 
lishes this  rate  of  rental,  however,  until  July  1,  1936;  and  in  view  of 
the  difficulty  of  foreseeing  rates  of  interest  and  other  future  conditions, 
it  has  seemed  to  the  Joint  Board  wise  not  to  undertake  to  fix  a  definite 
rate  of  rental  for  a  longer  period  than  twenty-five  years. 

For  the  purpose  of  giving  the  city  the  right  to  require_  such  further 
extension  as  may  be  found  necessary  to  provide  for  the  retirement  of  all 
its  subway  and  tunnel  bonds  at  maturity,  a  clause  is  inserted  providing 
for  the  determination,  to  be  made  by  the  same  arbitrators  who  fix  the 
rate  of  rental  after  1936,  of  the  question  how  long  an  extension  is  neces- 
sary to  accomplish  the  above  object.  It  seems  to  the  Joint  Board  far 
better  to  leave  the  determination  of  this  question  to  such  arbitrators, 
acting  in  the  light  of  conditions  existing  in  1936,  by  which  time  material 
changes  may  have  taken  place  in  the  rate  of  return  on  sinking  funds, 
than  to  undertake  to  fix  at  the  present  time  the  total  term  of  years  required 
to  insure  the  payment  of  such  bonds.  The  period  of  such  extension 
beyond  1936  is,  however,  limited  to  twenty-five  years  at  the  maximum, 
so  that  in  no  case  can  the  total  extension  exceed  the  term  of  fifty  years, 
which  recent  legislation  of  the  State  of  New  York  has  fixed  as  a  proper 
term  for  the  leasing  of  subways  and  tunnels  within  the  city  of  New  York. 
The  term  of  the  second  extension  will,  however,  upon  the  basis  of  the 
best  financial  calculations  as  to  probable  rates  of  interest  which  can  now 
be  made,  be  considerably  shorter  than  the  maximum  term  of  twenty-five 
years.  The  arbitrators  are  allowed  full  discretion  to  fix  the  rental  to  be 
paid  during  the  extension  at  such  rate  as  may  seem  to  them  reasonable, 
in  view  of  all  conditions  then  existing;  the  only  restriction  placed  upon 
them  is  that  the  term  and  rate  of  rental  shall  in  combination  insure  the 
retirement  of  all  bonds  at  or  before  maturity.  We  believe  that  such  a 
provision  gives  the  city  absolute  protection  for  its  investment  in  under- 
ground rapid  transit  facilities  as  long  as  the  Boston  Elevated  Railway 
Company  remains  a  solvent  corporation,  able  to  meet  its  obligations; 
such  a  plan  is  also  of  value  to  the  company,  and  should  strengthen  its 
ability  to  provide  for  the  further  financing  which  is  required  to  meet  the 
needs  of  public  travel  within  the  metropolitan  district.  _     . 

The  operation  of  the  act  is  made  dependent  upon  three  conditions, 
expressed  in  the  last  section.  ■,■,■, 

First,  within  three  months  of  its  passage  it  must  be  accepted  by  the 
city  of  Boston,  acting  by  the  mayor  and  the  city  council. 

Second,  the  act  becomes  null  and  void,  even  if  accepted  by  the  city, 
unless  a  consolidation  of  the  systems  of  the  Boston  Elevated  Railway 
Company  and  of  the  West  End  Street  Railway  Company  is  effected  within 
one  year  from  the  date  of  the  passage  of  the  act.  The  Joint  Board  deems 
this  condition  of  vital  importance  and  would  not  recommend  any  exten- 
sions of  leases  at  the  present  time  except  subject  thereto.     The  question 
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of  granting  such  extensions  is  a  very  different  one  if  such  action  is  to  be 
taken  subject  to  the  contingency  that  after  the  year  1922  two  separate 
and  more  or  less  competitive  systems  of  local  transportation  may  be  in 
operation  in  Boston.  If  such  a  situation  is  to  exist,  the  city  may  well 
postpone  as  long  as  possible  committing  itself  to  any  pohcy  in  respect  to 
the  disposition  of  its  subways  and  tunnels  when  present  leases  expire. 
Not  to  mention  other  considerations,  the  financial  resources  and  respon- 
sibility of  a  lessee  of  the  underground  rapid  transit  system,  enjoying  a 
practical  monopoly  of  underground,  surface  and  elevated  transportation 
in  Boston  and  a  large  part  of  the  metropolitan  district,  wiU  certainly  be 
much  greater  than  those  of  either  one  of  two  companies  operating  inde- 
pendent and  partly  competing  systems.  The  Joint  Board  has  unani- 
mously recommended  the  consolidation  of  these  two  companies  in  a  pre- 
ceding section  of  this  report.  Furthermore,  before  making  a  further 
investment  of  some  $10,000,000  in  subways  and  tunnels,  as  already  recom- 
mended by  the  Joint  Board  in  other  reports,  the  city  may  reasonably  ask 
to  have  the  question  settled  whether  the  Boston  Elevated  Railway 
Company,  the  West  End  Street  Railway  Company,  or  a  consohdated 
company,  is  to  be  the  lessee  in  each  case  after  1922. 

Third,  the  act  expressly  makes  the  proposed  extensions  of  leases 
conditional  upon  the  passage  of  legislation  authorizing  the  construction  of 
the  tunnels  recommended  by  the  Joint  Board  in  another  report  to  the 
Legislature,  namely,  from  Park  Street  to  the  South  Station,  as  an  exten- 
sion of  the  Cambridge  subway,  with  its  tunnel  connection  under  Beacon 
Hill,  and  from  the  South  Station  to  South  Boston  and  Andrew  Square, 
and  upon  the  execution  by  the  Boston  Elevated  Railway  Company  of 
leases  of  the  same.  If  the  leasing  of  these  tunnels  at  4^  per  cent,  upon 
their  cost  is  to  be  regarded,  as  the  company  itself  contends,  as  imposing 
an  additional  financial  burden  upon  the  Boston  Elevated  Railway  Com- 
pany, rather  than  as  granting  further  valuable  privileges  to  the  company, 
then  the  assumption  of  such  an  obligation  should  be  required  as  one  feature 
of  a  comprehensive  general  plan  for  the  extension  of  leases;  for  such  a  plan, 
while  desirable  from  the  standpoint  of  giving  fuller  protection  to  the  invest- 
ment of  the  city  of  Boston  than  it  now  enjoys  in  respect  to  the  ultimate 
payment  in  full  of  the  debt  incurred  for  the  underground  rapid  transit 
system,  is  also  unquestionably  of  benefit  to  the  company,  through  giving 
greater' stability  to  its  tenure,  and  enabhng  it  to  make  more  definite  finan- 
cial calculations,  extending  over  a  longer  period  of  time. 

The  plan  embodied  in  the  act  is  therefore  offered  by  the  Joint  Board  as 
a  complete  whole,  the  various  features  and  terms  of  which  are  to  be  con- 
sidered together,  and  not  as  separate  or  independent  proposals. 

The  arbitration  clause  of  the  act  as  drafted  provides  for  the  appointment 
of  all  three  arbitrators  by  the  chief  justice  of  the  Supreme  Judicial  Court; 
but  any  other  method  of  selecting  three  arbitrators,  which  is  fair  and  cer- 
tain in  its  operation,  would  be  satisfactory. 

Mr.  George  G.  Crocker  is  unable  to  agree  with  the  rest  of  the  Joint  Board 
upon  certain  conclusions  reached  in  the  latter  part  of  this  report.  His 
views  are  therefore  appended. 

WALTER   PERLEY   HALL,    Chairman, 
GEORGE  W.   BISHOP, 
CLINTON  WHITE, 

Board  of  Railroad  Commissioners. 

*  GEORGE   G.   CROCKER, 
GEORGE   F.   SWAIN,  Secretary, 
HORACE   G.   ALLEN, 
JOSIAH  QUINCY, 
JAMES   B.   NO  YES, 

Boston    Transit    Commission. 
Jan.  14,  1911. 
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*  Dissenting  Statement  of  George  G.  Crocker. 

Agreeing  with"  the  report  of  the  Joint  Board  that  there  is  urgent  need  for 
establishing  a  more  permanent  status  between  the  city  of  Boston  and  the 
Boston  Elevated  Railway  Company  as  to  subways  and  tunnels;  that  it  is 
desirable  that  more  definite  provision  should  be  made  for  payment  at 
maturity  of  bonds  which  have  been  issued  for  subway  and  tunnel  con- 
struction and  those  which  may  be  issued  for  such  construction  already 
authorized  or  now  in  contemplation,  and  that  the  proper  way  to  secure  this 
result  is  through  an  extension  of  leases  now  existing  or  authorized,  upon 
such  terms  and  conditions  as  may  seem  appropriate,  —  I  differ  from  my 
associates  as  to  the  terms  and  conditions  proposed  by  them:  first,  because 
the  rental  on  extensions  of  the  said  leases,  which  by  the  report  is  fixed  until 
1936  at  4:\  per  cent,  on  the  cost,  is  insufficient;  and,  second,  because  the  plan 
proposed,  while  it  does  not  require,  nevertheless  contemplates,  and  naturally 
will  result  in,  the  fixing  of  rentals  from  1936  on  a  basis  which  will  not  wipe 
out  the  indebtedness  of  the  city  until  twenty-five  years  from  1936,  or,  in 
other  words,  until  1961. 

The  contract  for  the  use  of  the  Tremont  Street  subway  runs  for  a  period 
of  twenty  years  from  1897,  at  a  rental  of  4|  per  cent,  on  its  net  cost.  This 
rental,  if  continued  for  the  full  term  of  the  bonds,  which  term  was  fixed  by 
statute  (St.  1894,  c.  548,  §  37)  at  forty  years,  would  be  more  than  sufficient 
to  pay  the  interest  on  the  bonds  and  to  create  a  sinking  fund  adequate  to 
retire  the  bonds  at  their  maturity. 

In  1897  the  construction  of  the  East  Boston  tunnel  was  authorized. 
The  rental  reserved  by  the  act  for  a  term  ending  in  1922  was  made  up  of 
two  elements,  the  first  of  which  was  the  payment  by  the  Boston  Elevated 
Railway  Company  of  three-eighths  of  1  per  cent,  of  its  gross  earnings,  and 
the  other  a  toll  of  1  cent  per  passenger  using  the  tunnel.  The  amount 
now  being  reahzed  from  these  two  sources  is  more  than  sufficient  to  meet 
the  interest  and  sinking  fund  requirements  for  that  bond  issue. 

As  in  1894,  the  statute  fixed  the  term  of  the  bonds  at  forty  years  (St. 
1897,  c.  500,  §§  17,  18). 

The  next  tunnel  indebtedness  was  that  incurred  for  the  Washington 
Street  tunnel  (St.  1902,  c.  534,  §  10).  Unlike  the  statutes  above  referred 
to,  this  act  provided  for  issuing  bonds  "for  such  terms,  not  exceeding  fifty 
years,  as  the  mayor  and  treasurer  of  said  city  may  determine."  Under 
this  discretionary  authority  no  bonds  have  been  issued  which  run  for 'a 
term  of  more  than  forty  years  The  rental  was  fixed  by  the  statute  at  4| 
per  cent,  on  the  net  cost.  The  condition  of  the  money  market  was  such 
at  the  time  of  the  passage  of  the  act  that  the  city  was  able  to  sell  its  bonds 
on  a  3i  per  cent,  basis.  On  that  basis  a  4|  per  cent,  rental  left  a  sufficient 
balance  for  the  sinking  fund  requirements  on  a  forty-year  bond.  Unfor- 
tunately, the  money  market  soon  thereafter  began  to  harden,  and  when  the 
money  was  needed  to  carry  on  the  work,  city  bonds  could  not  be  sold  on 
the  average  on  a  lower  basis  than  3.69  per  cent.  On  this  basis  the  balance 
of  a  4|  per  cent,  rental  available  each  year  for  the  sinking  fund  is  only  .81 
per  cent.,  which  is  insufficient  to  retire  forty-year  bonds  at  their  maturity. 

By  St.  1906,  c.  520,  §  23,  the  construction  of  what  is  known  as  the  Cam- 
bridge connection  for  the  tunnel  under  Beacon  Hill  was  authorized,  and 
it  was  provided  that  it  should  be  leased  for  a  term  of  not  less  than  twenty 
years  from  its  opening  for  use,  at  an  annual  rental  equal  to  4|  per  cent,  of 
its  net  cost.  The  bonds  are  required  to  be  forty-year  bonds.  The  contract 
has  not  yet  been  executed. 

Next  in  order  was  the  act  to  provide  for  the  construction  of  the  east  and 
west  tunnel  and  subway  in  the  city  of  Boston  (St.  1907,  c.  573).  This 
subway  is  known  as  the  Riverbank  subway.  Under  the  provisions  of  the 
act  it  is  to  be  leased  for  a  term  of  twenty-five  years  from  the  beginning  of 
its  use,  at  an  annual  rental  equal  to  4|  per  cent,  on  the  net  cost.  This  act, 
like  that  of  1902,  provides  that  the  bonds  to  be  issued  to  meet  the  cost  of 
construction  shall  be  for  such  terms,  not  exceeding  fifty  years,  as  the  mayor 
and  the  city  treasurer  may  determine.  The  lease  has  not  yet  been 
executed. 

So  far,  then,  as  relates  to  the  term  of  the  bonds  issued  by  the  city  to 
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meet  the  cost  of  the  several  subways  and  tunnels,  it  appears  that  the  stat- 
utes require  those  issued  for  the  Tremont  Street  subway,  the  East  Boston 
tunnel  and  the  Cambridge  connection  to  be  forty-year  bonds,  and  permits 
those  issued  for  the  Washington  Street  tunnel  and  the  Riverbank  subway 
to  be  for  terms  not  exceeding  fifty  years.  The  Legislature  has  not  in  any 
case  determined  that  subway  or  tunnel  bonds  shall  be  issued  for  terms 
exceeding  forty  years,  but  in  two  acts  it  has  given  to  the  city  authorities 
discretionary  power  up  to  fifty  years.  Under  this  discretionary  power  the 
mayor  and  the  city  treasurer  have  in  all  cases  limited  the  term  to  forty 
years. 

It  also  appears  that  in  the  act  providing  for  the  construction  of  the 
Tremont  Street  subway  the  Legislature  left  to  the  Boston  Transit  Com- 
mission the  question  of  determining  the  rental;  that  in  two  other  cases  it 
has  definitely  fixed  the  rental  at  4^  per  cent.,  and  in  one  at  4|  per  cent.,  on 
the  net  cost. 

In  any  event,  the  situation  is  such  as  to  create  no  restraint  upon  the 
members  of  the  Joint  Board  as  to  recommending  what  they  deem  to  be 
expedient. 

The  average  rate  paid  by  the  city  of  Boston,  thus  far,  for  money  used 
in  the  construction  of  the  Tremont  Street  subway,  the  Washington 
Street  tunnel,  and  the  East  Boston  tunnel,  has  been  3.566  per  cent.  To 
estabhsh  a  sinking  fund  adequate  to  amortize  debt  in  forty  years,  assuming 
that  the  income  of  the  sinking  fund  amounts  to  3§  per  cent,  per  annum, 
calls  for  an  annual  payment  of  1.143  per  cent.  Hence,  under  such  circum- 
stances, to  provide  for  the  payment  of  interest  and  sinking  fund  require- 
ments calls  for  a  rental  equal  to  the  sum  of  these  two,  or  approximately  4f 
per  cent,  per  annum.  An  estimate  by  a  recognized  authority  in  such 
matters,  furnished  at  the  request  of  the  Joint  Board  by  the  Boston  Ele- 
vated Railway  Company,  shows  that,  if  the  existing  contracts  for  the  use 
of  subways  and  tunnels,  and  those  contracts  now  authorized  by  law  but 
not  yet  executed,  are  each  extended  beyond  the  time  fixed  by  their  terms 
or  by  statute  to  the  first  of  July,  1950,  at  a  rental  during  such  extension 
equal  to  4.75  per  cent,  on  the  cost,  and  if  the  proposed  act  in  relation  to  the 
construction  of  a  tunnel  to  the  South  Station  and  to  South  Boston  pro- 
vides for  a  lease  of  the  same  to  the  Boston  Elevated  Railway  Company  for 
a  term  ending  on  said  first  of  July,  1950,  at  the  same  rental,  and  if  the 
various  loans  are  consolidated,  as  proposed  in  the  act  submitted  here- 
with (Appendix  C),  the  rentals  would  be  sufficient  to  meet  the  interest  on 
the  bonds  issued  and  to  be  issued,  and  to  provide  sinking  funds  adequate 
to  retire  such  indebtedness  on  said  date. 

A  consolidation  of  loans  on  this  basis  would  be  an  indication  of  the 
policy  of  the  Commonwealth  to  adhere  to  a  rental  system  adequate  to 
pay  forty-year  bonds  at  their  maturity,  and  would  not  be  an  indication, 
as  is  the  report  of  the  committee,  that  the  financial  scheme  which  was 
adopted  when  the  city  entered  upon  the  construction  of  tunnels  should 
be  changed  by  issuing  bonds  for  longer  terms  and  fixing  correspondingly 
reduced  rentals. 

If  the  various  contracts  for  the  use  of  the  subways  and  tunnels  above 
referred  to  are  made  to  terminate  on  the  1st  of  July,  1950,  the  average 
term  of  use  will  be  about  forty  years;  that  is,  the  use  of  the  Cambridge 
connection  will  be  for  only  thirty-eight  years,  that  of  the  Riverbank 
subway  and  the  tunnel  to  South  Station  and  South  Boston  for  about 
thirty-five  years;  while,  on  the  other  hand,  the  term  of  use  of  the  Tremont 
Street  subway  will  be  fifty-three  years,  and  that  of  the  Washington 
Street  tunnel  forty-two  years. 

GEORGE   G.   CROCKER. 
Jan.  14,  1911.  

Report  on  the  Third  Division. 

Consolidation  of  the  Boston  Elevated  and  West  End  Street  Railway  Companies. 

The  third  reference  under  chapter  139  covers  the  inquiry  whether  or 
not,  in  its  opinion,  it  is  "  advisable,  expedient,  and  in  the  public  interest " :— 
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To  provide  for  further  modifications  of  chapter  five  hundred  and  fifty- 
one  of  the  acts  of  the  year  nineteen  hundred  and  eight,  or  to  provide  by 
any  other  method,  and  if  so,  by  what  method,  for  continuingthe  advantages 
of  a  single  control  of  the  systems  of  the  Boston  Elevated  Railway  Company 
and  the  West  End  Street  Railway  Company. 

St. 1908,  c.  551,  provided  for  the  consolidation  of  the  West  End  Street 
Railway  Company  and  the  Boston  Elevated  Railway  Company;  the 
exchange  of  the  preferred  stock  of  the  West  End  Street  Railway  Company 
for  first  preferred  stock  of  the  Boston  Elevated  Railway  Company,  to  the 
same  par  value,  bearing  cumulative  dividends  at  the  rate  of  8  per  cent, 
per  annum;  and  the  exchange  of  the  common  stock  of  the  West  End 
Street  Railway  Company  for  second  preferred  stock  of  the  Boston  Elevated 
Railway  Company,  to  the  same  par  value,  bearing  cumulative  dividends 
at  the  rate  of  7  per  cent,  per  annum. 

The  General  Court  of  1909  by  a  resolve  (chapter  85)  requested  the 
Joint  Board  now  sitting  to  report  whether,  in  its  opinion,  it  was  "advisable, 
expedient,  and  in  the  pubhc  interest,"  among  other  things,  "to  amend 
chapter  five  hundred  and  fifty-one  of  the  acts  of  the  year  nineteen  hundred 
and  eight  by  providing  for  a  distribution  of  any  of  the  assets  of  the  West 
End  Street  Railway  Company  among  its  stockholders,  or  by  changing 
the  terms  and  conditions  of  the  first  and  second  preferred  stock  to  be  issued 
by  the  Boston  Elevated  Railway  Company,  and,  if  so,  in  what  manner 
and  to  what  extent." 

In  its  report  to  the  General  Court  of  1910  (Senate  Document,  No.  22), 
in  response  to  this  resolve,  the  Joint  Board  stated  its  opinion: — 

First. — •  That  it  is  not  advisable,  expedient  or  in  the  pubUc  interest  to 
amend  chapter  551  of  the  Acts  of  the  year  1908  by  providing  for  a  distri- 
bution of  any  of  the  assets  of  the  West  End  Street  Railway  Company 
among  its  stockholders.  The  Board  unanimously  adheres  to  this  recom- 
mendation. 

Second. — That  the  rate  of  dividend  on  the  second  preferred  stock  as 
named  in  the  act  (7  per  cent.)  is  not  unjust  to  the  West  End  Street  Railway 
Company  stockholders,  but,  on  the  contrary,  is  amply  liberal.  This 
subject  is  referred  to  below. 

Third. — That  the  act  be  amended  by  inserting  in  section  2,  after  the 
words  "outstanding  at  the  date  of  purchase,"  where  these  words  appear 
the  third  time,  the  words,  "No  other  stock  shall  hereafter  be  issued,  either 
preferred  or  equal  to  such  first  preferred  or  second  preferred  stock,  without 
the  consent  of  two-thirds  of  the  holders  of  such  stocks  respectively." 
The  Board  unanimously  adheres  to  this  recommendation. 

The  form  of  the  question  submitted  in  the  reference  of  1910  assumes  the 
advantages  of  a  single  control  of  these  two  systems,  and  these  are,  indeed, 
so  obvious  that  no  argument  is  required  to  demonstrate  them.  A  single 
control  exists  to-day  under  the  present  lease,  and  will  continue  to  exist 
until  its  expiration,  eleven  years  hence. 

There  are  clearly  two  methods,  and  only  two,  by  which  a  continuance 
of  this  single  control  can  be  assured:  these  are  either  a  long  extension  of 
the  present  lease  with  or  without  amendment,  or  a  consolidation  of  the 
two  companies.  We  understand  that  we  are  asked,  among  other  things, 
which  of  these  two  methods  would  in  our  opinion  be  the  better,  and  we 
answer,  emphatically,  consolidation. 

The  Resolves  of  1909  above  referred  to  did  not  include  the  question  of 
consolidation  within  the  reference,  but  in  its  report  the  Joint  Board  made 
the  following  statement: — 

The  two  companies  agree  that  it  is  the  interest  of  the  public  that  a  con- 
solidation take  place,  and  that  material  economies  can  be  effected  thereby. 
In  this  view  the  Joint  Board  concurs. 

The  Joint  Board  now  reiterates  the  opinion  then  expressed.  We  also 
refer  in  this  connection  to  the  special  report  made  by  the  Board  of  Railroad 
Commissioners  to  the  Legislature  on  March  30,  1908,  and  printed  in  its 
fortieth  annual  report  (pp.  160-176).     In  answer  to  the  question,  what 
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public  benefits,  if  any,  would  accrue  from  a  bill  providing  for  the  con- 
solidation of  the  properties  of  the  two  companies,  that  Board  gave  its 
opinion  that  "a  single  management  should  control  the  operation  of  these 
systems,"  for  reasons  which  were  fully  set  forth;  and  further  stated  that, 
while  the  question  of  consolidation  rather  than  lease  was  not  then  before 
the  Board,  it  "would  have  no  hesitancy  in  declaring  for  the  consolidation." 
The  Joint  Board  is  now  further  unanimously  agreed  that  chapter  551 
of  the  Acts  of  1908  should  be  amended  by  extending  the  time  within  which 
the  consolidation  may  be  authorized  by  the  stockholders  of  the  two  com- 
panies. The  following  amendment  would  be  suitable  for  such  purpose: 
"The  time  within  which  the  purchase  and  sale  authorized  by  chapter  five 
hundred  and  fifty-one  of  the  acts  of  the  year  nineteen  hundred  and  eight 
may  be  effected  is  hereby  extended  to  December  thirtieth,  nineteen 
hundred  and  eleven." 

While  the  Joint  Board  is  thus  unanimously  agreed  as  to  the  great 
importance  of  this  consolidation,  its  members  find  themselves  unable  to 
agree  as  to  the  rate  at  which  the  dividend  upon  the  second  preferred  stock 
of  the  Boston  Elevated  Railway  Company  should  be  fixed.  This  report 
is  therefore  signed  by  all  the  members  of  the  Board,  and  the  question  of 
such  dividend  rate  is  discussed  in  the  majority  and  minority  reports 
appended  hereto. 

WALTER  PERLEY  HALL,  Chairman, 

GEORGE  W.  BISHOP, 

CLINTON  WHITE, 

Board  of  Railroad  Comynissioners. 

GEORGE  G.  CROCKER, 
GEORGE  F.  SWAIN,  Secretary, 
HORACE  G.  ALLEN, 
JOSIAH  QUINCY, 
JAMES  B.  NO  YES, 

Boston  Transit  Commission. 
Jan.  14,  1911. 


Majority  Report. 

The  third  matter  referred  to  the  Joint  Board  by  chapter  139  is  whether 
or  not  in  its  opinion  it  is  "advisable,  expedient,  and  in  the  public  interest" : — 

To  provide  for  further  modifications  of  chapter  five  hundred  and  fifty-one 
of  the  acts  of  the  year  nineteen  hundred  and  eight,  or  to  provide  by  any 
other_  method,  and  if  so,  by  what  method,  for  continuing  the  advantages 
of  a  single  control  of  the  systems  of  the  Boston  Elevated  Railway  Company 
and  the  West  End  Street  Railway  Company. 

The  fundamental  question  whether  it  is  "advisable,  expedient,  and  in 
the  public  interest' '  that  the  single  control  of  these  two  systems  should  be 
assured  for  the  future  by  the  method  of  consolidation  is  answered  in  the 
affirmative  in  the  unanimous  report  of  the  Joint  Board  above  submitted. 
The  majority  of  the  Joint  Board  now  proceeds  to  give  its  views  as  to  the 
advisability  of  so  modifying  the  terms  of  consolidation  contained  in  the 
above-named  act  as  to  bring  about  the  speedy  unification  of  these  two 
companies  by  voluntary  agreement. 

St.  1908,  c.  551,  authorized  the  consolidation  of  the  West  End  Street 
Railway  Company  and  the  Boston  Elevated  Railway  Company,  and  the 
exchange  of  the  first  preferred  stock  of  the  West  End  Street  Railway 
Company  for  first  preferred  stock  of  the  Boston  Elevated  Railway  Com- 
pany, bearing  cumulative  interest  at  the  rate  of  8  per  cent,  per  annum,  and 
the  exchange  of  common  stock  of  the  West  End  Street  Railway  Company 
for  second  preferred  stock  of  the  Boston  Elevated  Railway  Company, 
bearing  cumulative  interest  at  the  rate  of  7  per  cent,  per  annum. 
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By  chapter  85  of  the  Resolves  of  1909  this  Joint  Board  was  asked  to 
report  upon  the  more  specific  question,  whether  or  not  it  is  "advisable, 
expedient,  and  in  the  pubhc  interest": — 

First.  To  amend  chapter  five  hundred  and  fifty-one  of  the  acts  of  the 
year  nineteen  hundred  and  eight  by  providing  for  a  distribution  of  any  of 
the  assets  of  the  West  End  Street  Railway  Company  among  its  stock- 
holders, or  by  changing  the  terms  and  conditions  of  the  first  and  second 
preferred  stock  to  be  issued  by  the  Boston  Elevated  Railway  Company, 
and,  if  so,  in  what  manner  and  to  what  extent. 

In  dealing  with  the  question  now  presented,  it  seems  proper,  in  the  first 
place,  to  distinguish,  first,  between  the  circumstances  existing  when  the 
Joint  Board  made  its  report  of  last  year  (printed  as  Senate  Document,  No. 
22,  of  1910)  and  those  existing  at  the  date  of  the  present  report;  and  second, 
between  the  terms  of  the  two  references. 

(1)  The  advantages,  indeed  the  imperative  necessity,  of  consolidation 
become  more  and  more  evident  the  more  the  question  of  future  trans- 
portation facilities  is  studied. 

Other  questions  closely  related  to  consolidation,  such  as  extensions 
of  existing  leases  of  subways  and  tunnels  and  the  building  of  important 
and  costly  additional  subways,  had  not  at  the  date  of  the  report  referred  to 
reached  a  stage  where  they  seemed  to  be  ripe  for  speedy  settlement  by 
legislative  action. 

The  question  of  securing  much-needed  extensions  of  the  underground 
rapid  transit  system,  calling  for  an  additional  investment  of  about 
$10,000,000,  which  is  dealt  with  in  another  report  made  to  the  Legislature 
by  the  Joint  Board,  seems  to  be  closely  connected  from  the  standpoint  of 
financial  feasibility  with  the  question  of  extending  existing  subway  leases, 
dealt  with  in  the  second  report;  and  both  these  questions  are  inextricably 
involved  with  the  question  of  securing  a  consolidation  of  the  two  com- 
panies. However  unlikely  it  may  be  that  the  existing  single  control  of 
these  two  great  transportation  systems  will  ever  be  replaced  by  separate 
operation,  the  management  of  the  Boston  Elevated  Railway  Company 
would  not  seem  to  be  warranted  in  assuming  that  any  status  will  exist  at 
the  termination  of  the  lease  other  than  that  provided  for  by  the  lease 
itself;  it  would  therefore  appear  absolutely  necessary  for  that  company 
to  provide  long  in  advance  both  for  meeting  the  obligations  of  the  lease, 
and  for  continuing  proper  facilities  for  public  travel  on  its  own  lines  after 
the  expiration  of  the  lease.  The  development  of  the  transportation 
system  of  Boston  has  reached  a  stage  where  the  consolidation  of  the  two 
companies  seems  an  essential  condition  precedent  to  the  securing  of  the 
further  important  extensions  necessary  to  round  out  a  measurably  ade- 
quate and  complete  system. 

These  advantages  are  manifest  not  only  to  the  Joint  Board  but  to  the 
Boston  Elevated  Railway  Company,  and  are  well  set  forth  in  the  state- 
ment made  to  this  Joint  Board  by  its  president.  Gen.  W.  A.  Bancroft,  on 
Nov.  1,  1910,  an  extract  from  which  is  given  in  Appendix  D. 

(2)  The  Boston  Elevated  Railway  Company,  the  lessee,  which  is 
seeking  the  consolidation  of  the  two  companies,  had  not  last  year  pub- 
licly taken  the  position  that  it  deemed  consolidation  of  such  urgent  import- 
ance that  it  was  willing  to  concede  the  payment  of  an  8  per  cent,  dividend 
upon  its  new  second  preferred  stock  in  order  to  secure  it,  and  that  the  cost 
of  the  increase  of  1  per  cent,  would  be  much  more  than  offset  by  the  operat- 
ing economies  which  could  be  effected.  The  position  which  the  company 
has  now  taken  on  this  matter,  as  set  forth  by  its  president,  General  Ban- 
croft, at  a  public  hearing  before  the  Joint  Board  on  Nov.  1,  1910,  is 
stated  as  follows: — ■ 

"The  change  of  the  rate  of  dividend  on  the  second  preferred  stock 
from  7  to  8  per  cent,  means  an  additional  charge  of  $125,000  a  year.  The 
unnecessary  expenditures  of  capital  and  the  unnecessary  expense  of 
operation,  if  no  consolidation  is  effected,  ought  in  the  near  future  to 
more  than  offset  this  annual  payment;  and  the  additional  capital  from 
time  to  time  required  by  the  company  should  be  obtained  on  more  favor- 
able terms,  if  this  question  of  consolidation  is  settled. 
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"The  Elevated  has  no  desire  to  pay  more  for  the  West  End  than  it 
has  to.  It  is  a  plain  business  proposition.  The  Elevated  believes  that 
it  is  much  better  to  take  over  the  West  End  property  on  an  8  per  cent, 
basis  for  the  second  preferred  stock  than  to  further  delay  consolidation. 
If  it  is  a  good  proposition  for  the  Elevated,  it  is  equally  so  for  the  public. 
The  question  is  not  what  the  purchasers,  or  the  public,  who  stand  in  very 
much  the  same  shoes  as  the  purchasers,  think  the  West  End  ought  to  do. 
The  question  is,  what  is  best  to  be  done. 

"The  West  End  stockholders  are  sincere*in  their  belief  that  they  are 
fairly  entitled  to  8  per  cent.  There  is  no  evidence  or  suggestion  that 
they  are  using  their  position  to  obtain  anything  which  they  believe  to 
be  unreasonable,  nor  can  it  be  said  that  what  they  claim  is  unreasonable, 
from  their  point  of  view.  ... 

"Further,  in  the  case  of  this  company  no  interest  or  dividends  are 
being  paid  upon  any  franchise  value  or  upon  anything  but  actual  cash 
invested  in  the  property,  which  fact  has  an  important  bearing  upon  the 
reasonableness  of  any  rate  which  is  proposed. 

"The  whole  question  is,  whether  it  is  better  for  the  pubhc  that  a  consoli- 
dation should  now  be  authorized  on  the  basis  of  8  per  cent,  for  the  common 
stock  of  the  West  End  Railroad  Company,  or  whether  the  whole  matter 
should  be  indefinitely  postponed.  There  is  no  other  alternative,  and  we 
believe  that  there  can  be  but  one  answer  to  the  question." 

This  statement  by  the  president  of  the  Boston  Elevated  Railway  Com- 
pany, conceding  the  claim  of  the  holders  of  common  stock  of  the  West  End 
Street  Railway  Company  that  they  should  receive  8  per  cent.,  and  avowing 
the  willingness  of  the  Boston  Elevated  Railway  Company  to  pay  this  rate, 
definitely  removes,  in  our  opinion,  the  likelihood  of  an  acceptance  by  these 
stockholders  of  the  7  per  cent.  rate. 

(3)  The  question  of  raising  the  dividend  rate  to  be  paid  under  the 
consolidation  to  West  End  common-stockholders  from  7  per  cent,  to  8  per 
cent,  was  last  year  involved  with  the  demand  of  these  stockholders  for  the 
distribution  of  so-called  free  assets  of  that  company,  which  demand  the 
Joint  Board  then  pronounced  an  inadmissible  one;  whereas  this  demand 
has  now  been  waived,  so  that  nothing  but  the  question  of  the  extra  1  per 
cent,  dividend  seems  to  stand  in  the  way  of  speedy  consolidation. 

(4)  The  time  limit,  expiring  Dec.  31,  1910,  within  which  the  West  End 
stockholders  had  the  right  to  assent  to  consolidation  under  the  terms  of 
chapter  551  of  the  Acts  of  1908,  had  not  a  year  ago  run  out;  therefore  it 
did  not  then  appear,  in  spite  of  the  attitude  taken  by  these  stockholders  at 
their  meeting  on  April  14,  1909,  that  they  might  not  during  the  year  1910 
conclude  to  acquiesce  in  the  terms  of  consolidation  as  fixed  by  that  act. 

It  may  also  be  added  that  the  subject  of  the  average  rate  of  return 
which  a  7  per  cent,  dividend  would  yield  upon  the  capital  invested  in  West 
End  common  stock,  including  the  capital  invested  in  the  payment  of  pre- 
miums above  par,  as  fixed  at  various  times  by  the  Board  of  Railroad  Com- 
missioners, was  not  fully  gone  into  by  the  Joint  Board  last  year  or  included 
in  its  report;  and  the  recent  issue  of  $1,390,000  additional  West  End  com- 
mon stock,  authorized  Sept.  15,  1910,  at  $75  a  share,  50  per  cent,  above 
its  par  value,  slightly  further  reduces  this  average  rate  of  return.  Full 
information  on  this  important  feature  of  the  situation  is  set  forth  below. 
These  figures  make  it  evident  that  the  rate  of  dividend  to  be  paid  on  the 
second  preferred  stock  of  the  Boston  Elevated  Railway  Company  affords 
no  fair  measure  of  the  real  return  upon  capital  invested  in  West  End 
common  stock. 

The  only  question  involved  alike  in  the  similar  reference  of  last  year 
and  in  the  terms  of  the  present  reference,  above  quoted,  is,  whether  it  is 
"advisable,  expedient,  and  in  the  public  interest"  to  change  the  terms  of 
chapter  551,  St.  1908,  by  allowing  the  common  stock  of  the  West  End 
Street  Railway  Company  to  be  exchanged  for  second  preferred  stock  of  the 
Boston  Elevated  Railway  Company  bearing  8  per  cent,  interest,  instead  of 
7  per  cent. 

This  Joint  Board  was  not  appointed  to  sit  as  a  quasi-judicial  body,  or 
as  a  board  of  arbitration,  to  determine,  either  as  between  the  West  End 
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stockholders  and  the  Elevated  Railway  stockholders,  or  as  between  the 
former  and  the  public,  whether  the  dividend  rate  in  question  should,  as 
a  matter  of  financial  justice,  be  fixed  at  7  per  cent,  or  at  some  other  figure. 
The  Joint  Board  was  merely  authorized  and  requested,  in  substance,  to 
advise  the  Legislature  of  1910  whether  it  was  expedient  for  that  body, 
at  that  time,  to  amend  the  act  of  1908  by  raising  the  dividend  rate  on 
the  Boston  Elevated  Railway  Company  second  preferred  stock  above 
7  per  cent,  as  fixed  therein.  We  still  think  that  the  Joint  Board  gave 
the  Legislature  sound  advicS  in  reporting,  on  Jan.  10,  1910,  against  the 
expediency  of  making  such  an  amendment  of  the  law  of  1908  before  it 
finally  appeared  that  the  West  End  stockholders  would  not  within  the 
time  limit,  which  did  not  expire  for  another  year,  consent  to  the  consoU- 
dation  on  the  terms  contained  in  that  law.  The  opinion  which  the  Joint 
Board  then  pronounced  as  to  the  justice  of  the  7  per  cent,  rate  rather  than 
a  higher  rate  went  beyond  the  terms  of  the  legislative  reference  and 
beyond  the  requirements  of  a  report  against  then  amending  the  law  of  1908. 

Obviously,  the  public  interest  did  not  then,  nor  does  it  now,  require 
that  one  dollar  of  preferred  dividends  should  be  conceded  to  the  West 
End  stockholders  beyond  the  amount  required  to  secure  their  consent 
to  the  consolidation.  Undoubtedly  the  public  interest,  including  the 
interest  of  the  public  in  electric  transportation  in  the  metropolitan  district, 
is  more  promoted  by  a  low  than  by  a  high  preferred  dividend  rate  upon 
capital  already  invested,  provided  the  rate  is  not  so  low  as  to  discourage 
further  similar  investments  of  capital;  for  the  lower  the  preferred  divi- 
dend, the  larger  are  the  receipts  which  remain  for  the  payment  of  divi- 
dends upon  the  common  stock  of  the  Boston  Elevated  Railway  Company, 
in  which  the  public  has  an  interest  contingent  upon  the  declaration  of 
dividends  in  excess  of  6  per  cent.,  and  for  the  extension  and  improve- 
ment of  service.  It  was,  therefore,  clearly  expedient  for  the  Joint  Board 
sitting  on  the  matter  in  1909,  and  for  the  Legislature  of  1910,  to  concede 
nothing  which  did  not  have  to  be  yielded  to  achieve  the  result  of  making 
consolidation  possible.  In  short,  a  trading  situation  then  existed,  and 
it  would  have  been  foolish  for  those  who  represented  the  public  interests 
involved  in  the  proposed  trade  between  the  two  companies  to  have  con- 
ceded the  important  point  of  an  8  per  cent,  dividend  prematurely  or 
unnecessarily.  Unfortunately,  neither  the  conclusion  of  the  Joint  Board 
nor  the  opinion  pronounced  by  it  on  the  justice  of  the  7  per  cent,  dividend 
rate  led  to  an  acceptance  by  the  West  End  stockholders  of  the  terms  of 
the  act  of  1908. 

Coming  now  to  the  terms  of  the  two  resolves  of  1909  and  of  1910,  the 
Joint  Board  is  asked  to  report  upon  questions  far  broader  than  those 
included  within  the  limited  terms  of  the  reference  of  1909.  It  is  a  fact 
of  much  significance  that  the  resolve  of  1910  includes  the  new  and  far- 
reaching  question  of-  the  advisability  of  extending  existing  subway  and 
tunnel  leases  with  the  narrower  question  of  amending  the  terms  of  the 
act  of  1908.  This  important  addition  to  the  field  of  inquiry  of  the  Joint 
Board  is  of  the  greater  significance  because  of  the  obvious  fact,  of  which 
the  Legislature  was  certainly  aware,  that,  owing  to  the  provisions  of  the 
present  lease  of  the  West  End  Street  Railway  Company  by  the  Boston 
Elevated  Railway  Company,  this  new  question  of  extending  these  leases 
is  inextricably  involved,  as  pointed  out  in  General  Bancroft's  statement 
on  November  1,  with  the  question  of  securing  a  consolidation  of  the  two 
companies.  The  question  of  extending  existing  leases,  indeed,  must  assume 
consolidation  as  a  condition  precedent;  while  the  question  of  terms 
reported  upon  last  year  is  only  one  phase  of  this  broad  question.  What-- 
ever  room  there  may  be  for  a  difference  of  views  as  to  the  rate  of  dividend 
which  should  be  paid  on  the  new  second  preferred  stock  of  the  Boston 
Elevated  Railway  Company,  we  believe  that  there  is  no  room  for  a  differ- 
ence of  opinion  as  to  the  economy  and  advantage  to  the  public  of  securing 
the  benefits  of  this  consolidation,  even  at  the  expense  of  making  this 
dividend  rate  8  per  cent.,  if  necessary. 

The  formal  declaration  of  the  Boston  Elevated  Railway  Company, 
above  referred  to,  agreeing  to  the  8  per  cent,  dividend  rate,  if  permitted 
by  law,  is  of  great  importance,  made,  as  it  was,  after  full  opportunity  to 
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consider  the  terms  and  the  effect  of  the  report  made  by  this  Joint  Board 
under  the  resolve  of  1909,  and  also,  it  must  be  presumed,  subsequent  to 
careful  consideration  of  the  prospects  of  securing  a  voluntary  acceptance 
of  the  7  per  cent,  rate  by  the  West  End  stockholders.  The  attitude  of 
the  lessee  corporation,  which  will  have  to  pay  the  additional  annual 
preferred  charge  of  $125,000  if  the  8  per  cent,  rate  is  conceded,  is  not 
indeed  conclusive  as  to  the  requirements  of  pubhc  policy;  but  its  willing- 
ness to  take  the  responsibiUty  of  placing  this  additional  charge  ahead  of 
the  dividends  of  its  own  stockholders,  whose  investments  in  the  company 
have  now  reached  the  aggregate  sum  of  $17,970,000,  is  very  strong  evidence 
that  from  a  financial  standpoint  the  advantages  of  securing  speedy  con- 
solidation on  an  8  per  cent,  dividend  basis  outweigh  the  chances  of  finally 
saving  the  extra  1  per  cent,  by  carrying  through  the  consolidation  on  a 
7  per  cent,  basis. 

It  is  unquestionably  the  duty  of  tire  directors  of  the  Boston  Elevated 
Railway  Company  to  secure  this  consolidation,  so  important  to  the  interest 
alike  of  their  corporation  and  of  the  public,  upon  the  cheapest  terms 
which  seem  obtainable.  But  it  is  equally  their  duty  to  take  a  large  rather 
than  a  small  view  of  the  whole  transportation  situation,  and  to  look  ahead 
to  the  future  rather  than  to  confine  their  view  to  the  immediate  present. 
They  must  consider,  among  other  things,  the  pressing  needs  of  the  public, 
set  forth  in  other  reports  of  this  Joint  Board  to  the  Legislature,  for  addi- 
tional rapid-transit  accommodations.  If  the  directors,  acting  as  trustees 
of  the  interests  of  stockholders,  also  acting  under  the  obligations  to  which 
they  are  subject  as  to  safeguarding  the  rights  of  the  public  in  respect  to 
necessary  extensions  of  service,  deliberately  recommend  acceptance  of 
the  8  per  cent,  rate,  the  case  against  it  should  be  a  very  strong  one,  from  a 
public  standpoint,  in  order  to  warrant  the  Legislature  in  denying  to  these 
two  companies  the  right  to  consolidate  upon  the  dividend  basis  upon 
which  they  are  both  ready  to  agree. 

An  assumption  that  an  additional  annual  charge  of  $125,000  must 
necessarily  diminish  the  ability  of  the  Boston  Elevated  Railway  Company 
to  serve  the  public  would  be  based  upon  a  very  superficial  view  of  the 
matter.  If  the  payment  of  this  sum  will  within  a  few  years  result  in 
economies  several  times  as  great  in  amount,  if  it  will  establish  a  basis  of 
unified  ownership  which  will  greatly  assist  the  raising  of  the  many  millions 
of  new  capital  urgently  required  for  extension  of  rapid  transit  facilities, 
then  it  would  be  a  penny-wise  and  pound-foolish  policy,  both  on  the  part 
of  the  corporation  and  of  the  public,  to  consider  merely  the  immediate 
gross  additional  expenditure,  rather  than  the  future  net  economy.  Large 
public-service  corporations  are  frequently  adding  to  their  annual  charges 
much  larger  burdens  than  the  amount  involved  in  this  question,  in  the 
belief  that  the  net  result  will  strengthen  their  ability  both  to  earn  dividends 
for  their  stockholders  and  to  perform  their  obligations  to  the  public.  The 
difference  between  7  per  cent,  and  8  per  cent,  in  this  case  is  only  equivalent 
to  the  amount  which  would  be  required  to  cover  the  6  per  cent,  dividend 
rate  on  $2,000,000  of  additional  common  stock  of  the  Boston  Elevated 
Railway  Company.  We  believe  that  no  investment  of  this  amount  has 
been,  or  could  be,  made  by  that  company  the  returns  upon  which  would 
be  comparable  to  those  which  it  would  realize,  directly  or  indirectly, 
through  consolidation. 

This  argument  is  not  intended  to  be  carried  to  the  point  of  suggesting 
that  the  Legislature  should  authorize  the  payment  of  a  grossly  unfair 
and  excessive  rate  of  return  to  the  stockholders  of  a  public-service  corpora- 
tion, in  order  that  a  needed  consolidation  may  presently  be  effected.  We 
do  not  believe  that  common-stockholders  of  the  West  End  Street  Railway 
Company  have  placed  themselves  in  the  position  of  demanding  such  terms. 
We  think,  on  the  contrary,  that  they  honestly  believe  in  the  justice  of 
their  claim  to  receive  8  per  cent,  under  the  proposed  consolidation.  We 
further  believe  that  it  is  not  inconsistent  with  the  position  taken  by  this 
Joint  Board  in  its  report  of  last  year  to  concede  that  the  equities  of  this 
case,  as  between  the  public  and  these  stockholders,  are  at  least  not  so 
clearly  and  conclusively  in  favor  of  the  7  per  cent,  rate  as  to  warrant  the 
Legislature  in  determining  that  this  rate  must  somehow  be  forced  upon 
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reluctant  stockholders,  desiring  no  change  in  their  present  status  as  lessors 
under  a  lease  which  still  has  eleven  years  to  run.  We  certainly  do  not 
believe  that  a  policy  of  coercion  ought  to  be  adopted  by  this  State  in  a  case 
so  much  open  to  argument  as  the  present  one;  but  if  voluntary  consolida- 
tion, upon  the  terms  now  agreed  upon  by  the  two  companies,  is  not  to  be 
permitted,  we  know  of  no  way  to  bring  about  the  desired  end  other  than 
some  form  of  coercion. 

Some  argument  can,  to  be  sure,  be  made  that,  everything  considered, 
the  position  of  the  West  End  common- stockholders  will  be  more  advan- 
tageous with  a  7  per  cent,  second  preferred  stock  under  the  proposed  con- 
solidation than  it  will  be  if  they  take  the  chances  of  independent  operation 
of  their  system,  which  is  legally  possible  at  the  expiration  of  the  lease. 
But,  unfortunately,  some  terms  of  the  lease  seem  to  place  them  in  a  position 
of  superior  advantage  when  it  runs  out;  and  any  conclusion  must,  after 
all,  remain  a  matter  of  opinion,  as  -a  conclusive  demonstration  one  way  or 
the  other  is  impossible.  At  any  rate,  the  present  question  is  not  one  of 
morals  or  of  principle,  but  purely  one  of  expediency  or  of  bargaining. 

The  provisions  above  referred  to  in  the  lease  of  the  West  End  Street 
Railway  Company  to  the  Boston  Elevated  Railway  Company,  defining 
the  rights  of  the  lessor  in  respect  to  extensions  of  leases  and  new  leases  of 
subways,  are  set  forth  for  reference  in  Appendix  E. 

On  the  other  hand,  there  are  strong  considerations  in  favor  of  the  8  per 
cent,  rate,  chief  among  which  are  the  following: — 

1.  Whatever  may  be  the  situation  after  1922,  the  security  which  the 
common-stockholders  of  the  West  End  Street  Railway  Company  will 
receive,  in  exchange  for  their  present  stock,  is  not  as  good  a  security  as 
they  now  hold  under  the  lease. 

2.  There  is  no  doubt  that  the  Boston  Elevated  Railway  Company 
will  always  be  willing  to  renew  the  lease  of  the  West  End  Street  Railway 
Company  upon  terms  as  favorable  as  those  contained  in  the  present  lease, 
so  that  it  would  seem  that  a  return  of  at  least  7  per  cent,  could  be  counted 
on  as  a  practical  certainty. 

3.  It  is  not  a  question  of  receiving  7  or  8  per  cent,  upon  the  investment, 
inasmuch  as  the  cash  paid  in  for  West  End  common  stock  has  been  much 
above  the  par  value. 

With  reference  to  the  first  of  these  points:  According  to  the  existing 
lease  of  the  West  End  Street  Railway  Company,  the  _  obligation  to  pay 
7  per  cent,  on  the  common  stock  is  an  obligation  which,  as  a  practical 
matter,  cornes  ahead  of  all  other  capital  obligations  of  the  Boston  Elevated 
Railway  Company, —  ahead  of  the  bonds  as  well  as  of  the  stock,  because 
the  payment  of  this  rental  is  necessary  to  preserve  the  integrity  of  the 
entire  system.  If  this  West  End  common  stock  is  exchanged  for  second 
preferred  stock  of  the  Boston  Elevated  Railway  Company,  the  payment 
of  dividends  on  such  stock  will  come  ahead  only  of  the  dividends  on  the 
common  stock  of  the  Boston  Elevated  Railway  Company.  It  will  have 
ahead  of  it  the  bonds  of  the  Boston  Elevated  Railway  Company.  It 
is  true  that  in  all  probability  the  interest  on  the  new  second  preferred  stock 
will  be  secure;  nevertheless,  the  security  is  not  quite  as  good  as  under  the 
present  lease. 

With  reference  to  the  second  point:  The  West  End  Street  Railway  is 
the  heart  of  the  Boston  Elevated  Railway  system.  It  provides  the  greater 
portion  of  the  short-distance  traffic,  and  this  is  the  paying  traffic,  which 
enables  the  Boston  Elevated  Railway  Company  to  carry  its  other  passen- 
gers for  long  distances  for  a  5-cent  fare.  Without  this  short-distance 
traffic,  it  is  not  improbable  that  fares  would  have  to  be  increased  over 
some  of  the  present  routes.  There  is  no  question,  therefore,  that  the 
Boston  Elevated  Railway  Company  will  always  be  ready  to  continue  to 
lease  the  West  End  Street  Railway  Company  on  the  present  terms.  It 
could  not  afford,  in  its  own  interest,  to  allow  the  control  of  the  West  End 
Street  Railway  Company  to  escape  from  its  hands. 

If  any  further  proof  of  this  position  is  needed,  it  is  furnished  by  the  fact- 
that  the  lease  agreed  upon  by  the  West  End  Street  Railway  Company  and 
the  Boston  Elevated  Railway  Company  in  1897,  which,  as  required  by  law, 
was  submitted  to  the  Board  of  Railroad  Commissioners  and  modified  to 
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meet  the  views  of  that  Board,  provided  that  the  term  should  be  for  ninety- 
nine  years,  and  that  the  rate  of  interest  on  the  West  End  common  stock 
should  be  8  per  cent.  If  the  Boston  Elevated  Railway  Company  was 
willing,  in  1897,  to  lease  the  West  End  Street  Railway  Company  for  ninety- 
nine  years  and  pay  8  per  cent,  on  the  common  stock,  it  may  be  considered 
certain  that  it  would  be  willing  to  extend  the  present  lease  indefinitely  at 
7  per  cent. 

With  reference  to  the  third  point :  It  must  be  kept  in  mind  that  this  is 
not  a  question  between  receiving  7  per  cent,  or  8  per  cent,  on  an  investment, 
inasmuch  as  the  cash  paid  by  the  common-stockholders  of  the  West  End 
Street  Railway  Company  for  their  stock  has  been  far  in  excess  of  its  par 
value.  As  a  matter  of  fact,  the  sales  of  common  stock  of  the  West  End 
Street  Railway  Company  from  the  beginning  have  been  as  follows : — 


Date  authorized. 

Date  sold. 

How  sold. 

Par  Value. 

Amount 
realized. 

Articles  of  association, 

Sept.       22,  1886, 

Subscription, . 

S80,000 

$80,000  00 

Sept.  7, 1887,   .      .      . 

Nov.         9,  1887, 

Subscription, . 

464,000 

464,000  00 

Jan.  24,  1889,  . 

March,          1889, 

Subscription, . 

956,000 

956,000  00 

Aug.  22,  1889, . 

October,       1889, 

Subscription, . 

4,000,000 

4,000,000  00 

June  19,  1891,. 

August,         1891, 

Subscription, . 

1,650,000 

1,660,000  00 

June  19,  1891, . 

May    2-24,  1892, 

Auction,    . 

1,935,000 

2,855,906  25 

March  19,  1903, 

May,            1903, 

Subscription, . 

376,800 

678,240  00 

March  19,  1903, 

June       24,  1903, 

Auction,    . 

77,450 

136,537  25 

July  27,  1904,  . 

Aug.        24,  1904, 

Auction,    . 

150,000 

274,576  00 

March  30,  1907, 

May  17-22,  1907, 

Subscription, . 

363,500 

617,960  00 

March  30,  1907, 

June       21,  1907, 

Auction,    . 

56,500 

92,697  50 

Dec.  20,  1907, 

January,       1908, 

Subscription, . 

935,450 

1,309,630  00 

Dec.  20,  1907, 

February,     1908, 

Auction,    . 

75,450 

121,851  75 

Sept.  15,  1910, 

Oct.         15,  1910, 

Subscription, . 

1,337,550 

2,006,325  00 

Sept.  15,  1910, 

Dec.        14,  1910, 

Auction,    . 

52,450 

94,060  37 

Totals,      . 

$12,610,150 

$15,337,773  12 

As  shown  above,  the  total  par  value  of  West  End  Street  Railway  Com- 
pany common  stock  authorized  and  issued  to  date  is  $12,510,150,  while 
the  total  price  paid  by  subscribers  to  all  issues  is  115,337,773.12;  thus 
$2,827,623  has  been  paid  in  premiums  in  excess  of  par.  This  makes  an 
average  price  of  $61.30  paid  per  share,  the  par  value  being  $50.  For  pur- 
poses of  comparison,  it  is  interesting  to  note  that  sales  of  Elevated  Rail- 
way common  stock  have  been  made  at  the  following  figures : — 


Par  Value. 

Price. 

Amount  paid. 

$10,000,  000 
3,300,000 
6,650,000 

102.50 
1.55-155.121 
110-130.75 

$10,250,000  00 
5,115,155  00 
7,346,145  75 

$19,950,000 

113.84* 

$22,711,300  75 

*  Average  price. 
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From  these  figures  it  appears  that  the  average  price  paid  for  West  End 
common  stock  has  been  $61.30  per  share  (par  value  $50),  while  for  all  the 
stock  sold  since  May  1,  1892,  when  stock  was  first  required  to  be  sold  at  a 
premium,  and  which  includes  nearly  one-half  the  total,  an  average  price 
has  been  paid  of  $76.38  per  share.  If  7  per  cent,  is  paid  upon  this  stock 
it  nets  the  stockholders  only  5.71  per  cent,  upon  the  average  cost,  and 
only  4.58  per  cent,  on  the  stock  sold  since  stock  has  been  sold  at  a  premium. 
If  8  per  cent,  is  paid,  it  nets  only  6.52  per  cent,  on  the  average  price,_and 
5.24  per  cent,  on  the  average  price  since  stock  has  been  sold  at  a  premium. 
Considering  that  more  than  one-half  of  the  stock  has  been  sold  at  a  pre- 
mium and  that  the  entire  development  of  electric  traction  has  taken  place 
during  the  period  that  stock  has  been  sold  at  a  premium,  it  seems  reasonable 
to  consider  this  matter  upon  the  basis  of  the  return  on  this  portion  of  the 
stock.  From  this  point  of  view,  therefore,  the  question  is  whether  West 
End  stockholders  who  have  invested  since  June,  1891,  are  to  receive  4.58 
per  cent.,  which  the  7  per  cent,  dividend  rate  would  yield,  or  5.24  per  cent., 
which  the  8  per  cent,  dividend  rate  would  yield,  on  their  investment. 

The  figures  for  the  Boston  Elevated  Railway  Company  show_  that,  at 
the  current  rate  of  dividends,  6  per  cent,  on  par,  the  return  to  the  investors 
is  5.27  per  cent,  on  the  average  price  paid.  That  is  to  say,  stockholders  of 
the  Boston  Elevated  Railway  Company,  receiving  6  per  cent,  dividends, 
obtain  a  trifle  larger  return  on  their  average  investment  than  investors  in 
West  End  common  stock  since  1891  would  receive  if  8  per  cent,  on  par 
value  is  fixed  as  the  dividend  rate  on  the  second  preferred  stock;  and  the 
latter,  if  they  consent  to  the  desired  consolidation,  have  no  possibility  of 
any  increased  return  in  the  future,  no  matter  how  much  may  be  the  return 
on  Elevated  Railway  stock. 

It  seems  to  the  majority  of  the  Joint  Board  not  unreasonable  that 
holders  of  common  stock  of  the  West  End  Street  Railway  Company,  if 
they  are  to  exchange  their  stock  for  a  new  security  having  less  rather  than 
greater  rights  of  priority  than  that  which  they  now  hold,  and  feeling  con- 
fident, as  we  think  they  have  reason  to  feel,  that  their  present  advanta- 
geous position  under  the  lease  can  be  continued  indefinitely,  should 
insist  that  some  consideration  in  excess  of  a  7  per  cent,  dividend  should 
be  given  them  in  the  exchange.  We  can  see  no  reason  to  believe,  particu- 
larly in  view  of  the  publicly  expressed  willingness  of  the  lessee  to  pay  8 
per  cent.,  that  they  will  accept  less.  They  are  not  the  movers  in  this  matter. 
They  are  passive.  They  occupy  a  position  which  has  been  authorized 
and  approved  by  the  Commonwealth,  through  the  Legislature  and  the 
Board  of  Railroad  Commissioners.  They  claim  to  be  satisfied  with  this 
position,  and  to  have  no  desire  to  change  it.  They  see  their  property 
increasing  in  value  and  earning  power,  and  they  feel  sure  that  when  the 
lease  expires  they  can,  if  they  desire,  renew  it  on  terms  at  least  as  favorable 
as  those  now  fixed.  It  now  appears  that  a  change  in  their  status  would 
be  an  advantage  both  to  the  public  and  to  the  lessor,  and  would  save  a 
considerable  sum  of  money  annually.  It  seems  to  the  majority  of  the  Joint 
Board  that  the  claim  of  these  stockholders  to  be  allowed  some  participa- 
tion in  these  benefits  is  not  an  unreasonable  one,  unless  this  can  be  shown 
to  be  contrary  to  the  established  policy  of  the  Commonwealth. 

If  any  consolidation  on  the  7  per  cent,  basis  is  to  be  effected,  it  must, 
therefore,  in  our  opinion,  be  brought  about  either  (1)  by  direct  legal  com- 
pulsion, or  (2)  by  some  form  of  legislative  coercion.  Let  us  consider  the 
merits  of  these  alternatives. 

We  know  of  no  method  by  which  the  Legislature  can  constitutionally 
compel  the  consolidation  of  these  two  companies  except  by  taking  all 
the  property  of  both  of  them,  paying  the  value  thereof  as  judicially 
determined;  we  should  then  have  both  consolidation  and  public  owner- 
ship, but  at  a  staggering  financial  cost,  which  we  doubt  the  willingness 
either  of  the  Legislature  or  of  the  public  to  consider  assuming  at  the 
present  time.  It  may,  however,  be  urged  that  this  taking  might  be  hmited 
to  the  property  of  the  West  End  Street  Railway  Company,  if  the  Boston 
Elevated  Railway  Company  were  willing  to  purchase  that  system  from 
the  public, —  which  might  well  prove  beyond  the  financial  ability  of  that 
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company,  if  payment  were  required  to  be  made  in  cash, —  or  to  lease  it 
for  a  long  period,  on  such  terms  as  would  protect  the  public  investment 
and  also  secure  many  of  the  advantages  of  consolidation.  But  this  pro- 
ceeding would  be  open  to  the  obvious  objections  against  using  the  power 
of  taking  the  property  of  a  corporation  by  right  of  eminent  domain  not 
because  it  is  required  for  a  public  use,  but  because  it  is  deemed  desirable 
to  transfer  it  to  another  corporation,  which  would  like  to  secure  it  upon 
better  terms  than  the  present  owners  of  the  property  are  willing  to  con- 
cede. Moreover,  the  cost  of  taking  the  property  of  the  West  End  Street 
Railway  Company  alone,  representing  a  cash  investment  of  $34,000,000, 
is  an  imposing  one,  even  for  the  Commonwealth.  Besides,  the  constitu- 
tionality of  such  a  taking,  made  for  the  purpose  of  re-sale  or  lease  to 
another  corporation,  —  and  this  purpose  might  have  to  be  avowed  in  the 
act, —  would  be  doubtful;  the  question  would  probably  be  taken  to  the 
Supreme  Court  of  the  United  States,  perhaps  with  consequences  which 
might  prove  disastrous  while  the  appeal  was  pending.  We  therefore  believe 
that  the  taking  of  the  property  of  one  or  both  of  these  companies  need 
not  be  considered  as  a  practicable  alternative  to  voluntary  consolidation. 

There  remains  the  alternative  of  legislation  framed  to  coerce  the  West 
End  Street  Railway  Company,  by  threat  of  destroying  the  value  of  its 
property,  into  accepting  consolidation  on  the  7  per  cent,  dividend  basis; 
this  must  be  based  upon  the  theory  that  the  7  per  cent,  rate  is  so  clearly 
just  to  the  West  End  stockholders  as  to  warrant  practically  revoking 
their  franchise  if  they  decline  to  accept  it. 

We  do  not  think  that  the  reserved  power  of  revoking  street  railway 
locations,  without  compensation,  should  be  used  for  such  a  purpose. 
The  Commonwealth  cannot  afford  to  threaten  any  action  which  it  is  not 
ready  to  put  into  effect;  if  the  present  situation  calls  for  such  a  drastic 
course  as  suggested,  the  Commonwealth  must  be  prepared  to  justify  and 
execute  it.  The  question  is,  whether  the  Legislature  is  warranted  in 
revoking  the  locations  of  a  street  railway  company  which  has  leased  its 
system  to  another  company,  not  because  of  any  failure  to  provide  proper 
facihties  for  the  pubhc,  but  because  its  stockholders,  when  asked  to  sub- 
stitute a  present  consolidation,  involving  great  advantages  to  the  public 
and  the  lessor,  for  a  lease  having  still  eleven  years  to  run,  ask  for  a  small 
portion  of  the  benefits  to  be  derived.  To  say  that  no  precedent  can  be 
found  in  Massachusetts  for  such  a  use  of  the  power  of  revocation  is  to  state 
the  case  too  mildly ;  we  do  not  believe  that  any  one  has  even  contemplated, 
heretofore,  the  use  of  this  power  for  such  a  purpose.  Such  a  proceeding 
would  certainly  strike  a  heavy  blow  at  the  confidence  which  affords  the 
best  foundation  for  the  enormous  investments  which  have  been  made  in 
street  railways  in  this  Commonwealth,  and  which  must  still  be  made. 
It  would  be  in  effect  giving  notice  to  all  investors  in  Massachusetts  public- 
service  corporations  that  their  position  would  never  be  secure;  that,  even 
after  they  had  accepted  all  conditions  imposed  by  the  Commonwealth, 
they  would  still  be  liable  to  be  forced  at  any  time  into  a  different  status, 
against  their  will,  at  the  option  of  the  Legislature.  To  do  this  would  seem 
to  the  majority  of  the  Joint  Board  a  foolish  and  shortsighted  policy. 

It  is  not  wholly  a  question  as  to  whether  the  new  status  is  a  fair  one 
to  the  stockholders;  it  is  a  question  whether  they  should  be  coerced  to 
make  the  change.  It  is  a  question  whether  the  Commonwealth,  having 
once  fixed  a  status  between  two  contracting  parties,  should  attempt  or 
threaten  to  change  it  against  the  will  of  one  of  the  contracting  parties. 
The  Legislature  can  reasonably  prevent  consolidations,  if  it  thinks  they 
are  against  the  public  interest;  it  cannot  reasonably  compel  them. 

It  would  in  one  sense  be  an  advantage  if  the  stockholders  of  the  West 
End  Street  Railway  Company  should  be  given,  not  even  7  per  cent.,  but 
6  per  cent,  or  5  per  cent,  or  nothing.  They  cannot  be  criticised,  however, 
and  should  not  be  threatened,  if  in  any  proposed  change  of  status  they 
insist  upon  what  they  believe  is  fairly  due  them.  It  is  not  altogether  a 
question  whether  7  per  cent,  is  fair;  it  is  a  question  whether  the  demand 
for  8  per  cent,  is  unreasonable. 

It  remains  to  be  considered,  then,  whether  the  increase  in  the  rate  of 
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interest  to  be  allowed  to  the  holders  of  the  common  stock  of  the  West  End 
Street  Railway  Company  from  7  per  cent,  to  8  per  cent,  on  its  par  value, 
or  from  4.58  per  cent,  to  5.24  per  cent,  on  the  cash  paid  in  since  1891, 
is  against  the  established  policy  of  the  Commonwealth,  and  injurious  to 
the  public  welfare. 

The  history  of  leases  which  have  been  approved  by  the  Commonwealth, 
through  its  constituted  authorities,  discloses  many  cases  in  which  a  rate 
of  return  of  over  7  per  cent,  on  the  par  value,  and  of  over  6.52  per  cent,  on 
the  cash  paid  in,  have  been  authorized. 

Moreover,  it  may  be  said  to  be  the  policy  of  the  Commonwealth  to 
allow  street  railways  to  divide  at  least  8  per  cent.,  if  they  can  fairly  earn  it. 
St.  1906,  c.  463,  part  III.,  provides  as  follows:  — 


B.     Additional  Corporate  Franchise  Tax. 

Section  130.  If  an  operating  street  railway  company,  including  a 
company  whose  lines  are  located  partly  within  and  partly  without  the 
limits  of  the  commonwealth,  whether  chartered  or  organized  under  the 
laws  of  this  commonwealth  or  elsewhere,  has  paid  during  the  year  end- 
ing on  the  thirtieth  day  of  September  preceding  the  date  of  the  return 
required  by  section  one  hundred  and  twenty-five  dividends  exceeding 
in  the  aggregate  eight  per  cent,  upon  its  capital  stock,  it  shall  for  every 
such  year,  in  addition  to  the  tax  required  by  section  one  hundred  and 
twenty-eight,  pay  a  tax  equal  to  the  amount  of  such  excess  to  be  deter- 
mined as  therein  provided  by  the  tax  commissioner;  but  such  additional 
tax  shall  not  be  imposed,  if,  from  the  date  when  the  company  commenced 
to  operate  its  railway,  it  has  not  paid  dividends  equivalent  in  the  aggregate 
to  at  least  six  per  cent  per  annum  upon  its  capital  stock  from  year  to 
year. 

It  would  thus  appear  that  a  rate  of  return  up  to  8  per  cent,  is  fixed  by 
law  as  a  rate  which  may  be  earned;  and  even  a  higher  rate  is  not  con- 
sidered injurious  to  the  public  interest  if  it  does  not  result  from  excessive 
charges  for  service,  or  from  impairment  of  the  property,  provided  the 
excess  over  8  per  cent,  is  divided  with  the  State.  The  charges  for  service 
in  Boston  are  not  excessive.  The  capital  of  the  West  End  Street  Rail- 
way Company  is  not  inflated.  It  has  all  been  paid  in  cash,  with  a  large 
premium  over  the  par  value.  The  road  forms  the  nucleus  of  the  street 
railway  system  in  the  largest  city  in  New  England. 

The  dividends  paid  upon  West  End  common  stock  from  the  beginning 
have  been  as  follows :  — 


1888, 
1889, 
1890, 
1891, 
1892, 
1893, 
1894, 
1895, 
1896, 
1897, 
1897, 


5  per 
10  per 
10  per 
10  per 
10    per 

9    per 

6  per 
6 1  per 

7  per 
3|per 
4    per 


cent.* 

cent. 

cent. 

cent. 

cent. 

cent. 

cent. 

cent. 

cent. 

cent.t 

cent,  j 


*  Covering  operations  for  a  portion  of  the  year 


tin  April.  {In  October. 


At  the  end  of  1892  there  was  outstanding  common  stock  of  a  par  value 
of  $9,085,000,  or  about  three-quarters  of  the  present  total. 

It  appears  from  the  above  figures  that  for  the  nine  full  years  preceding 
the  lease,  1889  to  1897,  inclusive,  the  company  paid  an  average  dividend 
of  8.44  per  cent,  upon  its  common  stock;  for  the  last  year  the  dividend 
was  7 1  per  cent.,  and  the  last  dividend  paid  prior  to  the  lease  of  the  system 
in  December,  1897,  was  at  the  rate  of  8  per  cent,  per  annum. 
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The  years  during  which  the  dividend  was  reduced  were  a  period  of 
business  prostration,  and  moreover  electrical  operation  was  then  being 
introduced. 

It  seems  reasonable  to  claim  from  these  facts  and  figures  that  this  prop-' 
erty  could  earn  8  per  cent,  on  the  par  value  of  its  common  stock. 

The  stock  paid  in  while  the  road  was  being  electrified  was  subscribed 
when  the  success  of  the  enterprise  was  to  a  certain  extent  problematical, 
and  the  investment  uncertain.  It  was  not  known  whether  electrical 
operation  would  be  successful  or  economical.  Indeed,  the  first  system  of 
electrical  operation  installed  in  Boston,  that  by  the  underground  trolley 
system,  was  a  failure,  and  had  to  be  removed.  There  is  much  force  in  the 
declaration  of  General  Bancroft:  "Certainly  8  per  cent,  is  not  an  unrea- 
sonable return  upon  the  investment  in  an  undertaking  which  was  so 
hazardous  as  that  of  the  West  End  at  that  time." 

As  for  the  capital  subscribed  later,  it  has  been  shown  above  that  a  divi- 
dend of  8  per  cent,  gives  a  return  of  only  5.24  per  cent,  on  the  total  cash 
investment,  including  the  premiums  paid,  subsequent  to  August,  1891. 

There  would  seem,  therefore,  to  be  nothing  in  the  established  policy  of 
the  Commonwealth  inconsistent  with  the  payment  of  a  dividend  rate  of 
8  per  cent,  on  the  common  stock  of  the  West  End  Street  Railway  Company 
or  on  the  new  security  to  be  substituted  therefor. 

After  careful  consideration  of  this  question,  therefore,  the  majority  of 
the  Joint  Board  feels  compelled  on  this  point  to  advise  the  Legislature 
that  it  is  "advisable,  expedient,  and  in  the  public  interest"  to  authorize 
the  dividend  rate  of  8  per  cent,  upon  which  the  two  companies  have  now 
agreed  and  announced  their  readiness  to  consolidate.  The  points  in  sup- 
port of  this  conclusion  may  be  thus  briefly  summarized :  The  great  advan- 
tages which  will  be  obtained  from  consolidation,  and  the  saving  in  capital 
and  operating  expenses  which  will  be  secured;  the  urgent  need  for  imme- 
diate consolidation,  in  order  that  the  problem  of  metropolitan  transit  may 
be  worked  out  properly  and  economically;  the  fact  that  the  Boston  Ele- 
vated Railway  Company  is  willing  to  pay  8  per  cent,  on  the  second  preferred 
stock;  the  fact  that  the  West  End  stockholders  are  satisfied  with  their 
present  status,  and  are  unwilling  to  make  the  consolidation  unless  given 
some  share  of  the  benefits  to  be  derived;  the  fact  that  the  security  for 
which  West  End  common-stockholders  would  exchange  their  stock  would 
not  be  quite  as  good  a  security  as  that  which  they  give  up;  the  fact  that 
their  present  status  may  be  fairly  considered  to  be  a  permanent  one;  the 
fact  that,  if  they  are  given  only  7  per  cent.,  those  who  have  invested  since 
1891  will  receive  considerably  less  return  on  their  investment  than  the 
Elevated  Railway  common-stockholders  who  have  invested  in  a  later 
period;  the  fact  that  West  End  common  stock  earned,  in  the  nine  years 
preceding  the  lease,  an  average  rate  in  excess  of  8  per  cent,  on  its  par  value; 
the  fact  that  the  law  of  the  Commonwealth  specifically  recognizes  a  divi- 
dend rate  of  8  per  cent,  as  not  injurious  to  the  public  interest. 

The  majoritj'  of  the  Joint  Board  therefore  recommends  that  St.  1908, 
c.  551,  be  amended  by  fixing  the  rate  of  interest  on  the  proposed  second 
preferred  stock  of  the  Boston  Elevated  Railway  Company,  for  which  the 
common  stock  of  the  West  End  Street  Railway  Company  is  to  be  ex- 
changed, at  8  per  cent,  per  annum  on  the  par  value,  instead  of  7  per  cent. 

GEORGE  W.   BISHOP. 
CLINTON  WHITE. 
GEORGE   F.   SWAIN. 
JOSIAH  QUINCY. 
JAMES   B.   NOYES. 


Minority  Report. 

On  so  much  of  the  third  matter  referred  to  the  Joint  Board  by  chapter 
139  of  the  Resolves  of  1910  as  relates  to  the  rate  of  cumulative  dividend 
to  be  allowed  on  the  second  preferred  stock  of  the  Boston  Elevated  Rail- 
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way  Company  to  be  issued  in  exchange  for  common  stock  of  the  West 
End  Street  Railway  Company  in  case  of  consohdation,  the  undersigned 
dissent  from  the  report  of  the  majority,  and  submit  the  following  state- 
ment :  — ■ 

A  year  ago  this  Joint  Board,  in  response  to  a  resolve  of  the  Legislature 
of  1909,  made  a  report  to  the  Legislature  of  1910,  being  Senate  Document 
No.  22,  that,  in  its  opinion,  it  was  not  advisable,  expedient,  or  in  the  public 
interest  to  permit  the  so-called  free  assets  of  the  West  End  Street  Rail- 
way Company  to  be  distributed  among  its  stockholders;  and  it  further 
reported  that,  in  its  opinion,  the  second  preferred  stock  of  the  Boston 
Efevated  Railway  Company  to  be  issu'ed  in  exchange  for  common  stock 
of  the  West  End  Street  Railway  Company  should  not  carry  a  rate  of 
dividend  higher  than  7  per  cent. 

That  portion  of  said  report  which  relates  to  this  matter  is  for  convenient 
reference  added  as  Appendix  F. 

It  is  claimed  that  there  are  new  reasons  for  reaching  a  different  con- 
clusion as  to  the  rate  of  dividend  to  be  allowed  on  the  second  preferred 
stock. 

The  first  is,  that  the  stockholders,  by  their  counsel,  have  now  waived 
any  claim  for  the  distribution  of  the  so-called  free  assets. 

In  relation  to  this  it  is  sufficient  to  say  that  the  fact  that  a  person  waives 
a  claim  to  something  to  which  he  is  not  entitled  is  not  a  good  reason  for 
granting  him  something  else. 

The  second  reason  given  for  urging  a  conclusion  different  from  that 
expressed  in  the  previous  report  is  that  on  Oct.  15,  1910,  new  stock 
of  the  company  was  issued  to  the  par  value  of  $1,390,000,  and  that  the 
price  fixed  by  the  Railroad  Commissioners  at  which  this  stock  could  be 
issued  was  $75  per  share,  being  50  per  cent,  in  advance  of  the  par  value. 
The  total  amount  received  by  the  corporation  for  the  shares  so  issued  was 
$2,085,000.  It  is  urged  that  the  issue  of  this  stock  at  a  premium  enforces 
and  strengthens  the  claim  that  the  real  question  is  not  whether  a  7  per 
cent,  dividend  would  be  a  proper  dividend  on  the  par  value  of  the  stock, 
'but  whether  such  7  per  cent,  dividend  would  be  a  proper  return  on  the 
money  actually  paid  into  the  treasury  of  the  company;  and  it  is  stated 
that  whereas  the  total  issue  of  stock  by  the  company  to  the  present  time 
amounts  to  $12,510,150,  the  amount  actually  paid  into  the  treasury  of 
the  company,  owing  to  issues  of  stock  since  1891  having  been  made  at 
a  premium,  amounts  to  $15,322,387.75;  and  that  8  per  cent,  on  the  par 
value  of  the  stock  amounts  to  only  6.5  per  cent,  upon  the  average  cost 
of  the  stock  to  the  public,  while  7  per  cent,  nets  only  5.7  per  cent,  on  such 
average  price;  so  that  the  true  question  is,  whether  those  who  have  in- 
vested their  money  in  the  common  stock  of  this  company  should  receive 
on  the  average  6|  per  cent,  on  their  investment  or  only  5.7  per  cent. 

In  the  statutes  no  indication  is  found  of  a  legislative  intent  to  make 
the  premiums  received  on  issues  of  new  stock  the  basis  for  changing  the 
provisions  of  law  affecting  or  affected  by  rates  of  dividend.  It  cannot  be 
successfully  claimed  that  the  fact  that  new  issues  of  stock  have  brought  into 
the  treasury  of  a  corporation  an  amount  of  cash  in  excess  of  the  par  value 
of  the  stock  gives  to  the  holders  of  such  stock  a  right  to  a  dividend  in  excess 
of  the  rate  allowed  to  stockholders  who  have  paid  only  par  for  their  stock; 
and  it  is  still  more  unreasonable  to  claim  that  in  consequence  of  such  pre- 
miums higher  rates  of  dividend  should  be  allowed  not  only  upon  the  stock 
so  issued,  but  upon  all  stock  of  a  corporation,  whether  issued  at  par  or 
above. 

It  has  been  urged  that  under  the  lease  the  7  per  cent,  dividend  until 
1922  has  a  rank  in  the  obhgations  of  the  Boston  Elevated  Railway  Com- 
pany superior  to  that  which  the  preferred  cumulative  stock  of  the  Boston 
Elevated  Railway  Company  would  hold.  Theoretically  this  is  true.  On 
the  other  hand,  we  think  it  clear  that  after  1922  the  preferred  7  per  cent, 
stock  of  the  Boston  Elevated  Railway  Company  will  be  an  investment 
of  greater  value  than  the  common  stock  of  the  West  End  Street  Railway 
Company  will  then  have,  if  the  company  then  begins  anew  to  operate 
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as  a  separate  company  in  competition  with  the  Boston  Elevated  Railway 
Company.  Any  inferiority  of  security  until  1922  will  be  much  more  than 
made  up  by  the  superiority  of  the  investment  from  that  time  on. 

Again,  it  is  urged  that  the  Boston  Elevated  Railway  Company,  in  order 
to  secure  consolidation,  is  willing  to  undertake  to  pay  8  per  cent,  on  the 
second  preferred  stock;  and  that  this  is  in  itself  a  sufficient  reason  why 
the  rate  should  be  raised  to  that  figure.  The  fact  is,  however,  that  the 
Boston  Elevated  Railway  Company  is  not  entirely  a  free  agent  in  this 
matter.  Its  hands  are  tied  by  virtue  of  the  following  provisions,  among 
others,  of  the  lease  of  the  West  End  Street  Railway  Company,  to  wit :  — 

The  Lessee,  in  anticipation  of  the  expiration  of  said  subway  contract, 
shall  use  its  best  endeavors  to  agree  with  the  City  of  Boston  upon  a  new 
contract  for  a  renewal  or  extension  of  the  same  upon  the  most  favorable 
terms  practicable,  in  which  said  new  contract  shall  be  embodied  stipu- 
lations satisfactory  to  the  Lessor,  providing  for  the  use  and  control  of  said 
subway  by  the  Lessor  upon  the  expiration  or  earlier  termination  of  this 
lease. 

All  of  the  provisions  of  this  lease  applicable  to  said  existing  subway 
contract  shall  apply  to  any  contract  renewing  or  extending  the  same  in 
the  same  manner  and  with  the  same  effect  as  if  said  new  contract  had 
been  in  existence  at  the  inception  of  this  lease. 

Extensions  of  said  subway  under  the  existing  contract  shall  not  be 
requested  nor  promoted  by  the  Lessee  except  with  the  consent  of  the 
Lessor  first  had  and  obtained.  In  the  event  of  any  extension  thereof  under 
any  other  contract,  or  of  the  construction  of  any  new  subway,  the  use  and 
control  thereof  if  acquired  by  the  Lessee  shall  be  so  acquired  that  upon 
the  expiration  or  earlier  termination  of  this  lease,  if  such  extension  or  new 
subway  constitutes  an  essential  part  of  the  Lessor's  surface  system,  the 
same  shall  belong  to  the  Lessor;  .  .  . 

This  lease  was  approved  by  the  Board  of  Railroad  Commissioners  only 
as  respects  the  rental  or  compensation  to  be  paid,  and  the  due  and  safe 
transportation  of  the  public.  That  Board  was,  therefore,  not  responsible 
for  assenting  to  any  such  provisions  as  those  above  quoted. 

Under  the  agreement  above  set  forth,  it  is  not  strange  that  the  Boston 
Elevated  Railway  Company  should  feel  obliged  to  express  its  willingness 
to  undertake  the  burden  of  an  8  per  cent,  cumulative  dividend. 

The  question  is  not  what  the  Boston  Elevated  Railway  Company  may 
be  willing  to  do  in  order  to  insure  consolidation,  but  rather  whether  the 
interests  of  the  public  demand  it;  and,  if  so,  what  terms  are  fair  alike  to 
the  stockholders  of  both  companies  and  to  the  public. 

It  must  be  remembered  that  whatever  rate  of  dividend  is  now  allowed 
must  in  the  future  be  paid  without  regard  to  the  quality  or  the  sufficiency 
of  the  service  rendered  by  the  corporation  to  the  public.  Since  the  lease 
was  executed,  thirteen  years  ago,  credit  for  good  management  or  blame  for 
poor  management  has  not  rested  with  the  West  End  Street  Railway  Com- 
pany, but  solely  with  the  Boston  Elevated  Railway  Company  as  lessee. 
After  consolidation,  the  holders  of  the  first  preferred  and  the  second  pre- 
ferred stocks  will,  to  the  extent  of  their  holdings,  become  responsible  for 
the  service  rendered  to  the  public  by  the  company;  but  whether  that  ser- 
vice is  good  or  poor,  cumulative  dividends  on  such  stocks  at  the  rates  which 
may  now  be  fixed  will  have  to  be  paid,  because  the  passage  of  the  act  and 
its  acceptance  by  the  West  End  stockholders  will  create  a  binding  con- 
tractual relation  between  them  and  the  State.  The  payment  of  these 
cumulative  dividends  at  the  rate  now  to  be  fixed  by  the  Legislature  will 
forever  be  a  fixed  charge  upon  the  resources  of  the  Boston  Elevated  Rail- 
way Company,  which  the  State,  except  with  the  consent  of  the  holders  of 
the  stock,  will  be  helpless  to  abate  or  modify  in  any  way,  no  matter  what 
may  happen  in  the  future. 

In  that  portion  of  this  report  which  meets  with  the  approval  of  all  the 
members  of  this  Joint  Board,  the  great  desirability  of  a  consolidation  to 
secure  more  economical  and  better  servicers  clearly  set  forth.     About  this 
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point  there  is  no  dispute.  The  only  question  is,  whether  the  terms  which 
are  proposed  for  consolidation  are  fair  to  all  parties  in  interest. 

It  is  of  the  utmost  importance  that  nothing  should  be  done  by  the  Legis- 
lature which  will  impair  the  confidence  of  the  public  that  it  and  the  munic- 
ipalities will  in  all  cases  deal  justly  with  those  who  have  invested  in  our 
public-service  securities.  Adherence  by  the  Legislature  to  the  present  7 
per  cent,  dividend  rate,  being  the  rate  which  has  been  paid  since  the  execu- 
tion of  the  lease,  thirteen  years  ago,  and  the  rate  which,  under  the  lease, 
will  be  paid  for  the  remainder  of  the  term,  will,  we  feel  sure,  not  impair 
such  confidence;  whereas,  an  increase  to  8  per  cent.,  amounting  to  the  very 
considerable  additional  annual  payment  of  $125,000,  would  be  an  unwar- 
ranted gift  to  the  stockholders,  which  would  to  that  extent  impair  the 
ability  of  the  Boston  Elevated  Railway  Company  to  serve  the  pubhc 
properly. 

In  this  connection  it  should  not  be  overlooked  that,  as  will  appear  in 
another  report  to  be  made  by  this  Joint  Board,  the  Boston  Elevated  Rail- 
way Company  is  urging  that  its  leases  of  the  Tremont  Street  subway,  now 
running  at  4|  per  cent,  on  its  cost,  and  the  Washington  Street  tunnel,  now 
running  at  4|  per  cent.,  may  be  extended  at  reduced  rentals,  for  the  very 
reason  that  continuance  of  the  present  rentals  is  too  great  a  burden  on  its 
financial  resources. 

This  $125,000  is  equal  to  1  per  cent,  of  the  combined  cost  of  the  Tremont 
Street  subway  and  the  Washington  Street  tunnel.  It  is  but  natural  that 
the  West  End  common-stockholders  should  be  eager  to  have  this  large  sum 
fall  annually  into  their  pockets,  without  any  limitation  as  to  time. 

While  the  West  End  Street  Railway  Company  has,  as  above  shown,  a 
large  control  over  the  actions  of  the  Boston  Elevated  Railway  Company, 
it  is  not  in  a  position  in  which  it  can  state  that  it  will  not  do  that  which  the 
Legislature  deems  essential  to  the  proper  exercise  of  its  duties  as  a  public- 
service  corporation,  and  on  terms  which  the  Legislature  deems  to  be  just, 
both  to  the  company  and  to  the  public.  Its  franchises,  granted  by  the 
State,  are  subject  to  amendment  or  repeal;  its  locations  in  the  streets  are 
subject  to  revocation  by  the  city  of  Boston,  with  the  approval  of  the 
Board  of  Railroad  Commissioners.  So  far  as  the  State  is  concerned,  the 
company  is  not  in  a  position  in  which  it  can  refuse  to  do  what  is  right  and 
what  is  needful,  and  the  State  must  be  the  judge.  It  is  the  State  and  not 
the  company  which  is  in  command.  * 

It  is  a  fact  that  another  year  has  passed  in  which  the  stockholders  of  the 
West  End  Street  Railway  Company  have  failed  to  accept  the  act  of  1908. 
It  is  but  natural  that  they  should  desire  to  secure  as  high  a  rate  of  dividend 
as  possible;  but,  in  spite  of  the  intimation  that  these  stockholders  will  not 
agree  to  a  consolidation  on  a  7  per  cent,  cumulative  dividend  basis  for  the 
common  stock,  we  believe  that  they  will  not  finally  refuse  to  do  that  which 
the  public  welfare  demands,  upon  terms  which  the  Legislature,  after  full 
investigation,  deems  to  be  fair  to  them,  and  as  liberal  as  a  due  regard  to  the 
interests  of  the  public  will  permit.  The  history  of  the  relations  which  have 
existed  between  the  State  and  its  public-service  corporations  confirms  this 
belief. 

Inasmuch  as  this  consolidation  is  demanded  by  public  considerations, 
and  the  terms  which  are  offered  to  the  stockholders  of  the  West  End  Street 
Railway  Company  are  believed  to  be  not  simply  equitable,  but  liberal,  it 
seems  fitting  that  the  provision  in  the  act  requiring  a  two-thirds  vote  for 
its  acceptance  should  be  changed  to  a  provision  requiring  a  majority  vote, 
in  order  that  there  may  be  no  chance  that  a  majority  of  the  stockholders 
may  suffer  owing  to  the  refusal  of  a  minority  to  do  that  which  is  right. 

We  recommend,  therefore,  that  the  act  of  1908,  chapter  551,  as  amended 
by  St.  1909,  c.  383,  in  addition  to  being  amended  as  suggested  in  the  report 
of  last  year,  be  also  amended  by  changing  the  requirement  of  a  two-thirds 
vote  to  a  majority  vote,  and  that  the  time  allowed  for  its  acceptance  be 
extended  to  Dec.  31,  1911. 

A  draft  of  an  act  to  accomplish  these  purposes  is  submitted  as  Appendix 
G. 

In  conclusion,  the  members  of  this  Joint  Board  who  join  in  this  minority 
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report  again  declare  their  conviction  that  a  rate  of  7  per  cent,  on  the  second 
preferred  common  stock  of  the  Boston  Elevated  Railway  Company  upon 
consolidation  is  the  rate  of  dividend  that  should  be  fixed.  The  question 
presented  cannot  be  held  to  resolve  itself  into  one  6i  trade  or  dicker.  Certain 
common  stockholders  of  the  West  End  Street  Railway  Company  contend, 
however,  if  we  understand  their  position,  that  they  will  not  assent  to  the 
consolidation  unless  the  General  Court  declares  that  7  per  cent,  is  not  in  the 
public  interest,  and  that  8  per  cent,  is  in  the  public  interest.  With  this 
position  we  have  no  sympathy  whatsoever. 

It  amounts,  upon  re-statement,  to  a  demand  that  this  Joint  Board  assent 
to  sacrificing  the  interests  of  the  whole  public  to  secure  a  consolidation 
which  both  companies  and  the  public  declare  to  be  most  desirable.  If 
the  General  Court  adopts  the  views  of  this  minority,  and  the  West  End 
Street  Railway  Company  fails  to  acquiesce  in  and  abide  by  such  deter- 
mination, it  will  be  in  a  position  of  declaring  that  in  its  opinion  the  public 
interest  should  be  subordinated  to  its  private  interests. 

WALTER  PERLEY  HALL. 
GEORGE   G.   CROCKER. 
HORACE   G.  ALLEN. 


APPENDIX  A. 

AN  ACT  TO  AUTHORIZE  THE  BOSTON  ELEVATED  RAILWAY 
COMPANY  TO  PURCHASE  AND  HOLD  THE  STOCKS  AND 
BONDS  OF,  AND  TO  CONSOLIDATE  WITH,  CERTAIN 
OTHER  STREET   RAILWAY   COMPANIES. 

Be  it  enacted,  etc.,  as  follows: 

1  Section  1.     The  Boston  Elevated  Railway  Company,  hereinafter 

2  called  the  company,  subject  to  the  approval  of  the  board  of  railroad 

3  commissioners,  hereinafter  called  the  board,  may  from  time  to  time 

4  acquire  and  hold  the  stocks  and  bonds  of  any  other  street  railway 

5  company,  except  the  West  End  Street  Railway  Company,  incorporated 

6  under  the  laws  of  the  commonwealth  whose  railway  has  a  physical 

7  connection  with  any  railway  now  owned,  leased  or  operated  by  the 

8  company.     The  facilities  for  travel  on  the  railways  of  each  of  said 

9  companies  shall  not  thereby  be  diminished  or  the  rates  of  fare  increased. 

10  The  company,  subject  to  the  approval  of  the  board,  and,  except  as 

11  herein  provided,  to  the  general  laws  now  or  hereafter  in  force,  may 

12  issue  its  own  stock  or  bonds  to  provide  means  for  paying  for  stocks  and 

13  bonds  purchased  as  aforesaid;  but  the  par  value  of  the  stock  and  bonds 

14  so  issued  by  the  company  shall  not  exceed  the  par  value  of  the  stocks 

15  and  bonds  so  purchased,  and  in  no  case  shall  the  amount  of  bonds  so 

16  issued  exceed  the  amount  of  bonds  so  purchased.     The  railway  companies 

17  whose  stocks  are  owned  in  whole'  or  in  part  by  the  company  shall  not 

18  by  reason  of  such  ownership  be  deemed  to  be  owned,  leased  or  operated 

19  by  the  company  within  the  meaning  of  chapter  five  hundred  of  the  acts 

20  of  the  year  eighteen  hundred  and  ninety-seven:    provided,  however, 

21  that  if  the  company  shall  acquire  the  stock  of  any  street  railway  com- 

22  pany  whose  entire  railway  is  leased  or  operated  by  it  at  the  date  of  the 

23  passage  of  this  act,  the  gross  receipts  of  such  street  railway  company 

24  so  leased  or  operated  shall  thereafter  continue  to  be  included  in  the 

25  gross  receipts  referred  to  in  section  seventeen  of  said  chapter  five 

26  hundred  of  the  acts  of  the  year  eighteen  hundred  and  ninety-seven 

27  in  determining  the  rental  to  be  paid  by  the  company  to  the  city  for  the 

28  use  of  the  East  Boston  tunnel.     Nothing  herein  contained  shall  be 

29  deemed  to  authorize  the  company  to  acquire  the  stocks  or  bonds  of 

30  any  street  railway  company  organized  after  January  one,  nineteen 

31  hundred  and  eleven,  whose  railway  may  hereafter  be  constructed  in 

32  any  city  or  town  in  which  the  company  now  owns,  leases  or  operates  a 

33  street  railway. 
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1  Section  2.     Whenever  the  company  acquires  thirty-five  per  cent 

2  of  the  stock  of  any  street  railway  company,  it  shall  upon  the  conditions 

3  and  in  the  manner  herein  provided  purchase  the  remaining  stock  of 

4  such  street  railway  company.     Immediately  upon  the  acquisition  of 

5  such  percentage  of  stock  it  shall  cause  to  be  sent  by  mail  to  each  stock- 

6  holder  of  record  of  such  street  railway  company  at  his  last  known  post 

7  office  address  a  notice  that  it  has  acquired  such  percentage,  and  will 

8  purchase  all  or  such  portion  of  the  remaining  stock  as  may  be  tendered 

9  to  it  within  six  months  thereafter,  at  a  price  per  share  equal  to  the 

10  average  price  paid  by  it  for  such  thirty-five  per  cent  of  the  stock,  and 

11  this  price,  as  determined  by  the  board,  shall  be  named  in  the  notice. 

1  Section  3.     The  stock  or  bonds  of  other  street  railway  companies 

2  acquired  by  the  company  under  the  provisions  of  this  act  shall  not 

3  thereafter  be  sold  or  otherwise  disposed  of,  absolutely  or  conditionally, 

4  except  with  the  consent  of  the  board;   but  this  provision  shall  not  be 

5  construed  so  as  to  impair  the  rights  of  creditors  of  the  company  to  secure 

6  payment  of  any  indebtedness  due  them. 

1  Section  4.     No  contract  relating  to  joint  traffic  or  to  the  sale  of 

2  power  between  the  company  and  any  other  street  railway  company 

3  of  the  capital  stock  of  which  it  owns  any  shares  shall  be  valid  until 

4  approved  by  the  board. 

1  Section  5.     The  provisions  of  section  ten  of  chapter  five  hundred 

2  of  the  acts  of  the  year  eighteen  hundred  and  ninety-seven  relating 

3  to  tolls  or  fares  shall  be  extended  to  include  within  a  distance  of  five 

4  and  one-half  miles  from  the  state  house  the  road  of  any  street  railway 

5  company  thirty-five  per  cent  of  the  stock  of  which  the  company  shall 

6  acquire  under  the  provisions  of  this  act;    but  this  shall  not  be  con- 

7  strued  as  limiting  or  otherwise  affecting  the  provisions  of  said  section 

8  so  far  as  they  relate  to  tolls  or  fares  for  passengers  upon  roads  owned, 

9  leased  or  operated  by  the  company  at  the  time  of  the  passage  of  this 
10  act. 

1  Section  6.     In  determining  the  amount  of  tax  to  be  paid  by  the 

2  Boston   Elevated    Railway  Company  upon  the    corporate   franchise, 

3  there  shall  be  deducted  from  the  fair  cash  value  of  all  of  its  shares,  in 

4  addition  to  the  other  deductions  provided  for  by  statute,  the  fair  cash 

5  value,  as  determined  by  the  tax  commissioner,  of  the  shares  of  any 

6  other  street  railway  organized  under  the  laws  of  the  commonwealth 

7  which  may  be  owned  by  the  Boston  Elevated  Railway  Company. 

1  Section  7.     Whenever  the  Boston  Elevated  Railway  Company  shall 

2  acquire  a  majority  of  the  capital  stock  of  any  other  street  railway 

3  company  under  the  provisions  of  this  act,  it  shall  proceed  within  ninety 

4  days  thereafter  to  take  the  steps  necessary  to  consolidate  such  company 

5  with  itself  under  any  general  laws  then  or  thereafter  in  force  providing 

6  for  the  consolidation  of  street  railway  companies.     The  compensation 

7  tax,  so  called,  provided  for  by  section  ten  of  chapter  five  hundred  of 

8  the  acts  of  the  year  eighteen  hundred  and  ninety-seven  shall  not  apply 

9  to    the    gross    earnings    derived    from    any   street    railway  lines  not 

10  owned,  leased  or  operated  by  the  Boston  Elevated  Railway  Company 

11  on  the  first  day  of  January  in  the  year  nineteen  hundred  and  eleven 

12  which  said  company  shall  acquire  by  consolidation;    but  the  com- 

13  mutation  tax,  so  called,  imposed  upon  street  railways  by  part  III.  of 

14  chapter  four  hundred  and  sixty-three  of  the  acts  of  the  year  nineteen 

15  hundred  and  six,  or  any  excise  tax  in  substitution  therefor  which  may 

16  at  any  time  be  imposed  by  general  law  upon  the  gross  receipts  or 

17  earnings  of  street  railway  companies,  shall  apply  to  the  gross  receipts 

18  derived  from  such  lines  in  the  same  manner  as  if  the  same  had  not 

19  been  consohdated.     Such  commutation  tax  shall  be  assessed  in  the 

20  different  cities  and  towns  as  may  be  provided  by  general  law,  and 

21  the  Boston  Elevated  Railway  Company  shall  pay  the  same.     After 

22  the  tenth  day  of  June  in  the  year  nineteen  hundred  and  twenty-two 
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23  the  Boston  Elevated  Railway  Company  shall  be  subject  to  all  general 

24  laws  relative  to  the  taxation  of  street  railway  companies,  and  the  same 

25  shall  apply  to  all  lines  owned,  leased  or  operated  by  it.     For  the  purpose 

26  of  effecting  any  consolidation  as  above  provided,  the  vote  of  a  majority 

27  in  interest  of  the  stockholders  of  each  of  the  contracting  corporations 

28  shall  be  sufficient,  but  such  consolidation  shall  not  be  valid  and  binding 

29  until  its  terms  have  been  approved  by  the  Board  of  Railroad  Com- 
■  30  missioners.     The  authority  granted  in  this  act  to  the  Boston  Elevated 

31  Railway  Company  to  acquire  stocks  and  bonds  of  other  street  railway 

32  companies  shall  terminate  on  the  tenth  day  of  June  in  the  year  nineteen 

33  hundred  and  twenty-two;   and  not  later  than  the  first  day  of  January 

34  in  the  year  nineteen  hundred  and  twenty-four  said  company  shall 

35  dispose  of  any  stocks  or  bonds  of  any  street  railway  company  acquired 

36  by  it  under  the  provisions  of  this  act,  and  shall  have  no  authority  to 

37  hold  the  same  thereafter. 

1  Section  8.     Upon  petition  of  a  city  or  town  within  which  are  the 

2  tracks  of  the  company,  of  any  street  railway  company  owned,  leased 

3  or  operated  by  it,  or  of  any  street  railway  company  stock  or  bonds  of 

4  which  are  acquired  by  the  company  under  the  provisions  of  this  act, 

5  or  upon  petition  of  any  other  party  in  interest,  the  supreme  judicial 

6  or  the  superior  court  may  by  appropriate  process  enforce  the  pro- 

7  visions  of  this  act  or  prevent  violation  thereof. 

1  Section  9.     This  act  shall  take  effect  upon  its  acceptance  by  the 

2  company,  by  vote  of  its  board  of  directors  and  return  thereof  to  the 

3  secretary  of  the  commonwealth,  within  six  months  after  its  passage. 
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AN   ACT   IN   RELATION   TO   LEASES   OF   SUBWAYS   AND 
TUNNELS   WITHIN   THE   CITY  OF  BOSTON. 

Be  it  enacted,  etc.,  as  follows: 

1  Section  1.     The  extension  of  the  existing  leases  of  the  Tremont 

2  street  subway,  of  the  East  Boston  tunnel,  and  of  the  Washington 

3  street  tunnel,  provided  for  in  this  and  the  following  sections,  shall 

4  only  take  effect  subject  to  all  of  the  conditions  set  forth  in  the  last 

5  section  of  this  act.     The  Tremont  street  subway,  so  called,  shall  be 

6  leased  to  the  Boston  Elevated  Railway  Company  for  a  term  com- 

7  mencing  upon  the  expiration  of  the  present  contract  for  the  use  of 

8  said  subway  and  ending  on  the  first  day  of  July,  nineteen  hundred 

9  and  thirty-six,  upon  the  same  terms  and  conditions  stated  in  said 

10  existing  contract  except  as  herein  otherwise  specified.      The  rental 

11  from  and  after  the  expiration  of  the  present  contract  shall  be  a  sum 

12  equal  to  four  and  one  half  per  cent  per  annum  on  the  net  cost  of  said 

13  Tremont  street  subway. 

1  Section  2.     The  lease  of  the  East  Boston  tunnel  to  the  Boston 

2  Elevated  Railway  Company  shall  be  extended  from  the  tenth  day 

3  of  June,  nineteen  hundred  and  twenty-two,  until  the  first  day  of  July, 

4  nineteen  hundred  and  thirty-six,  upon  the  same  terms  and  conditions 

5  contained  in  the  existing  lease,  except  as  herein  otherwise  expressly 

6  specified.     The  rental  from  and  after  the  tenth  day  of  June,  nineteen 

7  hundred  and  twenty-two,  shall  be  a  sum  equal  to  four  and  one  half  per 

8  cent  per  annum  on  the  net  cost  of  the  tunnel.     The  provision  for  the 

9  collection  of  tolls  from  passengers  using  the  tunnel  shall  be  eliminated 
10  from  such  extension. 

1  Section  3.     The   lease   of   the   Washington   street   tunnel   to   the 

2  Boston  Elevated  Railway  Company  shall  be  extended  from  the  expira- 

3  tion  of  the  present  lease,  on  the  thirtieth  day  of  November,  nineteen 
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4  hundred  and  thirty-three,  until  the  first  day  of  July,  nineteen  hundred 

5  and  thirty-six,  such  extension  to  be  upon  the  same  terms  and  condi- 

6  tions  as  are  contained  in  the  present  lease,  except  as  herein  otherwise 

7  specified.     The  rental  during  such  extension  shall  be  at  the  rate  of 

8  four  and  one  half  per  cent  per  annum  upon  the  net  cost  of  the  tunnel. 

1  Section  4.     The  lease  to  be  made  to  the  Boston  Elevated  Railway 

2  Company  of  the  Beacon  Hill  tunnel  under  the  provisions  of  section 

3  twenty-three  of  chapter  five  hundred  and  twenty  of  the  acts  of  the 

4  year  nineteen  hundred  and  six,  shall  be  for  a  term  ending  on  the  first 

5  day  of  July,  nineteen  hundred  and  thirty-six.     The  rental  for  a  period 

6  of  twenty  years  from  the  opening  for  use  of  said  tunnel  shall  be  four 

7  and  seven  eighths  per  cent  annually  upon  the  net  cost  of  the  tunnel, 

8  and  thereafter  until  the  first  day  of  July,  nineteen  hundred  and  thirty- 

9  six,  shall  be  at  the  rate  of  four  and  one  half  per  cent  per  annum  upon 
10  its  net  cost. 

1  Section  5.     The  lease  of  the  Riverbank  subway  to  the  Boston 

2  Elevated  Railway  Company  to  be  made  under  the  provisions  of  sec- 

3  tion  ten  of  chapter  five  hundred  and  seventy-three  of  the  acts  of  the 

4  year  nineteen  hundred  and  seven,  shall  be  for  a  term  ending  on  the 

5  first  day  of  July,  nineteen  hundred  and  thirty-six,  and  the  rental  shall 

6  be  at  the  rate  of  four  and  one  half  per  cent  per  annum  upon  the  net  cost 

7  of  the  subway. 

8  In  case  an  act  or  acts  shall  be  passed  authorizing  the  construction 

9  of  a  tunnel  from  Park  street  to  a  point  at  or  near  Andrew  square  in 

10  the  city  of  Boston,  and  the  same  shall  be  leased  to  the  Boston  Elevated 

1 1  Railway  Company,  as  provided  in  the  last  section  of  this  act,  such  lease 

12  or  leases  shall  be  for  a  term  ending  on  the  first  day  of  July,  nineteen 

13  hundred  and  thirty-six,  and  the  rental  shall  be  at  the  rate  of  four  and 

14  one  half  per  cent  per  annum  upon  the  net  cost  of  such  tunnel. 

15  So  much  of  section  thirteen  of  chapter  five   hundred  and  seventy 

16  three  of  the  acts  of  the  year  nineteen  hundred  and  seven  as  provides 

17  that  "all  rents,  tolls,  percentages  or  other  annual  compensation  received 

18  by  the  city  for  any  use  of  the  subway  under  this  act,  shall  annually 

19  be  used  by  the  treasurer,  first,  to  meet  the  requirements  of  any  deficiency 

20  in  the  sinking  fund;  second,  to  meet  the  interest  on  the  bonds;  and 

21  the  surplus,  if  any,  as  a  part  of  the  general  revenue  of  the  city"  is 

22  hereby  repealed. 

1  Section  6.     The  words  "consolidated  transit  loan"  as  used  in  this 

2  act  shall  mean  the  bonds  which  have  now  been,  or  may  hereafter  be, 

3  issued  by  the  city  of  Boston  to  pay  for  the  construction  of  the  Tremont 

4  street  subway,  the  East  Boston  tunnel,  the  Washington  street  tunnel, 

5  the  Beacon  Hill  tunnel,  the  Riverbank  subway,   and  the  proposed 

6  tunnel  from  Park  street  to  a  point  at  or  near  Andrew  square,  herein 

7  referred  to. 

8  Subject  to  the  requirements  of  existing  acts,  the  rentals  of  all  of 

9  said  subways  and  tunnels  are  hereby  pledged  to  secure  the  payment 

10  of  the  principal  and  interest  of  the  consolidated  transit  loan.     All 

11  bonds  hereafter  issued  by  the  city  of  Boston  to  provide  for  the  con- 

12  struction  of  tunnels  and  subways  shall  be  for  such  term  of  years  not 

13  less  than  thirty  years  and  not  exceeding  forty-five  years  as  the  city 

14  treasurer  of  said  city  with  the  approval  of  the  mayor  may  fix:  pro- 
lb  vided,  however,  that  before  the  term  of  any  of  such  bonds  shall  be  fixed 

16  at  less  than  forty-five  years,  the  city  treasurer  shall  file  with  the  city 

17  clerk  of  said  city  a  certificate  that  in  his  opinion  the  sinking  funds 

18  provided  for  the  retirement  of  the  consolidated  transit  loan  will  be 

19  adequate  to  provide  for  the  payment  of  such  bonds  at  the  maturity 

20  thereof. 

1  Section  7.     In  order  to  provide  for  the  abolition  at  the  earliest 

2  possible  date  of  the  toll  required  of  passengers  using  the  East  Boston 

3  tunnel,  and  in  order  to  provide  for  the  payment  of  the  bonds  issued 

4  for  the  Washington  street  tunnel,  the  rental  received  from  the  proposed 
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5  tunnel  from  Park  street  to  a  point  at  or  near  Andrew  square,  herein 

6  referred  to,  and  from  the  Riverbank  subway,  over  and  above  the  amount 

7  required  to  pay  the  interest  on  the  bonds  issued  therefor,  and  the  rental 

8  received  from  the  Tremont  street  subway  over  and  above  the  amount 

9  required  to  meet  the  interest  and  sinking  fund  requirements  of  the 

10  bonds  issued  therefor,  shall,  in  addition  to  the  rental  payable  by  the 

11  Boston  Elevated  Railway  Company  under  the  lease  of  the  East  Boston 

12  tunnel,  be  applied  to  meet  the  interest  and  sinking  fund  requirements 

13  of  the  bonds  issued  for  the  construction  of  the  East  Boston  tunnel; 

14  and  in  so  far  as  such  rentals  may  not  be  required  for  that  purpose  they 

15  shall  be  applied,  in  addition  to  the  rental  payable  for  the  Washington 

16  street  tunnel,  to  meet  the  interest  and  sinking  fund  requirements  of 

17  the  bonds  issued  for  the  construction  of  said  Washington  street  tunnel. 

1  Section  8.     The  excess  rentals  of  the  East  Boston  tunnel,   the 

2  Tremont  street  subway,  the  Washington  street  tunnel,  the  Riverbank 

3  subway,  and  the  proposed  tunnel  from  Park  street  to  a -point  at  or  near 

4  Andrew  square,  herein  referred  to,  not  needed  to  provide  for  the  interest 

5  and  sinking  fund  requirements  specified  in  the  preceding  section,  and 

6  any  rental  of  the  Beacon  Hill  tunnel  not  needed  to  provide  for  the 

7  interest  and  sinking  fund  requirements  of  the  bonds  issued  therefor, 

8  shall  be  apphed  so  far  as  necessary  to  meet  the  interest  and  sinking 

9  fund  requirements  of  the  other  bonds  constituting  the  consolidated 
10  transit  loan. 

1  Section  9.     If  the  city  of  Boston  shall  so  elect,  and  shall  notify 

2  the  Boston  Elevated  Railway  Company  of  such  election  in  writing  on 

3  or  before  the  first  day  of  January,  nineteen  hundred  and  thirty-five, 

4  such  of  the  leases  of  the  several  subways  and  tunnels  specified  in  section 

5  six  as  are  held  at  the  date  of  such  notice  by  the  Boston  Elevated  Rail- 

6  way  Company  shall  be  extended  for  the  further  term,  and  at  the  rate 

7  of  rental,  to  be  determined  as  hereinafter  provided,  without  further 

8  action  by  either  party;  or  the  Boston  Elevated  Railway  Company  may 

9  so  elect,  and  in  such  case  shall  so  notify  the  city  on  or  before  said  date, 

10  and  in  such  case  the  aforesaid  leases  shall  be  extended  as  above  provided, 

11  without  further  action  by  either  party.     In  case  either  the  city  or  the 

12  company  shall  so  require  and  shall  notify  the  other  in  writing  within 

13  ten  days  of  the  date  of  the  notice  of  election  above  provided  for,  the 

14  minimum  term  of  such  extension  shall  be  such  period,  to  be  determined 

15  by  a  board  of  three  arbitrators  hereinafter  provided  for,  as  will,  at  an 

16  assumed  rate  of  rental  of  four  and  one  half  per  cent  per  annum,  together 

17  with  the  rentals  of  any  subways  and  tunnels  specified  in  section  six 

18  and  not  at  the  date  of  the  aforesaid  notice  leased  to  the  Boston  Elevated 

19  Railway  Company,  provide,  according  to  the  estimate  of  such  arbitra- 

20  tors,  for  the  payment  in  full  at  maturity  of  all  outstanding  bonds  con- 

21  stituting  the  consolidated  transit  loan  herein  provided  for:  provided, 

22  however,  that  the  term  of  such  extension  shall  not  in  any  case  exceed 

23  twenty-five  years  from  the  first  day  of  July,  nineteen  hundred  and 

24  thirty-six.    The  rentals   payable  by  the   Boston   Elevated   Railway 

25  Company  from  and  after  the  first  day  of  July,  nineteen  hundred  and 

26  thirty-six,  shall  be  at  such  rate  as  such  arbitrators  shall  determine 

27  to  be  reasonable,  due  consideration  being  given  to  any  changes  in  per- 

28  tinent  conditions  since  the  passage  of  this  act ;  provided,  further,  that  if 

29  the  arbitrators  shall  fail  to  fix  such  new  rate  of  rental  by  the  thirtieth 

30  day  of  June,  nineteen  hundred  and  thirty-six,  then  the  Boston  Elevated 

31  Railway  Company  shall  continue  to  pay  the  annual  rental  then  in  force 

32  until  such  time  as  the  new  rate  of  rental  shall  be  determined ;  and  upon 

33  the  determination  of  such  new  rate  the  difference  between  the  old  and 

34  the  new  rate  shall  be  adjusted  and  paid  between  the  parties.     In  fixing 

35  the  term  of  such  extensions,  within  the  limits  above  provided  for,  and 

36  in  fixing  the  rate  of  rental,  the  arbitrators  shall  so  adjust  both  of  the 

37  same  that  the  rate  of  rental  fixed  will,  within  the  term  fixed,  at  least 

38  provide,  as  estimated  by  the  arbitrators,  for  the  payment  at  maturity 

39  of  all  bonds  of  such  consolidated  transit  loan  then  outstanding. 
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1  Section  10.     In  case  either  the  city  of  Boston  or  the  Boston  Ele- 

2  vated  Railway  Company  shall  give  written  notice  to  the  other  that  it 

3  elects  to  have  the  lease  extended  as  provided  in  section  nine,  it  shall 

4  within  ten  days  of  such  notice  make  application  to  the  chief  justice 

5  of  the  supreme  judicial  court,  who  shall,  after  due  notice  to  the  other 

6  party,  appoint  a  board  of  three  arbitrators.     The  arbitrators  shall 

7  hear  the  parties  and  their  counsel  or  any  statements  or  evidence  which 

8  the  parties  or  either  of  them  desire  to  submit,  and  may  resort  to  any 

9  other  sources  of  information  in  reference  to  the  question  submitted 

10  for  determination.    Within  thirty  days  after  such  appointment,  unless 

11  such  time  shall  be  extended  for  cause  by  written  order  of  the  arbitrators, 

12  they  shall  make  their  determination  in  writing  in  duplicate,  one  copy 

13  to  be  delivered  to  the  Boston  Elevated  Railway  Company  and  the 

14  other  to  the  city  of  Boston.     In  case  any  vacancy  shall  at  any  time 

15  occur,  by  reason  of  the  death,  resignation  or  inability  to  serve  of  any 

16  arbitrator,  his  successor  shall  be  appointed  in  the  same  manner  as 

17  above  provided  for  the  original  appointment  of  such  arbitrator.    Any 

18  determination  by  a  majority  of  the  arbitrators  shall  be  final  and 

19  conclusive.     All  fees  and  expenses  of  arbitrators  shall  be  borne  and 

20  paid  equally  by  the  city  of  Boston  and  the  Boston  Elevated  Railway 

21  Company,  by  both  of  whom  every  such  arbitrator  shall  be  deemed  to 

22  be  employed. 

1  Section  11.     Within   ninety   days    (1)    after  this   act   shall  have 

2  been  accepted  by  the  mayor  and  the  city  council  of  the  city  of  Boston 

3  as  provided  in  section  thirteen  of  this  act,  and  (2)  after  a  certificate 

4  that  the  consolidation  referred  to  in  said  section  thirteen  has  been 

5  filed  with  the  secretary  of  the  commonwealth,  and  (3)  after  a  lease  of 

6  the  proposed  tunnel  from  Park  street  to  a  point  at  or  near  Andrew 

7  square  above  referred  to  shall  have  been  executed  by  the  Boston 

8  Elevated  Railway  Company,   as  provided  in  said  section  thirteen, 

9  the  Boston  transit  commission,  acting  on  behalf  of  the  city  of  Boston, 

10  and  the  Boston  Elevated  Railway  Company,  shall  execute  leases  of 

11  the  Beacon  Hill  tunnel  and  of  the  Riverbank  subway,  for  the  terms  and 

12  upon  the  conditions  hereinbefore  prescribed,  unless  such  leases  have 

13  already  been  executed  for  the  terms  and  upon  the  conditions  as  pre- 

14  scribed  by  law  at  the  date  of  such  execution,  and  in  case  such  leases 

15  have  already  been  so  executed,  shall  execute  alterations  of  the  same, 

16  readjusting  the  terms  and  conditions  thereof  so  as  to  conform  to  the 

17  terms  and  conditions  prescribed  in  this  act;   and  said  comrnission  and 

18  said  company  shall  execute  within  said  ninety  days  extensions  of  the 

19  existing  leases  of  the  Tremont   street    subway,  of  the  East  Boston 

20  tunnel,  and  of  the  Washington   street  tunnel,  all  for  the  terms  and 

21  upon  the  conditions  herein  prescribed. 

1  Section  12.     The   extension    of   the   several   tunnel    and    subway 

2  leases  in  accordance  with  the  authority  conferred  by  this  act  shall 

3  not  in  any  respect  impair  any  right  which  the  city  of  Boston  may  at 

4  any  time  have  to  take  the  railway  properties  of  the  Boston  Elevated 

5  Railway  Company.    In  the  event  of  such  taking  the  compensation  to 

6  be  paid  the  company  shall  not  be  enhanced  by  reason  of  such  exten- 

7  sions,  nor  shall  it  be  diminished  because  of  the  fact  that  without  such 

8  extensions  the  connection  between  different  parts  of  said  properties 

9  might  be  cut  off. 

1  Section  13.     This  act  shall  take  effect  upon  its  acceptance  by  the 

2  mayor  and  the  city  council  of  the  city  of  Boston,  and  by  the  Boston 

3  Elevated  Railway  Company  by  vote  of  its  board  of  directors  and  return 

4  thereof  to  the  secretary  of  the  commonwealth  within  six  months  from 

5  the  date  of  its  passage;    but  notwithstanding  such  acceptances,  this 

6  act  shall  become  null  and  void  unless,  within  one  year  from  the  date  of 

7  the  passage  hereof,  (1)  the  properties  of  the  West  End  Street  Railway 

8  Company  and  of  the   Boston   Elevated   Railway   Company  shall  be 

9  consolidated  under  the  provisions  of  chapter  five  hundred  and  fifty-one 
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10  of  the  acts  of  the  year  nineteen  hundred  and  eight,  and  of  any  amend- 

1 1  ment  thereof,  or  under  some  other  provision  of  law,  and  a  certificate 

12  of  such  consohdation  shall  be  filed  with  the  secretary  of  the  common- 

13  wealth;   and  unless  (2)  an  act  or  acts  shall  be  passed  authorizing  the 

14  construction  of  a  tunnel  from  Park  street  to  a  point  at  or  near  Andrew 

15  square  in  the  city  of  Boston;    and  unless  (3)  such  last-named  act  or 

16  acts  shall  be  accepted  by  the  Boston  Elevated  Railway  Company  and 

17  a  lease  or  leases  of  such  tunnel  duly  executed  by  said  company  and  by 

18  said  city  in  accordance  with  the  terms  of  this  act. 


APPENDIX  C. 

AN    ACT     IN    RELATION     TO     LEASES    OF    SUBWAYS    AND 
TUNNELS  WITHIN  THE  CITY  OF  BOSTON. 

Be  it  enacted,  etc.,  as  follows: 

1  Section  1.      Subject  to  the  provisions  of  the  last  section  of  this 

2  act,  contracts  for  the  use  of  the  Tremont  street  subway,  the  East 

3  Boston  tunnel,  and  the  Washington  street  tunnel  shall  be  entered 

4  into  by  the  city  of  Boston  and  the  Boston  Elevated  Railway  Com- 

5  pany  for  terms  beginning  at  the  expiration  of  the  existing  contracts 

6  relating  to  such  use  and  ending  on  the  first  day  of  July,  nineteen 

7  hundred  and  fifty;    and  the  rentals  thereon,  after  the  expiration  of 

8  the  existing  contracts,  shall  be  sums  equal  to  four  and  three  quarters 

9  per  cent  per   annum  on  the   net   cost   of   such   subway  and   tunnels 

10  respectfully.     The  other  provisions  of  such  contracts  shall  be  similar  to 

11  those  in  the  existing  contracts,  excepting  that  the  contract  for  the 

12  use  of  the  East  Boston  tunnel  shall  be  modified  by  omitting  the  pro- 

13  vision  for  the  collection  of  tolls  from  passengers  using  the  tunnel. 

1  Section  2.     The  contract  for  the  use  of  the  tunnel  under  Beacon 

2  Hill,  known  as  the  Cambridge  connection,  to  be  made  with  the  Boston 

3  Elevated  Railway  Company  under  the  provisions  of  section  twenty- 

4  three  of  chapter  five  hundred  and  twenty  of  the  acts  of  the  year  nineteen 

5  hundred  and  six,  for  a  term  of  twenty  years  from  the  opening  of  said 

6  tunnel  for  use,  at  an  annual  rental  equal  to  four  and  seven  eighths  per 

7  cent  on  the  net  cost  of  the  tunnel,  shall  be  extended  beyond  the  said 

8  period  of  twenty  years  to  the  first  day  of  July,  nineteen  hundred  and 

9  fifty,  the  annual  rental  during  such  extension  being  at  the  rate  of 
10  four  and  three  quarters  per  cent  upon  the  net  cost  of  said  tunnel. 

1  Section  3.     The  contract  for  the  use  of  the  Riverbank  subway  to 

2  be  made  with  the  Boston  Elevated   Railway  Company  under  the 

3  provisions  of  section  ten  of  chapter  five  hundred  and  seventy-three 

4  of  the  acts  of  the  year  nineteen  hundred  and  seven,  which  contract 

5  is  to  be  for  a  term  of  twenty-five  years  from  the  opening  of  said  sub- 

6  way  for  use,  at  an  annual  rental  equal  to  four  and  one  half  per  cent 

7  on  the  net  cost  of  the  subway,  shall  be  extended  beyond  said  period 

8  of  twenty-five  years  to  the  first  day  of  July,  nineteen  hundred  and 

9  fifty,  the  annual  rental  during  such  extension  being  at  the  rate  of 
10  four  and  three  quarters  per  cent  upon  the  net  cost  of  said  subway. 

1  Section  4.     The  words  "consoHdated  transit  loan,"  as  used  in  this 

2  act,  shall  mean  the  bonds  which  have  now  been,  or  may  hereafter  be, 

3  issued  by  the  city  of  Boston  to  pay  for  the  construction  of  the  Tre- 

4  mont  street  subway,  the  East  Boston  tunnel,  the  Washington  street 

5  tunnel,   the   Cambridge   connection  tunnel  under   Beacon   Hill,   the 

6  Riverbank  subway,  and  the  proposed  tunnel  from  Park  street  to  a 

7  point  at  or  near  Andrew  square  in  South  Boston. 

8  Subject  to  the  requirements  of  existing  acts,  the  rentals  of  all  of 

9  said  subways  and  tunnels  are  hereby  pledged  to  secure  the  payment 
10  of  the  principal  and  interest  of  the  consolidated  transit  loan.     All 
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11  bonds  hereafter  issued  by  the  city  of  Boston  to  provide  for  the  coh- 

12  struction  of  the  tunnels  and  subways  above  enumerated  shall  be  for 

13  such  term  of  years  as  the  city  treasurer  of  said  city  may  determine, 

14  but  the  date  fixed  for  the  maturity  of  any  such  bonds  shall  not  be 

15  later  than  the  first  day  of  July,  nineteen  hundred  and  fifty. 

1  Section  5.     In  order  to  provide  for  the  early  abolition  of  the  toll 

2  imposed  by  section  seventeen  of  chapter  five  hundred  of  the  acts  of 

3  the  year  eighteen  hundred  and  ninety-seven  on  persons  using  the 

4  East  Boston  tunnel,  and  in  order  to  provide  for  the  payment  of  the 

5  bonds  issued  for  the  Washington  street  tunnel,  the  rental  received 

6  from  the  proposed  tunnel  from  Park  street  to  a  point  at  or  near  Andrew 

7  square,  and  from  the  Riverbank  subway,  over  and  above  the  amount 

8  required  to  pay  the  interest  on  the  bonds  issued  therefor,  and  the 

9  rental  received  from  the  Tremont  street  subway  over  and  above  the 

10  amount  required  to  meet  the  interest  and  sinking  fund  requirements 

11  of  the  bonds  issued  therefor,  shall,  in  addition  to  the  rental  payable 

12  by  the  Boston  Elevated  Railway  Company  under  the  lease  of  the 

13  East  Boston  tunnel,  be  applied  to  meet  the  interest  and  sinking  fund 

14  requirements  of  the  bonds  issued  for  the  construction  of  the  East 

15  Boston  tunnel;   and  in  so  far  as  such  rentals  may  not  be  required  for 

16  that  purpose,  they  shall  be  applied  in  addition  to  the  rental  payable 

17  for  the  Washington  street  tunnel  to  meet  the  interest  and  sinking 

18  fund  requirements  of  the  bonds  issued  for  the  construction  thereof. 

1  Section  6.     The  excess  rentals  of  the  East  Boston  tunnel,   the 

2  Tremont  street  subway,  the  Washington  street  tunnel,  the  Riverbank 

3  subway,  and  the  proposed  tunnel  from  Park  street  to  a  point  at  or 

4  near  Andrew  square,  above  referred  to,  not  needed  to  provide  for  the 

5  interest   and   sinking  fund   requirements   specified   in  the  preceding 

6  section,  and  the  rental  of  the  Beacon  Hill  tunnel  not  needed  to  provide 

7  for  the  interest  and  sinking  fund  requirements  of  the  bonds  issued 

8  therefor,  shall  be  apphed  so  far  as  necessary  to  meet  the  interest  and 

9  sinking  fund  requirements  of  the  other  bonds  constituting  the  con- 
10  solidated  transit  loan. 

1  Section  7.     The    extension    of    the    several   tunnel    and    subway 

2  leases  in  accordance  with  the  authority  conferred  by  this  act  shall 

3  not  in  any  respect  impair  any  right  which  the  city  of  Boston  may  at 

4  any  time  have  to  take  the  railway  properties  of  the  Boston  Elevated 

5  Railway  Company.     In  the  event  of  such  taking  the  compensation 

6  to   be  paid  the  company  shall  not   be   enhanced  by  reason  of  such 

7  extensions,  nor  shall  it  be  diminished  because  of  the  fact  that  without 

8  such  extensions  the  connection  between  different  parts  of  said  pro- 

9  perties  might  be  cut  off. 

1  Section  8.     This  act  shall  not  take  effect  unless  and  until  within 

2  one  year  from  its  passage,  first,  a  consolidation  of  the  West  End  Street 

3  Railway  Company  with  and  into  the  Boston  Elevated  Railway  Com- 

4  pany,  under  the  provisions  of  chapter  five  hundred  and  fifty-one  of  the 

5  acts  of  the  year  nineteen  hundred  and  eight,  and  acts  in  amendment 

6  thereof  or  in  substitution  therefor,  is  effected,  and  a  certificate  of 

7  such   consolidation  filed  with  the  secretary  of  the   commonwealth; 

8  second,  an  act  is  passed  authorizing  the  construction  of  a  tunnel  from 

9  a  point  at  or  near  the  corner  of  Park  and  Tremont  streets  to  a  point 

10  at  or  near  Andrew  square  in  said  Boston,  and  said  tunnel  is  leased  by 

11  the  city  of  Boston  to  the  Boston  Elevated  Railway  Company  for  a 

12  term  beginning  with  the  opening  of  said  tunnel  for  use  and  ending  on 

13  said  first  day  of  July,  nineteen  hundred  and  fifty,  at  an  annual  rental 

14  equal  to  four  and  three  quarters  per  cent  on  the  net  cost  of  such  tunnel; 

15  third,  this  act  is  accepted  and  agreed  to  by  the  mayor  and  the  city 

16  council  of  Boston,  and  by  the  Boston  Elevated  Railway  Company 

17  acting  by  its  board  of  directors,  such  action  being  •  evidenced  by  a 

18  certificate  filed  with  the  secretary  of  the  commonwealth. 
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EXTRACT,  IN  RELATION  TO  CONSOLIDATION,  FROM  STATE- 
MENT BY  PRESIDENT  WILLIAM  A.  BANCROFT,  BOSTON 
ELEVATED  RAILWAY  COMPANY,  BEFORE  THE  JOINT 
BOARD,  NOV,  1,  1910. 

It  is  of  the  utmost  importance  to  the  community  that  this  consolidation 
should  be  effected  at  once,  and  not  postponed  indefinitely,  or  until  the 
expiration  of  the  lease. 

The  lease  comes  to  an  end  in  eleven  years.  In  an  undertaking  of  this 
character  for  rapid  transit  in  this  community  eleven  years  is  but  a  short 
period.  Plans  and  provisions  must  be  made  for  many  years  ahead;  and 
this  cannot  be  done  in  the  face  of  uncertainty  as  to  the  future,  especially 
in  view  of  the  uncertainty  as  to  whether  or  not  the  surface  system  is  to  be 
separated  from  the  Elevated  system  at  the  expiration  of  this  short  period 
of  eleven  years. 

The  Washington  Street  tunnel  was  projected  in  1902,  and  was  not 
completed  and  ready  for  operation  until  the  expiration  of  six  years. 

The  Cambridge  subway  was  projected  in  1904,  and  finally  authorized  in 
its  present  form  in  1906,  and  will  not  be  ready  for  operation  for  another 
year  or  more,  or  from  seven  to  eight  years  from  the  time  it  was  planned. 
These  facts  show  how  impracticable  it  is  for  the  Elevated  to  enter  into 
undertakings  for  promoting  rapid  transit  when  the  entire  system  may  be 
disrupted  in  a  little  over  eleven  years. 

The  State  recognizes  the  principle  that  one  of  the  most  important 
matters  in  connection  with  public-service  corporations  is  to  limit  the 
amount  of  capital  invested  to  the  necessary  requirements  of  the  service. 
To  secure  this  it  is  the  duty  of  the  Railroad  Commissioners  to  supervise, 
in  the  case  of  transportation  companies,  the  issue  of  capital,  so  that  no 
unnecessary  amount  may  be  issued.  It  is  also  recognized  as  fundamental 
that  the  public-service  corporation  shall  operate  its  property  in  the  most 
economical  manner,  with  due  regard  to  the  requirements  of  the  public, 
and  that  all  waste  shall  be  avoided. 

The  cost  of  providing  power  for  the  operation  of  the  Elevated  and  sur- 
face lines,  both  because  of  the  capital  invested  and  the  cost  of  generating 
and  distributing  the  power,  is  a  large  item  in  the  expenditures  of  the 
company.  Under  the  terms  of  the  lease  of  the  West  End  Company,  the 
Elevated  must  return  that  company's  property  equipped  and  provided 
with  its  own  power,  so  that  it  can  be  independently  operated  as  a  separate 
system.  That  means  that  the  power  supply  at  the  expiration  of  the  lease 
for  each  company  must  be  separate  and  distinct. 

It  needs  no  argument  to  show  that  to  provide  the  surface  and  Elevated 
systems,  which  interlace  each  other,  with  separate  and  distinct  power 
would  involve  not  only  a  wasteful  expenditure  of  capital,  but  also  a  wasteful 
operating  expense. 

Messrs.  Stone  &  Webster  estimated  in  1908  that,  with  the  power  require- 
ments of  the  two  systems  increased  to  the  extent  which  would  be  necessary 
in  ten  years,  or  in  1918,  there  would  be  an  actual  waste  of  $600,000  a 
year  if  the  surface  and  Elevated  lines  were  separately  equipped  with  power 
plants  and  operated  independently  of  each  other,  and  that  the  amount 
would  be  still  greater  at  the  expiration  of  the  lease,  in  1922. 

It  may  be  suggested  that  the  two  systems  could  be  operated  as  one 
until  the  expiration  of  the  lease,  and  that  there  need  be  no  waste  until 
that  time,  and  that  the  question  of  consolidation  can  be  indefinitely  post- 
poned. On  the  contrary,  unless  a  consolidation  is  effected  at  once,  there 
is  bound  to  be  in  the  near  future  a  waste  in  operation  and  a  waste  of  capital 
expended  on  this  account. 

In  the  first  place,  it  is  obvious  that  the  construction  of  power  plants 
and  the  provision  of  necessary  conductors  and  wires  to  transmit  the  power 
to  different  parts  of  the  system  is  a  matter  of  years  to  provide;  and  the 
Elevated  cannot  wait  until  the  expiration  of  the  lease  to  provide  power 
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which  will  be  required  for  the  separate  operation  of  the  two  systems. 
Further,  in  providing  for  additional  power  at  the  present  time  the  company- 
must  know  whether  the  two  systems  are  to  remain  a  unit,  or  whether 
they  may  be  separated  at  the  end  of  eleven  years.  This  is  illustrated  by  a 
question  of  large  importance  which  is  now  concerning  the  management 
of  the  Elevated  road.  It  has  become  necessary  to  provide  at  once  an 
additional  power  plant  of  large  capacity.  For  this  purpose  the  company 
has  purchased  property  in  South  Boston  at  tide  water  at  a  cost  of  some- 
thing over  $300,000,  it  being  believed  that  by  locating  a  station  at  tide 
water  power  can  be  more  economically  produced  than  if  it  is  manufactured 
elsewhere.  In  order  to  produce  the  most  economical  results,  it  is  found 
that  this  station  should  be  what  is  called  an  alternating  station,  and  that 
the  current  produced  should  be  distributed  through  sub-stations  over  sub- 
stantially the  entire  systems,  and  used  for  surface  and  Elevated  lines 
indiscriminately.  The  construction  of  this  power  station,  with  its  sub- 
stations and  connections,  will  require  an  expenditure  of  nearly  three  and  a 
half  millions  of  dollars. 

Now,  the  difficulty  is  this:  if  the  West  End  system  is  hereafter  separated 
from  the  Elevated  system,  a  very  considerable  part  of  this  expenditure 
will  be  wasted,  because  the  West  End  under  the  lease  must  be  furnished 
with  its  own  independent  system  of  power  supply.  The  alternative  of 
this  development  is  to  provide  separate  power  plants  for  the  surface  lines 
and  for  the  Elevated  lines  at  a  very  considerable  increase  in  capital  expendi- 
ture and  in  operating  expense. 

Further,  there  are  now  before  your  Boards  propositions  for  several 
subways  to  be  built  and  leased  by  the  Boston  Elevated.  It  would  at 
best  take  several  years  to  complete  these  subways  ready  for  operation. 
They  will  be  either  for  surface  cars  or  Elevated  trains.  At  the  expiration 
of  the  West  End  lease  it  is  provided  that  those  which  constitute  an  essen- 
tial part  of  the  surface  system  shall  become  the  property  of  the  West  End, 
and  those  that  are  part  of  the  Elevated  system  shall  belong  to  the  Elevated. 

It  is  not  clear,  however,  how  far  the  West  End  Company  could  be  com- 
pelled to  take  over  any  of  the  subway  leases  against  its  will,  especially 
as  it  may  claim  that  they  were  not  an  essential  part  of  its  system  as  long 
as  the  company  was  left  with  a  complete  system  of  surface  tracks,  as 
required  by  the  lease.  The  Elevated  would  then  be  left  with  subways 
for  surface  cars,  without  any  surface  cars  to  run  in  them;  or  with  subways 
for  Elevated  trains,  without  any  surface  car  connection. 

In  any  event,  these  new  subways  are  likely  to  be  a  serious  loss  for  the 
first  few  years  after  they  are  constructed.  The  Elevated  could  hardly 
be  expected  to  assume  them  during  the  short  period  prior  to  the  expiration 
of  the  West  End  lease, —  only  to  turn  them  over  to  the  West  End  Company 
at  the  time  when  they  might  possibly  begin  to  show  a  profit. 

Demands  for  improved  facilities  in  the  transportation  system  in  Boston 
have  increased  far  beyond  the  increase  in  revenue,  and  the  Elevated 
Company  is  in  no  position  to  assume  new  burdens,  with  the  uncertainty 
existing  as  to  the  future  of  the  surface  lines,  and  in  view  of  the  unnecessary 
expenditures  to  which  it  will  be  put  in  the  near  future  if  such  a  consolida- 
tion is  not  provided. 


APPENDIX  E. 

EXTRACT   FROM   LEASE   OF  WEST  END   STREET   RAILWAY 

COMPANY    TO  THE   BOSTON   ELEVATED  RAILWAY 

COMPANY,    DEC.   9,    1897. 

The  Lessee  [the  Boston  Elevated  Railway  Company],  in  anticipation 
of  the  expiration  of  said  subway  contract  [the  lease  of  the  Tremont  Street 
subway],  shall  use  its  best  endeavors  to  agree  with  the  city  of  Boston  upon 
a  new  contract  for  a  renewal  or  extension  of  the  same  upon  the  most  favor- 
able terms  practicable,  in  which  said  new  contract  shall  be  embodied  stipu- 
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lations  satisfactory  to  the  Lessor  [the  West  End  Street  Railway  Company], 
providing  for  the  use  and  control  of  said  subway  by  the  Lessor  upon  the 
expiration  or  earlier  termination  of  this  lease. 

All  of  the  provisions  of  this  lease  applicable  to  said  existing  subway 
contract  shall  apply  to  any  contract  renewing  or  extending  the  same  in 
the  same  manner  and  with  the  same  effect  as  if  said  new  contract  had  been 
in  existence  at  the  inception  of  this  lease. 

Extensions  of  said  subway  under  the  existing  contract  shall  not  be 
requested  nor  promoted  by  the  Lessee  except  with  the  consent  of  the 
Lessor  first  had  and  obtained.  In  the  event  of  any  extension  thereof 
under  any  other  contract,  or  of  the  construction  of  any  new  subway,  the 
use  and  control  thereof  if  acquired  by  the  Lessee  shall  be  so  acquired  that 
upon  the  expiration  or  earlier  termination  of  this  lease,  if  such  extension 
or  new  subway  constitutes  an  essential  part  of  the  Lessor's  surface  system, 
the  same  shall  belong  to  the  Lessor;  that  if  such  extension  or  new  subway 
constitute  an  essential  part  of  the  Lessee's  system,  the  same  shall  belong 
to  the  Lessee;  that  if  such  extension  or  new  subway  be  capable  of  concur- 
rent use  by  both  systems,  provisions  shall  be  made  for  such  concurrent 
use  by  both  Lessor  and  Lessee;  and  that  if  such  extension  or  new  sub- 
way constitute  an  essential  part  of  both  systems,  but  be  incapable  of 
concurrent  use  by  both,  the  Arbitral  Board  provided  for  by  Article  XII. 
shall  determine,  in  view  of  all  the  equities  of  the  case  and  of  all  the  private 
and  pubhc  considerations  involved,  to  which  of  said  systems  the  use  and 
control  of  said  new  extension  or  new  subway  shall  belong. 

Provided,  however,  that  the  right  of  said  Arbitral  Board  to  assign 
the  use  and  control  of  said  new  extension  or  new  subway  to  the  Lessee 
shall  not  affect  or  impair,  nor  be  affected  or  impaired  by,  the  obligation 
hereinafter  imposed  upon  the  Lessee  to  return  the  Lessor's  road  without 
break  of  continuity  or  connection. 


APPENDIX  F. 

EXTRACT  FROM  REPORT  OF  JOINT  BOARD  TO  THE  LEGIS- 
LATURE,  JAN.    10,    1910,  (SENATE   DOCUMENT,  NO.  22). 

The  second  part  of  the  reference  is  as  to  whether  it  is  advisable,  expedient 
and  in  the  public  interest  to  change  the  terms  and  conditions  of  the  first 
and  second  preferred  stock  to  be  issued  by  the  Boston  Elevated  Railway 
Company,  and  if  so,  in  what  manner  and  to  what  extent. 

The  resolve  in  which  this  reference  is  contained  was  approved  May  14, 
1909.  By  an  act  approved  May  13,  1909, — •  the  act  and  the  resolve  there- 
fore being  practically  contemporaneous, —  section  15  of  chapter  551  of  the 
Acts  of  the  year  1908  was  amended  so  that  the  time  granted  by  that  act 
to  the  Boston  Elevated  Railway  Company  and  the  West  End  to  effect  the 
consohdation  therein  provided  for  was  extended  one  year,  or  to  the  31st 
of  December,  1910. 

Taking  the  dates  of  the  act  and  of  the  resolve  into  consideration,  and 
also  the  terms  of  the  reference,  this  Joint  Board  understands  that  it  was 
not  the  intention  of  the  Legislature  to  refer  to  it  the  question  whether  the 
first  and  second  preferred  stock  ought  to  be  issued  on  terms  less  favorable 
than  those  set  forth  in  the  act,  but  simply  whether  amended  terms  more 
favorable  to  the  West  End  Street  Railway  stockholders,  as  urged  in  their 
behalf,  ought  to  be  granted. 

The  8  per  cent,  rate  for  the  first  preferred  stock,  which  stock  is  to  be 
issued  in  exchange  for  preferred  stock  of  the  West  End  Street  Railway,  is 
determined  by  St.  1887,  c.  413,  §  2,  which  for  certain  purposes  authorized 
the  West  End  Street  Railway  Company  to  issue  from  time  to  time,  to  an 
amount  not  exceeding  $6,400,000,  its  preferred  stock,  having  preference 
and  priority  over  the  common  and  all  other  stock  of  the  corporation 
forever,  and  being  entitled  to  semi-annual  cumulative  dividends,  to  be 
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paid  out  of  the  net  profits  of  the  corporation,  not  exceeding  8  per  cent,  per 
annum,  but  not  entitled  to  participate  in  any  increase  or  issue  of  new  stock, 
common  or  preferred. 

So  far  as  the  common  stock  of  the  West  End  Street  Railway  is  con- 
cerned, the  Legislature  up  to  the  time  of  the  passage  of  St.  1908,  c.  551, 
had  entered  upon  no  similar  obligation. 

One  amendment  of  the  act  of  1908  which  is  asked  for  in  behalf  of  stock- 
holders of  the  West  End  Street  Railway  Company  is  that  the  second 
preferred  stock  of  the  Boston  Elevated  Railway  Company,  to  be  issued 
upon  consolidation  in  exchange  for  the  common  stock  of  the  West  End 
Street  Railway,  shall  be  an  8  per  cent,  instead  of  a  7  per  cent,  stock. 

The  lease  of  the  franchise  and  property  of  the  West  End  Street  Railway 
Company  to  the  Boston  Elevated  Railway  Company,  which  was  under 
consideration  by  the  Board  of  Railroad  Commissioners  in  1897,  provided 
for  a  term  of  ninety-nine  years  and  a  payment  as  rental  of  8  per  cent,  both 
on  the  preferred  and  the  common  stock.  In  that  case  the  Railroad  Com- 
missioners determined  that  such  a  lease  would  be  wholly  discordant  with 
the  public  policy  deliberately  settled  and  wisely  restricted  by  the  Legis- 
lature; that  the  rental  charge  was  unwarranted,  and  involved  an  unreason- 
able and  excessive  public  burden,  especially  in  view  of  the  length  of  the 
stipulated  term;  and  that  such  a  lease  was  not  consistent  with  the  public 
interest  nor  in  accordance  with  the  public  policy  declared  by  the  General 
Court. 

As  a  result  of  this  determination,  the  provisions  of  the  lease  were  altered, 
limiting  the  term  to  twenty-four  years  and  a  fraction,  and  the  payment  on 
account  of  the  common  stock  to  7  per  cent,  per  annum. 

It  is  now  urged  that  in  the  consolidation  this  rate  of  7  per  cent,  should  be 
changed  to  8  per  cent.,  not  for  a  specified  number  of  years,  but  without 
limit  as  to  time.  In  this  respect,  therefore,  the  proposition  is  more  objec- 
tionable than  was  that  submitted  in  1897. 

In  our  opinion,  if  the  consolidation  is  effected  under  the  provisions  of 
the  act  of  1908,  the  stockholders  of  the  West  End  Street  Railway  Company, 
by  reason  of  the  assurance  for  the  future  of  preferred  cumulative  dividends 
of  7  per  cent.,  will  hold  after  the  year  1922,  when  the  present  lease  expires, 
a  security  safer  and  more  permanently  valuable  than  that  which  they  had 
prior  to  the  execution  of  the  present  lease,  or  than  that  which,  in  case 
consolidation  is  not  effected,  they  after  1922  will  hold,  obliged  as  they 
then  will  be  to  begin  anew  the  operation  of  their  railway  in  competition 
with  another  company  seeking  business  in  the  same  metropolitan  district. 

It  has  been  suggested  that  the  provisions  of  the  existing  lease  relating 
to  its  termination  are  such  as  to  place  the  West  End  Street  Railway  Com- 
pany at  that  time  in  a  commanding  position.  It  must  not  be  forgotten 
that  the  Legislature  is  the  ultimate  controller  of  the  situation. 

The  two  companies  agree  that  it  is  the  interest  of  the  public  that  a  con- 
solidation should  take  place,  and  that  material  economies  can  be  effected 
thereby.     In  this  view  this  Joint  Board  concurs. 

The  terms  of  the  consolidation  should  be  such  as  are  just  to  each  of  the 
parties.  No  undue  advantage  should  be  granted  to  either  of  them.  This 
Joint  Board  considers  that  the  rate  of  dividend  on  the  second  preferred 
stock,  as  named  in  the  act,  is  not  unjust  tothe  West  End  Street  Railway 
stockholders,  but,  on  the  contrary,  is  amply  liberal. 


APPENDIX  G. 

AN  ACT  AMENDING  AN  ACT  TO  AUTHORIZE  THE  CON- 
SOLIDATION OF  PROPERTIES  AND  FRANCHISES  OF 
THE  BOSTON  ELEVATED  RAILWAY  COMPANY  AND 
THE  WEST   END   STREET   RAILWAY   COMPANY. 

Be  it  enacted,  etc.,  as  follows: 

1  Section  1.     Section  two  of  chapter  five  hundred  and  fifty-one  of 

2  the  acts  of  the  year  nineteen  hundred  and  eight  is  hereby  amended  by 
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3  inserting  after  the  words   "outstanding  at  the  date  of   purchase", 

4  where  these  words  appear  the  third  time  in  said  section,  the  words :  — 

5  No  other  stock  shall  hereafter  be  issued,  either  preferred  or  equal  to 

6  such  first  preferred  or  second  preferred  stock,  without  the  consent  of 

7  two-thirds  of  the  holders  of  such  stocks  respectively,  —  so  that  said 

8  section  shall  read  as  follows:  —  Section  2.     For  the  purpose  above 

9  mentioned  the  Boston  Elevated  Railway  Company  is  authorized  to 

10  increase  its  capital  stock  by  an  amount  equal  at  par  to  the  par  value  of 

11  the  capital  stock  of  the  West  End  Street  Railway  Company  outstanding 

12  at  the  time  of  purchase.     Such  new  stock  shall  consist  of  shares  of  the 

13  par  value  of  one  hundred  dollars  each,  and  shall  be  divided  into  first  pre- 

14  ferred  stock  and  second  preferred  stock,  the  par  value  of  the  first  pre- 

15  ferred  stock  to  be  equal  to  the  par  value  of  the  first  preferred  stock  of 

16  the  West  End  Street  Railway  Company  outstanding  at  the  date  of 

17  purchase,  and  the  par  value  of  the  second  preferred  stock  to  be  equal 

18  to  the  par  value  of  the  common  stock  of  the  West  End  Street  Railway 

19  Company  outstanding  at  the  date  of  purchase.     No  other  stock  shall 

20  hereafter  be  issued,  either  preferred  or  equal  to  such  first  preferred  or 

21  second  preferred  stock,  without  the  consent  of  two-thirds  of  the  holders 

22  of  such  stocks  respectively.     The  first  preferred  stock  shall  be  forever 

23  entitled  in  preference  and  priority  over  all  other  stock  of  said  corpo- 

24  ration  to  semi-annual  dividends  to  be  paid  out  of  the  net  profits  of  the 

25  corporation  on  the  first  days  of  January  and  July  in  each  year  at  the 

26  rate  of  eight  per  cent  per  annum  and  no  more,  which  dividends  shall  be 

27  cumulative.     The  second  preferred  stock  shall  be  forever  entitled  in 

28  preference  and  priority  over  all  other  stock  of  said  corporation,  except 

29  said  first  preferred  stock,  to  semi-annual  dividends  to  be  paid  out  of 

30  the  net  profits  of  the  corporation  on  the  first  days  of  April  and  October 

31  in  each  year,  at  the  rate  of  seven  per  cent  per  annum,  and  no  more, 

32  which  dividends  shall  be  cumulative.     In  case  of  dissolution  or  liqui- 

33  dation  the  holders  of  said  first  preferred  and  second  preferred  stock 

34  shall  be  entitled  to  the  payment  of  the  par  value  of  their  shares  and  all 

35  accrued  and  unpaid  dividends  before  any  payment  is  made  to  the 

36  holders  of  common  shares,  and  the  remainder  of  the  assets  of  the  cor- 

37  poration  shall  be  distributed  among  the  holders  of  the  common'stock. 

38  Said  first  and  second  preferred  stock  shall  have  the  same  power  of 

39  voting  and  transfer  as  said  common  stock,  and  shall  be  counted  with 

40  said  common  stock  in  all  questions  of  majorities  and  quorums,  but 

41  said  first  preferred  stock  shall  not  be  entitled  to  participate  in  any 

42  increase  or  issue  of  new  stock,  common  or  preferred,  which  may  at  any 

43  time  be  made  by  said  corporation.     Dividends  on  said  first  and  second 

44  preferred  stock  shall  accrue  from  the  dates  of  the  last  payment  of 

45  dividends  prior  to  such  purchase  on  the  preferred  and  common  stock 

46  respectively  of  the  West  End  Street  Railway  Company. 

1  Section  2.     Section   fourteen   of   said   chapter  five  hundred   and 

2  fifty-one  is  hereby  amended  by  striking  out  the  words  "two-thirds" 

3  wherever  they  appear  in  said  section,  and  inserting  in  place  thereof 

4  the  words:  —  a  majority,  —  so  that  said  section  shall  read  as  follows: — 

5  Section  IJ)..     The  purchase  and  sale  herein  authorized  shall  not  be  made 

6  until  the  terrns  thereof  shall  have  been  approved  by  the  board  of  rail- 

7  road  commissioners  in  accordance  with  the  provisions  of  section  sixty- 

8  seven  of  Part  I.  of  chapter  four  hundred  and  sixty-three  of  the  acts  of 

9  the  year  nineteen  hundred  and  six,  nor  until  such  purchase  and  sale 

10  shall  have  been  authorized  by  the  holders  of  not  less  than  a  majority 

11  in  amount  of  the  capital  stock  of  the  Boston  Elevated  Railway  Com- 

12  pany  and  not  less  than  a  majority  in  amount  of  the  capital  stock  of 

13  the  West  End  Street  Railway  Company  given  at  special  meetings 

14  called  for  that  purpose. 

1  Section  3.     Section  fifteen  of  said  chapter  five  hundred  and  fifty- 

2  one,  as  amended  by  chapter  three  hundred  and  eighty-three  of  the  acts 

3  of  the  year  nineteen  hundred  and  jiine,  is  hereby  amended  by  striking 

4  out  the  word  "ten,"  in  the  third  line,  and  inserting  in  the  place  thereof 
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5  the  word:  —  eleven, —  so  that  said  section  shall   read  as   follows:  — 

6  Section  15.     Unless  the  purchase  and  sale  herein  authorized  are  effected 

7  on  or  before  December  thirty-first,  nineteen  hundred  and  eleven,  all 

8  authority  hereunder  to  make  the  same  shall  cease:  -provided,  that  if 

9  such  purchase  and  sale  are  delayed  by  litigation  either  the    Boston 

10  Elevated  Railway  Company  or  the  West  End  Street  Railway  Company 

11  may  apply  to  the  said  board  for  an  extension  of  the  time  therefor,  and 

12  the  board  after  notice  and  a  pubhc  hearing  and  upon  proof  that  such 

13  htigation  is  not  collusive  may  from  time  to  time  determine  what  exten- 

14  sion  of  time  may  reasonably  be  allowed  for  completing  such  purchase 

15  and  sale,  and  such  further  time  shall  thereupon  be  allowed  therefor. 

1       Section  4.     This  act  shall  take  effect  upon  its  passage. 
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[Chapter  38. 


Resolve  to  provide  for  an  investigation  relative  to  the  construc- 
tion OP  A  TEAMING  TUNNEL  UNDER  BOSTON  HARBOR  TO  EAST  BOSTON. 

Resolved,  That  the  board  of  raihoad  commissioners  and  the  Boston  tran- 
sit commission,  acting  as  a  joint  board,  shall  investigate  the  subject-matter 
of  the  petitions  of  Thomas  J.  Giblin  and  others,  with  accompanying  bill, 
house,  number  seven  hundred  and  twenty-one,  to  provide  for  the  construc- 
tion of  a  teaming  tunnel  under  Boston  harbor  to  East  Boston,  and  shall 
report  to  the  general  court  not  later  than  May  fifteenth,  nineteen  hundred 
and  eleven.  Said  joint  board  may  expend  a  sum  not  exceeding  five  hun- 
dred dollars  in  carrjang  out  the  provisions  of  this  resolve,  to  be  paid  out 
of  the  treasury  of  the  commonwealth.     [Approved  March  28,  1911. 
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The  Commonwealth  op  Massachusetts. 
To  the  Honorable  Senate  and  House  of  Representatives: 
Chapter  38  of  the  Resolves  of  the  year  1911  reads  as  follows: 

RESOLVE  TO  PROVIDE  FOR  AN  INVESTIGATION  RELATIVE  TO  THE  CON- 
STRUCTION OF  A  TEAMING  TUNNEL  UNDER  BOSTON  HARBOR  TO  EAST 
BOSTON. 

Resolved,  That  the  board  of  railroad  commissioners  and  the  Boston 
transit  commission,  acting  as  a  joint  board,  shall  investigate  the  subject- 
matter  of  the  petitions  of  Thomas  J.  Giblin  and  others,  with  accompany- 
ing bill,  house,  number  seven  hundred  and  twenty-one,  to  provide  for 
the  construction  of  a  teaming  tunnel  under  Boston  harbor  to  East  Boston, 
and  shall  report  to  the  general  court  not  later  than  May  fifteenth,  nine- 
teen hundred  and  eleven.  Said  joint  board  may  expend  a  sum  not  exceed- 
ing five  hundred  dollars  in  carrying  out  the  provisions  of  this  resolve,  to 
be  paid  out  of  the  treasury  of  the  commonwealth.  [Approved  March 
28,  1911. 

The  petition  referred  to  in  the  foregoing  resolve  is  in  the  following 
form : — 

The  undersigned  citizens  of  Massachusetts  respectfully  petition  for 
the  passage  of  an  act  authorizing  or  requiring  the  city  of  Boston  to  con- 
struct a  teaming  tunnel  between  Boston  and  East  Boston  substantially 
as  set  forth  in  the  accompanying  act. 

The  draft  of  the  act  referred  to  is  printed  as  House  Document  No.  721. 

Under  an  act  to  provide  for  an  investigation  of  the  congestion  of  traffic 
in  the  streets  of  the  city  of  Boston  (Statutes,  1907,  chapter  247),  the  Bos- 
ton transit  commission,  on  January  10,  1908,  made  a  report  which  con- 
tained the  following  special  reference  to  the  matter  of  a  teaming  tunnel 
to  East  Boston: — 

Studies  have  been  made  with  reference  to  the  possibility  of  constructing 
a  teaming  tunnel  to  East  Boston.  Such  a  tunnel  might  be  located  on  the 
present  North  ferry  route,  or  from  the  present  South  ferry  on  the  Boston 
side  to  the  North  ferry  in  East  Boston. 

Designs  and  estimates  have  been  made  for  such  a  tunnel,  to  accom- 
modate two  lines  of  teams  with  a  narrow  sidewalk  on  each  side.  If  such 
a  tunnel  were  placed  with  its  crown  45  feet  below  mean  low  water  at  har- 
bor commissioners'  line,  the  roadway  would  be  75  or  80  feet  below  Atlantic 
Avenue;  and  to  approach  such  a  tunnel  by  an  incline,  would  require  a 
length  of  4,000  feet  with  a  2  per  cent,  grade,  or  2,000  feet  with  a  4  per 
cent,  grade;  the  latter,  however,  would  be  too  long  and  steep  for  heavy 
teams.  If  the  grade  were  3  per  cent.,  the  length  of  the  incline  would  be 
2,600  feet,  which  would  bring  the  entrance  to  the  tunnel  so  far  away 
that  it  would  be  of  little  use.  The  only  other  arrangement  for  entrance 
to  a  teaming  tunnel  would  be  by  elevators.  Such  a  tunnel  has  been 
built  under  the  river  in  Glasgow.  An  elevator  service  similar  to  that 
at  Glasgow  (see  Appendix  B)  would  have  a  capacity  of  approximately 
4,000  teams  per  day  of  twelve  hours,  provided  eight  elevators  could  be 
used  at  each  end.  An  escalator  such  as  that  which  has  been  built  in 
Cleveland  would  handle  a  larger  number. 

Our  engineers  have  estimated  that  the  cost,  exclusive  of  land  damages, 

of  constructing  such  a  tunnel  located  on  the  present  North  ferry  route, 

with  elevators  and  other  equipment,  the  length  being  about  2,250  feet, 

'would  be  about  $1,600,000,  and  the  annual  cost  of  operation,  including 

interest  at  4  per  cent.,  would  be  about  $150,000. 
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Taking  an  alternative  route  from  tlie  South  ferry  on  the  Boston  side 
to  the  North  ferry  on  the  East  Boston  side,  with  a  length  of  2,800  feet, . 
the  total  estimated  cost,  exclusive  of  land  damages,  is  about  $1,750,000, 
with  an  annual  cost  for  maintenance  of  $155,000. 

Details  of  the  traffic  over,  and  cost  of  operation  of,  the  East  Boston  ferries 
will  be  found  in  Appendix  C. 

Such  a  tunnel  would  be  subject  to  blockades.  The  use  of  the  elevators 
and  the  passage  through  the  tunnel,  which  would  be  measured  by  the 
speed  of  the  slowest  teams,  would  upon  an  average,  take  as  much  tiitie  as 
is  now  taken  for  the  ferry  service.  If  a  toll  were  charged,  the  teamsters 
would  probably  prefer  the  ferry  service  except  in  severe  and  foggy  weather. 
It  seems  quite  unlikely  that  the  Construction  of  such  a  tunnel  would 
justify  the  discontinuance  of  one  of  the  present  ferries. 

Appendix  B,  above  referred  to,  is  as  follows: — 

GLASGOW  HARBOR  TUNNEL. 

The  Glasgow  harbor  tunnel  is  a  tunnel  under  the  river  for  the  use  of 
teams,  with  elevators  at  each  end.  It  consists  of  three  circular  tubes,  two 
for  vehicles  and  one  for  passengers,  entering  the  central  shaft  at  each  end. 
The  section  of  each  tube  is  circular  and  16  feet  in  diameter,  allowing  the 
passage  of  one  team.  The  finished  diameter  of  the  shaft  is  76  feet,  and  the 
bottoms  of  the  shafts  are  about  75  feet  below  street  level.  In  each  shaft 
there  are  six  elevators,  three  for  elevating  and  three  for  lowering,  operated 
by  hydraulic  pressure,  at  750  pounds  per  square  inch.  The  toll  is  one- 
quarter  penny  per  passenger,  threepence  for  loaded  teams  and  twopence 
for  unloaded  teams,  the  annual  revenue  from  passengers  being  $8,500,  and 
from  teams  about  the  same.  The  total  cost  of  installation  was  about 
$1,450,000.  The  weekly  wages  amount  to  a  little  less  than  $200.  The 
elevators  are  capable  of  handling  at  each  end  90  teams  per  hour  each  way, 
or  about  1,000  teams  each  way  per  day  of  twelve  hours. 

This  tunnel  is  a  private  enterprise,  and  is  reported  not  in  operation  at 
present. 

Information  has  lately  been  received  that  the  operation,  of  the  Glasgow 
teaming  tunnel  has  not  been  resumed. 

The  tunnel  described  in  the  draft  of  an  act  above  referred  to,  namely, 
House  Document  No.  721  of  the  present  year,  corresponds  with  the  tunnel 
upon  which  the  estimates  of  the  Boston  transit  commission  were  made  in 
1908.  On  a  review  of  that  report  it  appears  that  the  statements  therein 
made  were  weU  considered  and  sound,  but  the  following  matters  in  con- 
firmation of  the  report  may  properly  be  referred  to. 

It  is  improbable  that  a  sidewalk,  no  matter  how  ample,  would  be  used 
to  any  material  extent  so  long  as  conveyance  by  ferry  costs  only  one  cent 
per  passenger.  _  The  demand  for  ferry  service  for  foot  passengers  would 
stiU  be  imperative. 

Even  if  no  toll  for  the  use  of  the  tunnel  by  teams  were  imposed  it  is  clear 
that  a  considerable  percentage  of  the  teaming  traffic  would  prefer  to  pay 
the  present  low  rate  of  toll  and  use  the  ferries. 

For  sledding  in  winter  it  will  be  necessary  to  provide  snow  or  ice  on  the 
roadways. 

Extreme  precautions  would  be  requisite  to.  guard  against  disaster  result- 
ing from  the  burning  of  any  combustible  material  in  the  teams  passing 
through  the  tunnel.  It  seems  probable  that  satisfactory  precautions 
could  be  devised  through  arrangements  for  sprinkling  and  through  restric- 
tions as  to  the  nature  of  the  loads  and  their  covering.  It  is  evident  that 
any  fire  in  the  tunnel  would  result  in  a  catastrophe  unless  sufficient  means 
should  be  taken  to  extinguish  it  at  once  and  also  to  remove  quickly  from 
the  tunnel  any  collection  of  smoke. 

As  stated  in  the  report  of  the  Boston  transit  commission  the  speed  of  all 
teams  in  a  tunnel  for  only  two  lines  of  traffic  would  be  limited  to  the  speed 
of  the  slowest  moving  teams.  This  difficulty  would  be  materially  reheved 
if  the  tunnel  should  be  built  wide  enough  for  three  or  four  lines  of  traffic. 
The  engineer  of  the  Boston  transit  commission  has  estimated  that  a  four- 
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way  tunnel,  with  suitable  appurtenances,  but  exclusive  of  land  damages, 
would  cost  about  $2,600,000. 

This  joint  board  is  of  opinion  that  the  building  of  such  a  tunnel  as  has 
been  suggested  would  not  do  away  with  the  necessity  of  operating  the 
ferries,  and  that  under  present  teaming  conditions,  with  large  use  of 
animal  power,  the  construction  of  a  teaming  tunnel  would  be  inadvisable. 
This  matter  may,  however,  properly  be  reviewed  when  mechanical  power 
is  more  generally  substituted  for  animal  power  since  such  substitution  will 
do  away  with  some  of  the  existing  obstacles  to  successful  operation,  and 
will  render  possible  shorter  and  less  expensive  approaches  with  steeper 
grades. 

Statistics  will  be  found  in  the  appendix. 


May  13,  1911. 


By  Order  of  the  Joint  Board, 

GEORGE  G.  CROCKER, 

Chairman. 


APPENDIX. 

Figures  are  for  1910-11  unless  otherwise  stated. 
Ferry  Service  —  7  Boats. 
(Both  Ferries.) 
For  the  year  ending  January  31,  1911: 

Total  expenditures,  regular  and  special  appropriations,      .    $293,895  63 
Total  receipts:  — 

From  foot  passengers, $60,981  61 

From  teams  and  passengers  thereon,          .        42,659  50 
From  head  house  privileges,  rents,  sale  of 
old  material,  sale  of  tickets  at  office  for 
.  ferry  trips,  etc., 3,097  46 


Deficit, 

Number  of  teams  of  all  kinds  carried  during  year: — 


106,738  57 
$187,157  06 


North, 
532,137. 

South, 
402,154. 

Total, 
934,291. 

Average  daily  (365  clays), 

1,457 

1,102 

2,559 

Average  daily  by  months,  including  Sundays  and  holidays:  — 

January,    .          .          .          .          •          ■          •          ■ 

1,374 

812 

2,186 

February, 

1,382 

840 

2,222 

March, 

1,431 

991 

2,422 

April, 

1,435 

1,059 

2,494 

May, 

1,473 

1,133 

2,606 

June, 

1,560 

1,176 

2,736 

July, 

1,597 

1,153 

2,750 

August, 

1,604 

1,326 

2,930 

September 

1,553 

1,263 

2,816 

October, 

1,455 

1,196 

2,651 

November 

1,426 

1,156 

2,682 

December, 

1,337 

995 

2,332 

Appendix. 
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Of  the  average  daily  number  of  teams  given  above,  2,559,  about  1,500 
are  carried  during  the  4  rush  hours  of  the  day,  namely  7-9  a.m.  and 
5-7  P.M.,  leaving  1,059  to  be  handled  during  the  rest  of  the  day. 

For  the  last  5  years,  the  average  total  receipts  from  teams  and 
passengers  thereon  have  been  $42,000,  or  an  average  of  about  4J  cents 
per  team. 

The  following  statement  has  been  received  from  Frederic  H.  Fay, 
division  engineer  of  the  Bridge  and  Ferry  Division,  Public  Works  Depart- 
ment : — 

Three  boats  are  in  continuous  service  at  each  of  the  East  Boston  ferries 
throughout  the  busy  hours  of  the  day,  viz.,  at  the  North  ferry  from  7.30 
A.M.  to  6.30  P.M.  and  at  the  South  ferry  from  8  a.m.  to  6.30  p.m. 
With  our  present  slip  capacity  it  would  be  possible  to  operate  four  boats 
at  each  ferry  if  we  had  the  boats;  but  with  weather  conditions  favorable 
I  think  the  four  boat  service  would  give  no  better  accommodations  than 
the  present  three  boat  service,  for  owing  to  the  greater  delays  in  making 
and  leaving  the  slips  the  four  boats  would  probably  not  be  able  to  make 
any  more  trips  per  hour  than  can  be  made  by  the  three  boats.  In  bad 
weather,  however,  when  the  drops  are  slippery,  considerable  time  is  lost 
in  getting  loaded  teams  ashore,  these  teams  having  to  be  hauled  off  singly 
by  means  of  an  electric  motor;  at  such  times  four  boats  could  be  used  at 
each  ferry  to  advantage  to  maintain  approximately  the  same  trip  schedules 
as  are  given  by  the  three  boat  service  under  favorable  conditions. 


Cost  of  operation  for  the  year  ending  Jan.  31,  1910,  was 
This  was  distributed  as  follows: — 


,101  10 


Employees, 

Fuel,  teaming  and  wheeling  coal,  etc. 

Oil,  waste,  etc., 

Repairs  of  boats. 

Repairs  of  drops,  buildings, 

Electric  light. 

Gas, 

Printing, 

Stationery,  telephones,  furnishings,  etc.. 


,133  45 

33,424  79 

7,061  92 

10,959  95 

5,79S  89 

3,412  57 

660  56 

988  02 

1,660  95 

$222,101  10 


Traffic  on  both  ferries  Feb.  1-05  to  Feb.  1-10: 


Feb.  1, 

1905,  to 

Feb.  1, 

1906. 

Feb.  1, 

1906,  to 

Feb.  1, 

1907. 

Feb.  1, 

1907,  to 

Feb.  1, 

1908. 

Feb.  1, 

1908,  to 

Feb.  1, 

1909. 

Feb.  1, 

1909,  to 

Feb.  1, 

1910. 

One  horse  teams,    .... 

626,518 

634,839 

608,744 

612,167 

625,723 

Two-horse  teams,  .... 

225,361 

225,024 

238,911 

214,572 

245,131 

Three-horse  teams. 

9,169 

10,409 

8,091 

8,262 

11,929 

Four-horse  teams. 

11,678 

11,547 

16,897 

11,488 

9,257 

Two-horse  carriages  and  hacks, 

21,728 

18,571 

26,381 

30,720 

36,667 

Two-cent  tolls  for  handcarts,  etc.,  . 

4,518 

4,936 

5,251 

5,058 

5,934 

Dragwheels,  etc.,   .... 

88 

41 

23 

29 

12 

Total  teams  on  both  ferries, 

899,060 

905,367 

904,298 

882,296 

934,653 

Of  the  total  for  the  year  ending  Feb.  1-10,  934,653,  the  North  ferry 
handled  555,941  and  the  South  ferry  378,712. 
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The  following  statement  is  furnished  by  the  Bridge  and  Ferry  Division 
of  the  Public  Works  Department: — 

The  number  of  ferryboats  is  seven;  the  number  in  commission  is  six, 
with  three  at  each  ferry. 

Their  team  carrying  capacity  is 

Three  propeller  boats,  average  13  each  when  loaded  properly. 

One  side-wheeler,  average  14  when  loaded  properly. 

Three  side-wheelers,  average  12  each  when  loaded  properly. 

The  running  time  and  number  of  trips  are 
North  ferry  —  week  days  —  conditions  favorable : — ■ 
12  midnight  to  5  a.m.,  one  boat,     . 

5  A.M  to  6  A.M.,  one  boat, 

6  A.M.  to  7.30  A.M.,  two  boats, 
7.30  A.M.  to  6.30  P.M.,  three  boats, 
6.30  P.M.  to  7  P.M.,  two  boats, 

7  P.M.  to  12  midnight,  one  boat,    . 


20  minute  trips. 
15  minute  trips. 

8  minute  trips. 

6  minute  trips. 

8  minute  trips. 
15  minute  trips. 


Sundays : — - 

12  midnight  to  5  a.m.,  one  boat,     .        .        .        .        .20  minute  trips. 

5  A.M.  to  11  A.M.,  one  boat,    .        .        .        .        .        .15  minute  trips. 

11  A.M.  to  7  P.M.,  two  boats, 8  minute  trips. 

7  P.M.  to  12  midnight,  one  boat,    .        .        .  .15  minute  trips. 

South  ferry  -^  week  days  — -  conditions  favorable: — 
*10  P.M.  to  6  A.M.,  ferry  closed. 

6  A.M.  to  8  A.M.,  two  boats, .11  minute  trips. 

8  A.M.  to  6.30  P.M.,  three  boats, 8  minute  trips. 

6.30  P.M.  to  7.30  P.M.,  two  boats,  ..        .        .        .        .      11  minute  trips. 

7.30  P.M.  to  10  P.M.,  one  boat,       .        .        .        .        .19  minute  trips. 

Sundays,  6  a.m.  to  10  p.m.,  one  boat,  18  to  20  minute  trips. 

The  length  of  time  in  crossing  harbor  from  time  boat  is  unhooked  till 
hooked  is  about  four  minutes  on  the  North  ferry  and  about  five  on  the 
south. 

*  Saturdays  excepted;  10  p.m.  to  12  Midnight,  one  boat  19  minute  trips. 
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The  Commonwealth  op  Massachusetts. 
To  the  House  of  Representatives  of  the  Commonwealth  of  Massachusetts: 
On  January  17,  1911,  the  House  of  Representatives  ordered 

"That  the  Board  of  Railroad  Commissioners  and  the  Boston  Transit 
-Commission,  sitting  jointly,  investigate  forthwith  the  transit  facilites  of 
the  town  of  Revere,  the  city  of  Chelsea  and  the  town  of  Winthrop,  par- 
ticularly with  reference  to  the  relations  of  these  municipahties  to  the  transit 
system  of  Greater  Boston;  and  that  the  results  of  this  investigation  be 
reported  to  the  House  of  Representatives  on  or  before  March  15,  1911, 
with  such  recommendations  as  are  advisable  or  necessary  to  secure  to 
these  three  municipalities  the  transit  advantages  in  street  railway  service 
enjoyed  by  other  sections  of  Greater  Boston  for  a  five  cent  fare." 

In  pursuance  of  this  legislative  reference,  the  Board  of  Railroad  Commis- 
sioners and  the  Boston  Transit  Commission,  sitting  jointly,  duly  organized 
and. proceeded  in  the  investigation  directed  by  the  House  of  Representa- 
tives, and  now  make  report  thereon,  with  such  recommendations  as  are 
within  the  terms  of  the  order. 

The  Boston  Elevated  Railway  Company  and  the  Boston  and  Northern 
Street  Railway  Company  operate  connecting  lines  of  railway  in  the  city 
of  Chelsea.  The  Boston  and  Northern  Street  Railway  Company  also 
operates  a  railway  in  the  adjoining  town  of  Revere.  The  Point  Shirley 
Street  Railway  Company  operates  a  line  of  railway  in  the  town  of  Win- 
throp, having  no  point  of  physical  connection  with  any  other  street 
railway. 

In  addition  to  the  street  railway  service  in  this  territory,  the  Boston 
and  Maine  Railroad  and  the  Boston,  Revere  Beach  and  LjTin  Railroad 
Company  operate  steam  railroad  lines,  and  proposals  for  additional 
transportation  lines  are  before  the  General  Court. 

So  far  as  Chelsea  and  Revere  are  concerned,  street  railway  connections 
with  Boston  proper  are  obtained  through  the  East  Boston  tunnel  and  by 
surface  hues  via  Charlestown,  making  connections  with  the  rapid  transit 
system  of  Boston  at  State  street.  City  square  and  other  points. 

Statutes  1897,  chapter  500,  section  10,  secures  to  the  public  for  a  fare 
not  exceeding  five  cents  a  single  continuous  passage  in  the  same  general 
direction  upon  all  lines  owned,  leased,  or  operated  by  the  Boston  Elevated 
Railway  Company;  but  by  reason  of  the  fact  that  the  service  of  this  com- 
pany does  not  cover  the  whole  of  the  territory  above  mentioned,  the  resi- 
dents of  Revere  and  of  a  large  portion  of  the  city  of  Chelsea  are  not  on  an 
equality  with  the  residents  of  other  areas  in  the  vicinity  of  Boston  served 
exclusively  by  the  Boston  Elevated  Railway  Company.  The  five  cent 
fare  for  a  single  ride  in  the  same  general  direction  in  other  districts  near 
Boston  is  the  result  of  combinations  of  several  lines  into  one  system, 
thereby  affording  the  residents  of  those  districts  the  advantages  of  a 
consolidated  company. 

The  desired  transit  facilities  for  Chelsea  and  Revere  may  be  secured  in 
several  ways. 

First.  An  act  may  be  passed  of  similar  import  to  chapter  388  of  the 
Acts  of  1902,  entitled  "An  Act  to  authorize  the  Old  Colony  Street  Railway 
Company  to  lease  to  the  Boston  Elevated  Railway  Company  or  to  the 
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West  End  Street  Railway  Company  any  part  of  its  railway  and  property 
located  in  the  city  of  Boston."  By  authority  of  this  legislation  the  Old 
Colony  Street  Railway  Company  leased  to  the  Boston  Elevated  Railway 
Company  a  portion  of  its  railway  within  the  city  of  Boston  to  a  point  of 
connection  with  the  Boston  Elevated  Railway,  and  thus  under  the  statute 
of  1897  above  referred  to  the  facilities  of  the  Boston  Elevated  Railway 
system  were  secured  for  a  single  fare  to  the  residents  of  the  area  served  by 
this  portion  of  the  Old  Colony  Street  Railway.  A  bill  embodying  the 
same  principle,  but  limited  to  the  territory  within  the  city  of  Chelsea,  is 
now  before  the  General  Court.  If  such  bill,  amended  to  include  the  town 
of  Revere,  is  enacted  into  law  and  the  Boston  Elevated  Railway  Company 
and  the  Boston  and  Northern  Street  Railway  Company  act  thereunder, 
the  desired  facilities  will  be  secured  by  the  residents  of  the  districts  included 
within  its  terms. 

Second.  The  Board  of  Railroad  Commissioners  and  the  Boston  Transit 
Commission,  sitting  jointly,  under  chapter  139  of  the  Resolves  of  1910, 
has  reported  a  draft  of  an  act  "to  authorize  the  Boston  Elevated  Railway 
Company  to  purchase  and  hold  the  stock  and  bonds  of  and  to  consolidate 
with  certain  other  street  railway  companies."  Section  5  of  this  draft 
provides  that  the  five  cent  fare  upon  the  Boston  Elevated  Railway  shall 
be  extended  so  as  to  include  within  a  distance  of  five  and  one-half  miles 
from  the  State  House  the  road  of  any  street  railway  company  thirty-five 
per  cent,  of  the  stock  of  which  is  acquired  under  the  provisions  of  the  act. 
The  enactment  of  this  legislation  if  followed  by  the  requisite  action  taken 
by  the  companies  affected  would  secure  a  five  cent  fare  to  all  parts  of 
Chelsea  and  substantially  all  of  the  town  of  Revere. 

Third.  Statutes  1897,  chapter  500,  section  10,  to  which  reference  has 
been  made,  gives  to  the  Boston  Elevated  Railway  Company,  subject  to 
certain  provisos  which  in  this  connection  are  not  important,  the  right  for 
twenty-five  years  to  collect  a  five  cent  fare  for  a  single  continuous  passage 
in  the  same  general  direction  upon  lines  owned,  leased,  or  operated  by  it. 
This  provision  being  of  a  contractual  character  cannot  be  modified  by  the 
legislature  except  with  the  consent  of  the  company;  but  if  modified,  the 
company  consenting  thereto,  passage  for  a  five  cent  fare  over  the  lines  of 
both  the  Boston  Elevated  Railway  and  the  Boston  and  Northern  Street 
Railway  would  be  secured  for  Chelsea  and  Revere  provided  the  two 
companies  should  be  willing  to  make  some  suitable  traffic  arrangement 
therefor. 

The  carrying-out  of  one  of  the  foregoing  methods  would  appear  to  be 
"necessary"  to  secure  to  Chelsea  and  Revere  "the  transit  advantages  in 
street  railway  service  enjoyed  by  other  sections  of  greater  Boston  for  a 
five  cent  fare."  The  first  method  appears  to  be  the  most  feasible  at  this 
time. 

The  town  of  Winthrop  is  not  included  in  the  foregoing  discussion  and 
recommendation.  That  town  is  now  served  in  part  by  a  street  railway 
which  has  no  physical  connection  with  the  fines  of  any  other  company. 
The  Point  Shirley  Street  Railway  is  only  about  a  mile  in  length,  is  operated 
by  gasolene  power,  and  was  constructed  solely  for  local  travel.  One  of  its 
termini  is  located  near  a  station  of  the  Boston,  Revere  Beach  and  Lynn 
Railroad,  which  is  the  only  other  railroad  or  street  railway  in  Winthrop. 
In  order  to  secure  to  the  town  of  Winthrop  "the  transit  advantages  in 
street  railway  service  enjoyed  by  other  sections  of  greater  Boston  for  a 
five  cent  fare,"  the  following  methods  are  suggested. 

A.  If  either  the  first  or  second  suggestion  set  forth  above  should  be 
carried  out,  it  would  be  possible  to  extend  the  lines  of  the  Boston  Elevated 
Railway  from  Orient  Heights  in  East  Boston  into  and  through  the  town 
of  Winthrop,  making  a  loop  line  connecting  with  the  present  Boston  and 
Northern  tracks  at,  or  near,  Beachmont. 

B.  In  case  neither  of  said  suggestions  is  adopted,  an  extension  of  the 
line  of  the  Boston  Elevated  Railway  could  be  made  from  Orient  Heights 
into  and  through  Winthrop  with  return  to  Orient  Heights  by  the  same 
line  or  by  a  loop. 
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In  dealing  with  the  questions  presented  in  the  order  under  which  this 
report  is  made,  it  must  be  borne  in  mind  that  under  said  section  10  of 
chapter  500  of  the  Acts  of  1897,  no  "burden,  duty,  or  obligation  which  is 
not  at  the  same  time  imposed  by  general  law  on  all  street  railway  com- 
panies" can  be  imposed  upon  the  Boston  Elevated  Railway  Company 
without  its  consent  during  the  period  of  twenty-five  years  from  and  after 
the  passage  of  that  act. 

The  foregoing  is  respectfully  submitted. 

By  order  of 

The  Board  op  Railroad  Commissioners  and  the  Boston  Transit 
Commission,  sitting  jointly. 

W.  P.  HALL, 

Chairman  of  the  Joint  Board. 

20  Beacon  Street,  Boston,  Mass.,  March  14,  1911. 
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[Chapter  108.] 

Resolve  to  provide  for  an  investigation  as  to  certain  improvements 
OF  the  subway  and  transportation  system  in  the  city  of  boston. 

Resolved,  That  the  board  of  railroad  commissioners  and  the  Boston  transit 
commission,  sitting  jointly,  be  instructed  to  consider  the  matters  contained 
in  the  following  bills  and  resolve  now  pending,  namely, —  house  bill.  No. 
149,  house  bill.  No.  1384,  house  bill.  No.  1385,  and  resolve,  house,  No. 
1110.  The  said  joint  board  shall  investigate  and  determine  whether  it  is 
for  the  public  interest,  and  expedient,  to  enact  any  or  all  of  the  legislation 
prayed  for  in  the  petitions  accompanying  the  said  bills  and  resolve;  and  if 
the  board  recommends  any  legislation  it  shall  submit  the  draft  of  an  act 
or  acts  embodying  the  same.  The  said  joint  board  shall  report  to  the  next 
general  court  on  or  before  the  second  Saturday  in  January,  and  may  expend 
for  the  pm-poses  of  this  resolve  such  sums  of  money,  to  be  paid  out  of  the 
treasury  of  the  commonwealth,  as  may  be  necessary,  and  as  shall  be 
approved  by  the  governor  and  council.    [Approved  June  22,  1911. 
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[Chapter  623.] 

An  Act  to  extend  the  term  of  office  and  to  define  the  duties  of  the 
members  of  the  boston  transit  commission. 

Be  it  enacted,  etc.,  as  follows: 

Section  1.  The  term  of  office  of  the  members  of  the  Boston  transit 
commission  is  hereby  extended  for  three  years  from  the  first  day  of  July 
in  the  year  nineteen  hundred  and  eleven. 

Section  2.  The  powers,  duties  and  compensation  of  said  commission 
during  said  term  of  three  years  shall  be  the  same  as  are  specified  in  chaj)ter 
five  hundred  and  forty-eight  of  the  acts  of  the  year  eighteen  hundred  and 
ninety-four  and  in  acts  in  amendment  thereof  or  in  addition  thereto,  except 
as  hereinafter  provided.  Any  vacancy  in  said  commission  shall  be  filled  in 
the  manner  provided  in  said  chapter  five  hundred  and  forty-eight. 

Section  3.  This  act  shall  take  effect  upon  its  passage.  [Approved 
June  30,  1911. 
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The  names  of  all  the  assistants  in  the  Engineering  Department  who 
have  been  employed  for  more  than  one  month  during  the  last  year  together 
with  an  indication  of  the  work  on  which  they  have  been  engaged,  are  given 
below. 

Assistant  Engineers. 

Chaeles  H.  Bartlett, 
C.  Leonard  Brown, 


Detail  work  for  steel  structures. 
Inspection  of  construction,  Sections  1  and 
2  of  tunnel  under  Beacon  Hill. 


Wilbur  W.  Davis, 

G.  Dana  Emerson, 
James  B.  Flaws, 

James  T.  Frame, 

Leonard  B.  Howe, 
William  W.  Lewis, 
Roy  M.  Lothrop, 
Laurence  B.  Manley, 

George  H.  Stearns, 

Philip  B.  Walker, 


Lines,  grades  and  estimates  for  Section  1 
to  September,  1910,  and  since  then  in 
charge  of  construction.  Section  2. 

In  charge  of  construction  of  Section  1. 

Inspection,  Section  1  to  September,  1910; 
lines  and  grades,  Section  2. 

Studies  for  Riverbank  Subway  and  in- 
spection of  construction,  Section  2. 

'  Studies,    preUminary   estimates,    designs 
(.      for  structures,  and  detail  plans. 

Studies  and  surveys  for  Riverbank  Sub- 
way.    Also  in  charge  of  pipe  changes. 

In  charge  of  designs  for  steel  work  and 
reinforced  concrete  structures. 

Inspection,  Sections  1  and  2;  also  in 
charge  of  repair  work  in  East  Boston 
Tunnel. 


George  P.  Goodman, 

*  Peter  L.  Dillon, 
Edmund  A.  Rice, 

*  George  E.  Russell, 
Frederic  W.  Stiles, 


Draughtsmen. 

Photography  and  plans  for  tunnel  work 
and  structures. 

>  Plans  for  steel  work. 

Draughting     and     miscellaneous     office 
work. 


Henry  N.  Hayward, 

Thomas  R.  Hazelum, 
*  Leroy  p.  Henderson, 
Arthur  V.  Lynch, 
Robert  K.  Taylor, 
Sidney  S.  VonLoesecke, 


Transitmen. 

Inspection,  Section  1,  and  line  and  grade 

work.  Sections  1  and  2. 
Inspection,  Sections  1  and  2. 
Inspection,  Section  2. 
Lines  and  grades.  Sections  1  and  2. 
Inspection,  Sections  1  and  2. 
Line  and  grade  work.  Sections  1  and  2. 


"Left  the  employ  of  the  Commission. 
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*  Arthur  B.  Appleton, 

*  Harold  K.  Bridgman, 
Arthur  G.  C.  Chapman, 

*  John  F.  Callahan,  Jr., 

*  Michael  A.  Coplan, 

*  John  J.  Devlin, 
Austin  B.  Henderson, 

*  Warren  H.  Huntsman, 
Thomas  H.  Keenan, 

James  J.  Tobin, 

*  Joseph  E.  McDermott, 

*  Adolf  K.  Vollmer, 
George  W.  Preset, 


Rodmen. 

Force  accounts.  Section  2. 

Line  and  grade  work,  Sections  1  and  2. 

Inspection,  Sections  1  and  2. 

Force  accounts  and  inspection,  Sections 
1  and  2. 

Line  and  grade  work.  Section  2. 

Inspection,  Section  2. 

Line  and  grade  work.  Sections  1  and  2; 
draughting. 

Inspection  of  concrete  mixing  for  Sec- 
tions 1  and  2. 

Line  and  grade  work  and  inspection. 
Sections  1  and  2. 

Inspection  and  force  accounts.  Section  2. 

Inspection  of  concrete  mixing  for  Sec- 
tion 2. 

Inspection  of  mixing  of  concrete  for  Sec- 
tion-2. 

Inspector  of  concrete  mixing.  Section  2. 


Chemist  and  Inspector  of  Material. 

Harold  C.  DeLong,  Testing    cement,    pitch   and   other  ma- 

terial;  also  superintending  making  of 
concrete  sheeting,  etc. 
Inspection  of  steel  work. 


Alfred  W.  Parker, 


Arthur  B.  Carter, 

Rose  A.  McMahon, 
John  E.  Ryan, 
Joseph  P.  Sheerin, 


Charles  E.  Fay, 


Clerical  Force. 


Secretary  and  executive  clerk  to  the 
chief  engineer. 

Stenographer. 

Stenographer. 

Messenger  at  main  office;  force  accounts 
and  miscellaneous  work  at  field  offices 
at  63  Phillips  street  and  on  Boston 
Common. 

Messenger  in  draughting  room;  blue- 
printing; care  of  plans. 


"Left  the  employ  of  the  Commission. 
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APPENDIX   0. 


Canvass  of  Bids  for  25,000  Pounds  of  Built-tjp  Steel  Posts  for  a 
Part  of  Section  2,  Cambridge  Connection. —  Bids  Opened 
August  2,  1910. 


Bidders  and  Addresses. 

Price 
per  Pound 

(Cents). 

Amount. 

Time  Required  for 
Delivery. 

F.  A.  Houdlette  &  Son, 

93  Broad  street,  Boston . . 

4.1 

$1,025.00 

Three  weeks. 

G.  W.  &  F.  Smith  Iron  Co., 

Gerard  street,  Roxbury.  . 

4.00 

1,000.00 

Six  weeks. 

Eastern  Steel  Company, 

110  State  street,  Boston. . 

3.45 

862.50 

Six  to  eight  weeks. 

W.  E.  Clark  &  Co., 

120  Milk  street,  Boston. . 

3.4 

850.00 

Eight  weeks. 

r 

Boston  Bridge  Works, 

3.3 

825.00 

- 

47  Winter  street,  Boston< 

I 

Bethlehem, 

)-  Two  months. 

3.14 

785.00 

Chelmsford  Foundry  Co., 

Medford,  Mass 

3.3 

825.00 

Five  weeks. 

Montour  Steel  Company, 

Montour  Falls,  N.  Y...'.  . 

3.15 

787.50 

Four  weeks. 

N.  E.  Bolt  and  Steel  Co., 

Everett,  Mass 

3.15 

787.50 

Lewis  F.  Shoemaker  &  Co., 

Philadelphia,  Pa 

2.95 

737.50 

Six  to  eight  weeks. 

Belmont  Iron  Works, 

Philadelphia,  Pa. 

2.86 

715.00 

Six  to  eight  weeks. 

N.  E.  Structural  Company, 

110  State  street,  Boston.. 

2.75 

687.50 

Three'  weeks. 

Bethlehem  Steel  Co., 

So.  B,ethlehem,  Pa 

2.38 

595.00 

Two  months. 

APPENDIX  P. 

Canvass  of  Bids  for  Construction,  Section  2,  Tunnel  under  Beacon  Hill. —  Bids  Opened  August  30,  1910. 


B„,».»s.™A„„„....s, 

36.000  cubic 
yards  earth 

Bemoving 
and  dispos- 
ing of  350 
cubic  yards 
masonry  walls 
foundation.'!. 

Furnisl.ine, 
liauling  and 

pCV°o,doo 

cuhic  yards 
Portland 

Furnishing 

and  laying  20 

cubic  yards 

Portland 

brickwork. 

Laying  500 
linear  feet 
C-inch  to  12- 
inch  vitrified 
pipe. 

Laving  1.50 
linear  feet 
16-inch  to  24- 
inch  vitrified 
pipe. 

Setting  in 
place  and 
securing  300 
tons  reinforc- 
ing rods  and 
other  steel 
weighing  less 
than  6  pounds 

foot. 

Setting  in 
place  and 
securing  400 
tons  steel  and 
iron  weighing 
6  pounds  or 
more  per 
linear  foot. 

Fumiahing, 
preparing 
and  applying 
to  joints,  etc., 
1.200  square 
yards  of  coat- 
ing, or  skin, 
of  Portland 

Furnishing, 

prepanng 

and  applying 

50  square 
yards  water- 
proof coating, 
i-inch  thick. 

Preparing 

lo".0«fSiCrl 
yards  tarred 
felt  or  pre- 
prepared  tex- 
tile.  etc. 

Underpinning 
and  for  sup- 
porting  and 
protecting 

buildings  and 

line  of  work. 

Totals. 

a 

b 

« 

d 

i 

ff 

E 

b 

1 

Ic 

Metropolitan  Contracting  Company, 

$7.50 
270,000.00 

S15.00 
5,250.00 

$14.00 
140  000  00 

$25.00 
500  00 

$2.00 

1,000  00 

$3.00 
450  00 

$20.00 
6,000  00 

$20.00 
8,000  00 

$0  .50 
600  00 

$1.00 
50  00 

$0.50 
15,000  00 

$4,506; 66 
7,806.66 

«51,350.00 
435,850  00 

John  J.  Falvey  &  Co., 

93  Journal  Bldg.,  Boston,  Mass 

7.50 
270,000.00 

20.00 
7,000.00 

12.  PO 
120.000.00 

25.00 
500.00 

1.00 
500  00 

2.00 
300.00 

25.00 
7,.500.00 

30  00 
12,000  00 

1  00 
1,200  00 

1.00 
50.00 

0  30 
9,000.00 

John  E.  Palmer, 

1012  Old  South  Bldg.,  Boston,  Mass...  . 

.5.50 
198,000.00 

10.00 
3,500.00 

12.80 
12s.000.00 

18.00 
360.00 

0.70 
350.00 

2.00 
300.00 

15.00 
4,500.00 

20.00 
8,000.00 

0  70 
840  00 

1.00 
50.00 

0.35 
10,500.00 

5,666!  66 

3.59,400.00 

Coughlan  &  Shells  Company, 

43  Tremont  street,  Boston,  Mass 

5.40 
194,400.00 

18.00 
6,300.00 

12.00 
1211,1100.00 

20.00 
400.00 

0.50 
250.00 

1.00 
150.00 

12.00 
3,600.00 

18.00 
7,200.00 

0  50 
600  00 

0.50 
25.00 

0  30 
9,000.00 

6,666.66 

347,925.00 

Charles  R.  Gow  Company, 

5.00 

IS.  00 
6,300.00 

13.50 

18.00 

0.50 

1.00 

12.00 
3,600.00 

15.00 
4,500.00 

15.00 
6,000.00 

0  50 
600  00 

1.00 
50.00 

0.20 
6,000.00 

5,606  66 

343,310  00 

Jones  &  Meehan, 

10  Tremont  street,  Boston,  Mass 

5.00 
180,000.00 

15.00 
5,250.00 

12.00 
12(1.000.00 

20.00 
400.00 

1.00 
500.00 

2.00 
300.00 

20.00 
8,000.00 

0  30 
360  00 

0  50 
25.00 

0.30 
9,000.00 

4,666.60 

332,335.00 

Luke  D.  Mullen, 

161  Devonshire  street,  Boston,  Mass..  . 

4.95 
178,200.00 

18.00 
6,300.00 

10.50 
10.^,000.00 

20.00 
400.00 

1.00 
500.00 

2.00 
300.00 

15.00 
4,500.00 

20.00 
8,000.00 

0  50 
600  00 

1.00 
50.00 

0.30 
9,000.00 

15,666.06 

327,850  00 

Hugh  Nawn  Contracting  Company, 
82  Savin  street,  Roxbury,  Mass 

4.50 
162,000.00 

10.00 
3,500.00 

11.00 

1111,000.00 

18.00 
360.00 

0.50 
250.00 

1.00 
150.00 

8.00 
2,400.00 

12.00 
4,800.00 

0  50 
600  00 

2.00 
100.00 

0.25 
7,500.00 

5,000.00 

296,660.00 

Patrick  McGovern, 

4.65 
167,400.00 

4.25 
153,000.00 

10.00 

10.00 

20.00 

0.50 

1.00 

12.00 
3,600.00 

12.00 
3,600.00 

12.00 
4,800.00 

0  25 
300  00 

O.SO 
25.00 

0.25 
7,500.00 

2,660.66 

289,925  00 

Coleman  Brothers, 

.   7.00 
2,450.00 

10.00 
10(1,000.00 

23.00 
460.00 

0.50 
250.00 

1.00 
150.00 

16.00 
6,400.00 

0  50 
600  00 

0.80 
40.00 

0.25 
7,500.00 

7,600.00 

281,450.00 
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APPENDIX   Q. 


Canvass  op  Bids  for  500,000  to  600,000  Pounds  of  |-inch  Square  Twisted  Open 
Hearth  Steel  Reinforcing  Rods.  Delivered  at  75  Canal  Street,  Boston. 
Bids  Opened  August  30,  .1910. 


Price 

BiDDEBS    AND    ADDRESSES. 

per 
Pound 
(Cents). 

Time  of  Delivery. 

Mitchell  &  Tappan, 

120  Liberty  street,  New  York  City 

1.835 

Delivery  in  three  weeks. 

Robert  B.  Campbell, 

6  Beacon  street,  Boston 

1.80 

Delivery  in  six  to  ten  weeks. 

Lackawanna  Steel  Company, 

8  Oliver  street,  Boston 

1.73 

Delivery  in  four  to  seven 
weeks. 

Portland  Iron  and  Steel  Company, 

Board  of  Trade  Bldg.,  Boston 

1.72 

200,000  pounds  to  be  de- 
livered  by   November    1, 

1910.     Balance  to  be  de- 

livered   by    December    1, 

1910. 

H.  P.  Converse  &  Co., 

88  Broad  street,  Boston 

1.71 

Commence  delivery  in  two 
to  three  weeks.  Balance 
as  soon  as  possible. 

Jones  &  Laughlin  Steel  Company, 

ISV  State  street,  Boston 

*1.68 

Shipment  in  two  weeks. 

H.  W.  Hayes  &  Co., 

101  Tremont  street,  Boston 

1.6725 

Shipment  to  commence  in 
three  to  four  weeks. 

W.  E.  Clark  &  Co., 

120  Milk  street,  Boston 

1.66 

Delivery  in  four  to  ten 
weeks.  Lackawanna  roll- 
ing, Buffalo,  N.  Y. 

Carnegie  Steel  Company, 

125  Milk  street,  Boston 

1.66 

Complete  shipment  Septem- 
ber 15  to  25,  1910. 

*  For  purposes  of  comparison,  teaming  at  5  cents  per  100  pounds  has  been  added. 
Bid  was  f.  o.  b.  cars  Boston. 
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APPENDIX   R. 


Canvass  of  Bids  for  175,000  Pounds  of  Structural  Steel  for  Section  2, 
Tunnel  under  Beacon  Hill  for  Cambridge  Connection.  Bids  Opened 
September  6,  1910. 


Bidders  and  Addkessbs. 

Price 

per 
Pound 

(Cents). 

Total. 

Time  Named  for  Delivery. 

F.  A.  Houdlette  &  Son,  Inc., 

93  Broad  street,  Boston 

3.00 
2.62 

2.495 

2.38 
2.23 

$5,250.00 
4,585.00 

4,366.25 

4,165.00 
3,902.50 

Three  weeks  from  date   of 

Belmont  Iron  Works, 

Philadelphia,  Pa 

contract. 
Two    and    one-half    months 

W.  E.  Clark  &  Co., 

120  Milk  street,  Boston 

from  date  of  contract  and 
necessary   information   to 
proceed. 

Ten  weeks  from  receipt  of 

American  Bridge  Co.,  of  New  York, 
141  Milk  street,  Boston 

full  information   and   de- 
tail. 

Three  months  from  receipt 

Bethlehem  Steel  Company, 

South  Bethlehem,  Pa 

of  complete  data. 
Promptly  as  practicable.  To 

be  completed  on  or  before 
October  30,  1910. 

APPENDIX  S. 


Bids  fob  Square  Twisted  Open-hea 


:  Steel  Rods  36  Feet  Long,  Delivered  at  Yard  of  the  Boston  Transit  Commission, 
75  Canal  Street..  February  16,  1911. 


Time  of  Deliver}-. 


Portland  Iron  and  Steel  Company . 


W.  E.  Clark  &  Co.. 


Lackawanna  Steel  Company . 


Jones  &  Laughlin  Steel  Company. 


Carnegie  Steel  Company. . 


A.  Milne  &  Co . 


H.  W.  Hayes  &  Co . 


I  inch 
f  inch 
f  inch 


I  inch 
I  inch 
I  inch 


I  inch 
I  inch 
f  inch 


f  inch 
\  inch 
;  inch 


I  inch 
f  inch 
f  inch 


i  inch 
f  inch 
f  inch 


I  inch 
}  inch 
f  inch 


80,000 
15,000 
16,000 


80,000 
15,000 
15,000 


80,000 
15,000 
15,000 


80,000 
15,000 
15,000 


80,000 
15,000 
15,000 


80,000 
15,000 
15,000 


80,000 
15,000 
15,000 


1.73 
1.73 
1.805 


1.6S5 
1.685 


1.6: 
1.66 


1,288.00 
241.50 
249.00 


1,288.00 
241.50 
249.00 


§1,288.00 
241 . 50 
249.00 


1.6049 
1 . 6049 
1 , 6549 


1.61 
1.61 
1.61 


1,283.92 
240.74 
248.24 


§1,772. 


1,288.00 
241.50 
241.50 


Delivery  within  six  weeks  from 
receipt  of  order. 


Shipment  in  one  week  to  ten  days 
after  receipt  of  order. 


Delivery    in    three    weeks    from 
receipt  of  order. 


Delivery  in  about  four  weeks. 


Shipment  in  one  week  to  ten  days 
from  receipt  of  order. 


Delivery   in   three   weeks   after 
receipt  of  order. 


Shipment  from  mill  in  ten  days 
to  two  weeks. 


APPENDIX   T. 


Canvass  op  Bids  for  I-Inch  Square  Twisted  Open-hearth  Steel  Reinforcing  Bars  Delivered  at  Canal  Street  Yard.    Mat  2,  1911. 


BiBDERS  AND  Addresses. 


Peice  per  PotJND  (Cents). 


10,000  Pounds. 


20,000  Pounds. 


40,000  Pounds. 


3,000  Pounds. 


Time  o£  Delivery. 


H.  P.  Converse  &  Co., 
88  Broad  street,  Boston . 


H.  P.  Converse  &  Co., 
88  Broad  street,  Boston. 


Portland  Iron  &  Steel  Company, 
Board  of  Trade  Bldg.,  Boston. 


Robert  B.  Campbell, 
6  Beacon  street,  Boston . 


Jones  &  Laughlin  Steel  Company, 
131  State  street,  Boston 


Lackawanna  Steel  Company, 
8  Oliver  street,  Boston. .  . . 


Carnegie  Steel  Company, 
120  Franklin  street,  Boston. 


W.  E.  Clark  &  Co., 

120  Milk  street,  Boston  . 


A.  Milne  &  Co., 
8  Oliver  street,  Boston. 


2.25  =1225.00 

1.65  =  165.00 

1.66  =  166.00 
1.6475=  164.75 
1.6475=  164.75 

1.64  =  164.00 

1.64  =  164.00 

1.64  =  164.00 

1.64  =  164.00 


H.  W.  Hayes  &  Co., 

101  Tremout  street,  Boston . 


2.25     =$450.00 

1.65  =  330.00 

1.66  =  332.00 
1.6476=  329.50 
1.6475=  329.50 

1.64  =  328.00 

1.64  =  328.00 

1.64  =  328.00 

1.64  =  328.00 


2.25  =$900.00 
1.65  =  660.00 
1.63  =  6,52.00 
1.6175=  647.00 
1.6175=  647.00 

1.61  =  644.00 
1.61  =  644.00 
1.609  =  643.60 
1.605  =  642.00 


2.25     =$1,350.00 

1.65     =  990.00 

1.63     =  978.00 

1.6175=  970.50 

1.6175=  970.50 

1.61     =  966.00 

1.61     =  966.00 

1.609  =  965.40 

1.605  =  963.00 

1.6Q25=  961.50 


36,  38  and  40 

36,  38  and  40 

32 

32  or  36 


5  or  10  ton 
lots  32  feet; 
18  tons  or 
over,  32  or 
36  feet. 


32  or  36 
32  or  36 
32  or  36 


Immediately, 

Indefinite,  from  mill. 

Three  weeks  after  receipt  of  order. 

Three  weeks  after  receipt  of  order. 

One  week  after  receipt  of  order. 

During  week  of  May  15. 
One  week  after  receipt  of  order. 
One  week  after  receipt  of  order. 
Three  weeks  after  order  is  placed. 
About  two  weeks. 
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